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This paper reviews how road infrastructure development affects inclusive rural transformation in the emerging economies, with 
particular emphasis on the disparate effects in the agricultural and non-agricultural sectors. The research design was an evaluative 
research design using the systematic sampling methods to access primary data on the form of structured questionnaires and semi-
structured interviews with rural households and community leaders and secondary data were sourced from the Ghana Statistical 
Service, district assemblies and national development databases. The results showed that there were profound developmental 
differences between communities with good versus poor access to roads, with communities along the engineered roads showing a 
better connection to the market, greater access to facilities of learning and health system, greater agricultural output, higher 
household earnings, more diversified economies and lower transport expenses. On the other hand, settlements that had no engineered 
roads had significant barriers to market entry, reduced access to important services and limited economic prospects. Nevertheless, 
the two types of communities were not sufficiently equipped in terms of social infrastructure, such as Community-based Health 
Planning and Services and good schools, which means that, as much as road infrastructure may be necessary in terms of economic 
integration, similar investments in social services and community participation systems are necessary to support inclusive rural 
transformation. The study identifies gaps in national rural development policy frameworks and recommends integrated 
infrastructure development approaches that combine road investments with comprehensive social service delivery to maximize 
inclusive growth outcomes in emerging economies. 

KEYWORDS: Infrastructure Development, Inclusive Growth, Rural Transformation, Emerging Economies, Road Networks, 
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INTRODUCTION  
Rural growth plays a crucial role in overall national 

development (Buragohain and Landge, 2014; Mohapatra and 

Chandrasekhar, 2007; Kyeyamwa et al., 2008; Kishor and 

Basanta, 2021; Jemal and Genet, 2019; Adeniyi et al., 2018). 

Rural development involves increasing agricultural 

productivity, enhancing livelihood opportunities (Ale, 2013; 

Adeniyi et al., 2018; Asafo-Adjei, 2020), expanding access to 

basic services (Ali et al., 2015; Adeniyi et al., 2018; Asafo-

Adjei et al., 2020), and ensuring food security (Okakunori, 

2006; Ugwuanyi and Chukwuemeka, 2013). It also supports 

poverty reduction (Cook et al., 2017; Adeniyi et al., 2018; 

Asafo-Adjei et al., 2020).  

 

In many rural areas, road transportation is regarded as the most 

important contributor to socio-economic development. 

Therefore, improving transportation networks significantly 

influences the competitiveness and attractiveness of rural areas 

(Cook et al., 2017; Adeniyi et al., 2018; Asafo-Adjei et al., 

2020) and results in the accomplishment of most of the 

Sustainable Development Goals formulated by the United 

Nations (Cook et al., 2017). Rural roads connect settlements 

and provide links to other modes of transportation options, 

including rail, air and sea (Asafo-Adjei et al., 2020; 

Blankespoor et al., 2017; Ali et al., 2015; Ugwuanyi and 

Chukwuemeka, 2013; Olorunfemi and Basorun, 2013; 

Okakunori, 2006). A feeder road network facilitates the 

exchange of products and services, people movement and 

information (Adeniyi et al., 2018), reduces travel time to 
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educational institutions (Okoko, 2011; Asafo-Adjei et al., 2020; 

Asafo-Adjei, 2020), and facilitates access to healthcare towards 

the reduction of maternal mortality (Tayler-Smith et al., 2013; 

Schoon, 2013; Peters et al., 2018). Most significantly, non-farm 

economic activities such as cottage industry, crafts and tourism 

all hinge on improved rural transportation infrastructure 

(Asafo-Adjei et al., 2020; Asafo-Adjei, 2020; Ali et al., 2015; 

Okoko, 2011).  

 

Constructing new road networks and improving existing ones 

through the construction of culverts and bridges, sidewalks, 

hard-surfacing, street widening and landscaping (see Litman, 

2010) facilitates the conveyance of raw materials, semi-finished 

and finished goods (Howe, 2010). This promotes spatial 

interactions and enhances access to social services and 

enhances the productivity of the workforce (Asafo-Adjei et al., 

2020; Amo and Meirmanov, 2014; Holmgren, 2014). 

Notwithstanding this recognition, large swaths of rural areas 

remain inaccessible by roads, hence creating difficulties in 

terms of mobility of freight and passengers to market centers 

(Amo and Meirmanov, 2014; Litman, 2010) and limiting the 

overall socio-economic development (Adeniyi et al., 2018). 

 

Poor road infrastructure in rural areas poses significant 

constraints to the development of non-agricultural sectors and 

activities, undermining economic diversification and overall 

rural development (Ali et al., 2015; Berg et al., 2017). This 

infrastructure deficit represents a significant barrier to rural 

transformation, as adequate transportation networks are 

essential for market access, service delivery and economic 

integration. Notwithstanding widespread recognition of these 

challenges, rural road connectivity remains inadequate across 

many developing regions. The extent of this infrastructure gap 

varies considerably by region, with South Asia and South 

America experiencing moderate deficits where approximately 

45-55% of rural communities lack access to adequate 

transportation infrastructure. The situation is markedly more 

severe in Sub-Saharan Africa, where an estimated 65% of rural 

communities remain without improved road access, which 

represents one of the most significant infrastructure challenges 

facing the continent (Kishor and Basanta, 2021; Jemal and 

Genet, 2019; Jayne and Headey, 2014). This disparity in rural 

road infrastructure perpetuates spatial inequalities and limits 

the potential for sustainable rural economic development and 

poverty reduction across these regions. 

 

These poor road conditions have several negative implications. 

First, low road density and the lack of all-weather roads not 

only limit access to farmlands but also contribute to increasing 

transportation costs to markets and to agricultural service 

centers, thereby limiting productivity and profitability (Jemal 

and Genet, 2019), (Okoko, 2011; Asafo-Adjei et al., 2020; 

Asafo-Adjei, 2020) and (Olorunfemi and Adenigbo, 2017). 

Poor rural roads have contributed to more than 40% post-

harvest losses to fruits and vegetables (Yeboah, 2015).  

 

Secondly, large tracts of potential farmland remain largely 

inaccessible and uncultivated (Jayne and Headey, 2014). 

Communities are unable to harness their tourism potential (Ali 

et al., 2015) and exploit their natural resources such as gold ore 

and stone quarry (Berg et al., 2017; Kishor and Basanta, 2021; 

Sileshi and Tebarek, 2017). Thirdly, even though education and 

health are critical for human development, many rural residents 

are unable to access these social services due to poor 

transportation infrastructure (Ibrahim, 2011; Sileshi and 

Tebarek, 2017). These conditions contribute to higher 

concentrations of poverty (Gollin and Rogerson, 2014; Minten 

et al., 2013; Ugwuanyi and Chukwuemeka, 2013; Emran and 

Shilpi, 2012; Okakunori, 2006) and food insecurity (Emran and 

Shilpi, 2012; Minten et al., 2013). 

 

In the case of Ghana, rural roads are generally underdeveloped 

relative to inter-urban and intra-urban roads (Asafo-Adjei et al., 

2020). Most of the rural roads are impassable during rainy 

seasons and hence isolate communities from the rest of the 

other settlements (Yeboah, 2015). As a result, rural residents 

have limited access to education facilities and health delivery 

and market centers due to the high cost of transportation 

(Okoko, 2011; Asafo-Adjei, 2020). 

 

Preliminary investigation in the study area shows that, though 

certain roads are engineered, others are un-engineered and 

impassable during the wet season. This situation limits access 

to farmlands, market centers and social infrastructure, which 

has negatively impacted rural development. The overall effect 

is that the area is characterized by productivity and livelihood 

mechanisms. According to Asafo-Agyei (2020), about 60% of 

the residents travel long distances to get access to social 

infrastructural facilities, particularly education and health 

(Asafo-Adjei, 2020). 

 

This research proposition is that improved road networks 

contribute significantly to farm production, non-farm economic 

activities and improve access to social services, thereby 

contributing to the achievement of many of the Sustainable 

Development Goals. In line with this proposition, this research 

compares rural development in villages located along 

engineered cocoa roads with those located on un-engineered 

roads using several indicators. In light of this central research 

proposition, the following research questions are posed: 

 

Research Questions  

1. What are the characteristics of road networks connecting 

roads in the study area?  

2. How do the road conditions impact crop production and 

non-farm activities along the selected transportation 

corridors?  

3. How do the road conditions influence access to social 

services, especially health and education, in the study 

area?  

The research questions outlined above are designed to 

understand the problem for policy intervention to promote the 

competitiveness and attractiveness of rural areas for investment 

through road development. In this light, this broad goal, the 

following specific objectives are outlined. 

 

Research Objectives 

1. To explore the nature of road infrastructural 

development and its contributions to rural 

development. 
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2. To examine the effect of improved roads on agriculture 

and non-agricultural sectors for socio-economic 

development. 

3. To explore the nature of access to healthcare services 

and education on engineered and engineered roads. 

 

Methods and Procedures   

The research design used in this study was a summative 

evaluative research design that aimed to determine the effects 

of the cocoa roads project on the rural development of the 

Adansi North District, Ghana, which is mainly rural with about 

70 percent of the road systems in need of enhancement (DCPU, 

2014). In this study, the outcomes of socio-economic 

developments were compared between the communities using 

the engineered roads (Fomena to Denkyie route and Fomena to 

Ayaase route) that can be used throughout the year and those 

using un-engineered roads (Kyeaboso to Akrokerri route), 

which can only be used in dry seasons. Physical accessibility 

and cocoa production level were used to select six communities 

purposely: three along engineered roads (Denkyie, Kusa and 

Ayaase) and three along un-engineered roads (Kyeaboso, Old 

Edubiase and Sodua). Primary data collection entailed a 

structured questionnaire survey of 43 systematically sampled 

household heads per community (the study used every 3rd 

house with a 95 percent confidence level and 5 percent margin 

of error) and the key informant interview of officials with the 

Feeder Roads Department, Ghana Cocoa Board, District 

Planning Office, traditional leaders and assembly members. 

The preliminary investigations yielded secondary data in the 

form of district profiles, road maps, medium-term development 

plans and Ghana Statistical Service records. The questionnaire 

targeted four key areas, namely, respondent demographics, 

contribution made by road infrastructure and rural 

development, impact of road quality on agriculture and socio-

economic development and access to healthcare and 

educational services. Analysis of data used SPSS software 

version 27.1 in quantitative analysis of data using descriptive 

statistics and association analysis and qualitative data in the 

form of interviews was subjected to content analysis to 

determine patterns and themes underlying the quantitative 

results. 

 

RESULTS OF THE STUDY  
Conditions of the road networks in the study communities  

To carry out a comparative analysis to assess the influences of 

road networks on rural development, three communities were 

selected for the study along the engineered road corridor and 

another three were selected on an engineered corridor. For the 

road network connecting Kyeaboso to Akrokerri (A-B) (un-

engineered road network), the selected communities were 

Kyeaboso, Old Edubiase and Sodua (refer to Figure 1.1). In 

terms of the Fomena to Denkyie to Ayaase road (C-D, E and F) 

(engineered roads), the selected communities were Denkyie, 

Kusa and Ayaase (refer to Figure 1.1). Finally, the impacts of 

road networks (both engineered and un-engineered) on 

agricultural activities, non-agricultural activities, services and 

on the market were assessed. The engineered road network was 

asphalted under the Cocoa Roads Project and is in good 

condition, hence providing access to markets and farmlands 

throughout the rest of the year for day-to-day activities (Okoko, 

2011; Tayler-Smith et al., 2013; Schoon, 2013; Peters et al., 

2018; Asafo-Adjei et al., 2020; Asafo-Adjei, 2020).  

Figure 1.1: Adansi-North Road Map 

 
Source: District Planning and Coordinating Unit (2022) 

 

On the other hand, the unimproved road corridor was 

characterized by potholes, dusty and muddy conditions, which 

impeded access to educational and health facilities and market 

centres. While the initial 8 kilometres of the road were in good 

condition, a significant proportion of the road network was in 

poor condition, which not only impeded agricultural activities 

but also access to social services. Table 3.1 shows that the 

majority (65%) of the respondents from communities located 

along the engineered road stated that the nature of the road 

network enhanced their physical accessibility to facilities such 

as education, health and market centres since there were no 

developed potholes as well and the road was not dusty or muddy 

during the dry and rainy seasons, respectively. Consequently, 

they have regular access to transport services within the 
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communities. The other majority (85%) of the respondents 

stated that the nature of un-engineered roads inhibited their 

physical accessibility to essential infrastructural facilities such 

as education, among others (Refer to Table 3.1). Generally, the 

physical accessibility of residents in the community is impeded 

due to the poor nature of the road network; the road networks 

have developed potholes, very muddy during rainfall, making 

maneuverability difficult for motorists. 

Table 3.1: Nature of Physical Access on the Road Networks 

Variable Nature of Physical accessibility to facilities 

Types of road networks Yes No Total 

Engineered Road 65% 35% 100% 

Un-engineered Road 15% 85% 100% 

                          Sources: Field Survey, 2022 

The in-depth interview of the Akwamuhene of Old Edubiase 

community expressed his dissatisfaction with the road 

conditions in the following words:  

“The road becomes flooded with water anytime it rains. 

Also, the road becomes very muddy, such that it becomes 

very inaccessible to vehicles”. 

He also iterated that due to the poor nature of the road and 

potholes in the area, inhabitants were exposed to accidents, 

people with emergency cases even died on their way to health 

facilities and that some pregnant women delivered prematurely 

due to the delay on the road and difficulties in getting a vehicle 

to convey them to Fomena Health Centre and Bekwai 

Government Hospital. The Ashanti Regional Feeder Roads 

Department have not tried to rehabilitate the road to enhance its 

condition. Funds from the government for roads are not 

forthcoming, leaving bad roads in their poor state. A plausible 

explanation is that the communities along the un-engineered 

road network are not producing any goods or services that are 

of high economic value to merit investment in their road 

networks. Consequently, the road network is left in a poor state 

with its associated negative effects on members of the 

communities and adjoining areas. The outcome of the study is 

consistent with the findings of Berg and Ihlstrom (2019), who 

established that most rural roads are in poor condition in the 

northern part of Ethiopia. Similarly, Starkey and Hine (2022) 

argued that more than 40% of rural roads in Nepal are in poor 

condition, with the negative consequence on access to 

education and healthcare services. 

 

The field investigation revealed that the un-engineered road 

network from Kyeaboso to Akrokerri, marked in Figure 1.1, 

was impassable during the rainy season, due to floods and 

gullies, thereby making it impossible for vehicles to ply the 

road.  Though the 25-kilometre stretch of road network is 

accessible during the dry season, it becomes dusty, thereby 

predisposing the road users to respiratory diseases. This finding 

is consistent with the study by Afukaar et al. (2019), who 

established that the road network connecting Gyasikrom to 

Goaso, which is about 19 kilometers long and an unpaved 

feeder road, becomes impassable during the rainy season, most 

especially with its associated negative effects, such as 

inaccessibility to essential social infrastructure. 

 

Impacts of road infrastructure on agricultural activities 

Agricultural activities were the mainstay of the economy of the 

inhabitants of the study area since they were involved in the 

cultivation of crops such as cash crops (citrus, cocoa, etc.) and 

food crops such as plantain, cocoyam, maize, cassava and yam. 

Therefore, they require access in the form of good road 

networks to market their food produce and get farm inputs such 

as fertilizers. For instance, about 95% of the respondents along 

the engineered road stated that the engineered road network 

impacted their farming activities positively (refer to Table 3.2). 

However, this was not the case according to the household 

survey conducted. For instance, about 85% of the respondents 

stated that the unimproved road networks impeded their ability 

to transport their food products to the markets for sale and easy 

access to farm inputs from market centres and towns (refer to 

Table 3.2). The situation was worsened by the inability of 

traders to purchase farm produce directly from the farmers, as 

well as their inability to easily carry their harvested produce to 

market centres such as Bekwai, Akrokerri, Fomena and the like.  

 

Similarly, bush paths leading to various farms are greatly 

underdeveloped in communities such as Kyeaboso, Old 

Edubiase and Sodua, thereby making it very difficult for 

farmers to commute to their farms in the hinterlands, especially 

during rainy seasons. This phenomenon has to some extent 

contributed to postharvest loss for farmers in the study area.  

The challenges inhibiting farming activities included irregular 

transport services and the wastage of farm produce on transit 

due to the non-motorable road network and conditions. An 

interview with an official of the Agricultural Department of the 

Adansi North District showed that: 

“Farming communities located along un-engineered road 

networks are unable to sell their goods on time due to the 

poor nature of the road networks. Therefore, most of the 

farm produce gets spoiled, particularly perishable farm 

produce such as vegetables, resulting in post-harvest loss” 

(Agricultural Department of the Adansi North District). 

 

This finding resonates with the findings of Jemal and Genet 

(2019), Okoko (2011), Asafo-Adjei et al. (2020), and Asafo-

Adjei (2020), who established that the lack of all-weather roads 

not only limits access to farmland but also increases 

transportation costs to markets and agricultural service centres, 

thereby limiting productivity and profitability. 

Table 3.2: Impacts of road infrastructure on agricultural activities 

Variable Impact on road networks from farming activities 

Categories of Respondents Yes No Total 

Respondents along the engineered Road 95% 5% 100% 

Respondents along an un-engineered Road 15% 85% 100% 

              Sources: Field Survey, 2022 
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Impacts of road infrastructure on annual Farm produce 

According to Berg et al. (2018), the nature of rural road 

infrastructure affects their agricultural activities. The field 

survey conducted revealed that (60%) of the farmers produced 

between 10-20 bags of cocoa yearly before the improvement of 

the roads, with a minority (15%) of the farmers producing 

between 20-30 bags annually (refer to Table 3.3). 

Notwithstanding, this trend is not different from cocoa-

producing communities along an un-engineered road network. 

For instance, on average, about 20 bags of cocoa were produced 

annually. 

 

The factors accountable for this phenomenon, as established by 

the outcome of the field survey, were that farmers were unable 

to cultivate more land since they were inaccessible. Worst of 

all, vehicles get stuck in cocoa farms during the rainy season in 

the course of transporting the farm produce, thereby resulting 

in the food produce getting rotten on the farm. This finding 

resonates with the finding of Angmor (2012), who established 

that adequate road transportation led to the development of 

agricultural activities in the form of enhancing farmers’ access 

to farm inputs within a reasonable time, among others, at Esa-

Odo in Osun State, Nigeria. 

 

On the other hand, following the improvement of the roads 

connecting the communities, the total quantity of cocoa 

produced annually increased by more than 10-fold, thus 

increasing incomes. For instance, the majority (50%) of the 

farmers produced between 40-50 bags annually, whereas the 

minority (5%) produced between 10-30 bags of cocoa within 

the Adansi North District (refer to Table 3.3). On average, 

about 400 bags of cocoa are produced annually by farmers in 

the study communities. The improved road networks enhanced 

access to large acres of uncultivated lands, which were 

eventually cultivated. For instance, the respondents stated that 

the improved roads allowed some traders to directly come to 

the farm to buy farm produce, purchase vehicles, produce along 

the roads and some also come to the farm to carry the farm 

produce home, as well as purchase farm inputs, which are 

directly delivered to the farm due to the improved nature of the 

roads. For instance, a respondent (Cocoa Farmer) stated the 

following; 

“We have easy access to farm inputs, especially pesticides and 

herbicides to apply on our farms. Aboboya easily comes to our 

farm to deliver the purchased farm inputs. Most importantly, 

Aboboya comes to our farm to convey the fermented cocoa 

beans to the house and dry them.” (Assemblymember from 

Ayaase). 

This finding is consistent with that of Bonsu (2014), who 

established that improved road transport infrastructure 

enhances the easy transportation of farm produce, which is 

intended to increase agricultural production and incomes. 

 

Table 3.3: Level of Cocoa production in the Communities 

Quantity Produced Percentage Quantity Produced Percentage 

Before road improvement After road improvement 

1-10bags 25% 10-40bags 5% 

10-20bags 60% 40-50bags 20% 

20-30bags 15% 50-60bags 50% 

31+ bags - 61+ bags 25% 

Total 100% Total 100% 

                  Sources: Field Survey, 2022 

Impacts of road infrastructure on annual Income earned 

from Farming activities 

Poor road networks hinder the transportation and marketing of 

farm produce, with the consequence being less income for 

farmers (Kyeyamwa et al., 2008). Therefore, improved access 

to markets improves access to markets for agricultural produce 

and facilitates access to modern techniques, farm inputs and 

extension services, which potentially boost commercial 

agriculture Minten et al., 2013; and Damania et al., 2017), and 

contributes to increased incomes (Angmor, 2012; Damania et 

al., 2017). The study revealed that the farmers from the study 

communities along the un-engineered road network earned less 

money from their farming activities, particularly cocoa 

farming. For instance, a majority (45%) of the farmers earned 

between GH₵2,100-GH₵4,000, followed by GH₵4,100-

GH₵6,000 (30%), Less than GH₵2,000 (23%), with a minority 

of 2% of farmers earning GH¢12,100 and more annually (refer 

to Table 3.4). The cocoa farmers stated that due to the 

unimproved road networks, large tracts of potential farmland 

remain largely inaccessible and uncultivated. Also, the farmers 

lacked easy access to farm inputs needed for farming purposes. 

For instance, a cocoa farmer, who doubles as the Odikro of 

Sodua, stated the following during an in-depth interview; 

 

“We, as cocoa farmers, find it difficult to buy pesticides and 

herbicides to apply on cocoa farms due to the nature of the 

roads, especially during the rainy season. As you know, cocoa 

is a delicate farm produce; therefore, if you do not apply 

pesticides and herbicides in time, it affects the yield. 

(Assembly Member (Cocoa Farmer) from Sodua) 

Conversely, farmers from communities connected by 

engineered roads earn more money annually from their farming 

activities (refer to Table 3.4). This is because cars and tricycles 

easily access the farmlands and transport their farm produce to 

market centres fast and reliably. Also, the market centres 

became easily accessible all the time, irrespective of the 

weather conditions and hence easy access to the market centres 

without any delays or hindrances concerning the transportation 

of farm produce. Thus, the engineering works carried out on the 

roads were purposely to improve them, making them all-

weather roads without developed potholes, reducing transport 

costs and enhancing access to the market centres. Yeboah 

(2015) established that farming activities along a good road 

network boomed, which translated into high income for the 

farmers in Jaman South District of Ghana. 
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Table 3.4: Annual Income earned by Cocoa Farmers’ 

Income Earned Percentage Income earned Percentage 

Un-engineered Road Engineered Road 

Less than GH₵2000 23% Less than GH₵2000 - 

GH₵ 2100-GH₵4000 45% GH₵ 2100-GH₵4000 - 

GH₵4100-GH₵6000 30% GH₵4100-GH₵6000 5% 

GH₵6100-GH₵ 8000 - GH₵6100-GH₵8000 20% 

GH₵8100-GH₵12000 2% GH₵8100-GH₵12000 40% 

GH12,100 + - GH12,100 + 35% 

Total 100% - 100% 

Sources: Field Survey, 2022 

Impacts of road infrastructure on access to Markets 

From the survey conducted, about 80% of the residents located 

along the engineering road stated that the rehabilitation of the 

road networks enhanced the marketing of their farm produce 

(refer to Table 4.9). Additionally, the rehabilitation of the 

networks resulted in the marketing of items along roadsides. 

For instance, activities such as petty trading in the sale of farm 

produce (palm oil, plantain, cocoyam, etc.) sprang up along the 

stretch of roads connecting Kusa and Denkyie due to their good 

and dust-free nature. For instance, during the field survey, about 

30 and 25 individuals were engaged in the sale of food produce 

as well as the marketing of other items along the roadsides at 

Kusa and Denkyie, respectively.  

 

The outcome of the household survey further revealed that 20% 

and 80% of the respondents stated that the conditions of their 

respective road networks affect access to market facilities 

positively and negatively, particularly for communities without 

market facilities and hence have to cover a long distance to 

access market facilities in neighbouring communities (refer to 

Table 4.5). Additionally, due to the poor nature of the road 

networks, they were unable to market their farm produce, as 

well as other items along the roadside, to earn a living. 

Kyeaboso, Old Edubiase and Sodua were connected by an un-

engineered road (see figure 1.1). Sodua was difficult to access, 

thereby making traders challenged with cart goods to market 

facilities and urban centres. 

 

Comparatively, residents in communities connected with 

engineered roads had easy access to market facilities, whereas 

communities connected with un-engineered roads had 

difficulties accessing market facilities. For instance, 

respondents from communities connected by engineered roads 

stated that cars and tricycle carry their goods to the market fast 

and reliably, the market centres are accessible all the time 

irrespective of the weather conditions and farmers have easy 

access to farmlands directly to purchase farm produce in bulk 

and there is easy access to the market centres without any delays 

or hindrances concerning the transportation of farm produce 

and cocoa. This is because the improvement of the road 

networks enhanced easy access to the market centres with its 

associated positive effects, such as fewer transport costs and 

less time associated with the transportation of goods, as well as 

access to reliable transport services. 

 

On the other hand, the inhabitants of communities such as 

Kyeaboso and Old Edubiase, without market centres, are 

challenged with both physical and economic access to 

neighbouring market centres as well as a ready market for 

produce due to the inaccessibility of the roads during the rainy 

season, high transport costs associated with the transportation 

of farm produce and unreliable transport services. For instance, 

the respondents stated that potholes are a major problem in 

accessing the market, in addition to the transport cost being 

expensive due to the poor conditions of the road networks 

connecting the market centres. These findings are consistent 

with the findings of Berg et al. (2018), who established that 

most developing countries in Africa lack access to market 

centres primarily due to poor transport infrastructure. Similarly, 

the outcome of studies is consistent with Atuoye et al. (2015) 

and Danso-Wiredu (2011), who established that most rural 

areas in Ghana lack access to vital infrastructural facilities such 

as market centres due to poor rural transport services. 

Consequently, Hine (2014) stated that the poor road 

infrastructure confronting rural areas in Ghana comes with a 

plethora of transport challenges, such as the non-availability, 

unpredictability, and high transport fares of rural transport 

services (Hine, 2014).  

 

Impacts of road infrastructure on access to Farm inputs 

According to Inoni and Omotor (2009) and Jemal and Genet 

(2019), access to farm inputs is essential for farmers to support 

their farming activities, particularly, rural areas. In the view of 

Adedeji et al. (2014), farming communities located along a 

good road network have easy access to farm inputs compared 

to farming communities located along un-engineered road 

networks. The outcome of the field survey revealed that 

communities located along the engineered road had easy and 

fast access to farm inputs to support their farming activities 

(refer to Table 3.6). This is because they had easy access to farm 

inputs from suppliers in the community, as well as markets 

located in the communities, due to the good nature of their road 

networks. Thus, farmers from farming communities such as 

Denkyie, Kusa and Ayaase had easy access to farm inputs 

during the farming season. For instance, a participant stated the 

following; 

“Farmers from Denkyie, Kusa and Ayaase have easy access to 

farm inputs during the farming season. Our road networks are 

good, so farmers easily travel to neighbouring communities to 

purchase farm inputs when the need arises” (Assemblyman of 

Kusa). 

 

On the other hand, farmers from farming communities located 

along the un-engineered road networks lack easy access to farm 

inputs (refer to Table 3.6). The situation is worsened for farmers 

in communities without market facilities. For instance, farmers 
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from communities such as Kyeaboso and Old Edubiase without 

market centres are challenged with both physical and economic 

access to neighbouring market centres to purchase farm input 

due to the inaccessibility of the roads during the rainy season, 

especially. For instance, a participant stated the following; 

“Farmers in this community lack easy access to farm inputs 

during the farming season. Most of us farmers often travel as 

far as to Fomena, Bekwai or even to Kumasi to purchase farm 

inputs” (Chief of Edubiase). 

 

Table 3.6: Impacts of road infrastructure on access to Farm produce 

Variable Impact on access to Farm inputs 

Categories of Respondents Positively Negatively Total 

Respondents along the engineered Road 75% 25% 100% 

Respondents along an un-engineered Road 15% 85% 100% 

                  Sources: Field Survey, 2022 

Impacts of road infrastructure on access to social services 

(Health and Education) 

In the development of rural areas, transportation plays a crucial 

role (Okoko, 2011). It is crucial in putting land into production, 

marketing agricultural goods and developing industries, as well 

as in expanding trade, implementing health and education 

programs and exchanging ideas (Olawole et al., 2010; Inoni and 

Omotor, 2009). According to Adedeji et al. (2014), the main de 

facto market force and the development of rural areas is 

transportation. Additionally, the existence of growth poles or a 

vibrant economic activity within a particular area within a 

region can also stimulate the provision of road infrastructure as 

well as vital infrastructural facilities (Adedeji et al. 2014). They 

further reiterated that the provisions of road infrastructure 

stimulate the provision of infrastructural facilities such as 

schools, electricity and water. 

 

Therefore, it is expected that communities connected by 

engineered roads are expected to be provided with all the 

needed social infrastructural facilities. On the reverse, 

communities without access to improved road networks are 

expected to lack access to all the essential social infrastructural 

facilities. However, that is not the case as the outcome of the 

household survey conducted revealed that communities such as 

Kusa and Ayaase along engineered road networks are provided 

with educational facilities that range from pre-school to basic 

level education. Denkyie, which also has an engineered road, 

has no school, but has access basic school in Kusa, which is a 

neighboring community. Because of the good nature of the 

road, students walk to school without difficulty, whereby no 

dust or inconvenience is encountered. Thus, the provisions of 

the engineered roads contributed to and stimulated the 

provisions of these educational facilities in the communities or 

made it easy to access schools in neighbouring towns.  

 

On the other hand, communities such as Kyeaboso, Old 

Edubiase and Sodua that are located along un-engineered road 

networks do not have public educational facilities that range 

from pre-school to a basic level (Junior High School). This 

finding resonates with the findings of Ibrahim (2011) and 

Sileshi and Tebarek (2017), who stated that rural residents with 

access to all-weather road networks have been able to access 

essential social services such as education and health care 

services due to efficient transportation infrastructure. In the 

view of Okoko (2011), rural residents with poor road 

infrastructure have limited access to education facilities and 

health delivery primarily due to the high cost of transport. 

Similarly, Asafo-Adjei (2020) argued that only a handful of 

rural roads are passable during rainy seasons, thereby isolating 

these communities from the rest of the other settlements 

(Yeboah, 2015). 

In terms of health facilities, residents within the communities, 

such as Denkyie, Sodua, Kyeaboso and Old Edubiase 

communities, do not have a CHPS compound but access health 

care services at Fomena and Bekwai when the need arises. This 

means that communities along both engineered and un-

engineered roads are not provided with all the necessary social 

infrastructural facilities, like health and educational facilities. It 

is therefore inferred that the provisions of all-weather road 

networks do not necessarily stimulate the provisions of social 

infrastructural facilities but may enhance access to these 

facilities in neighboring areas. 

 

To test if there is any significant association between 

engineered roads and the provisions of social infrastructural 

facilities, a simple linear regression test was conducted. The 

result of the regression model below shows a positive 

correlation between engineered road networks and the 

provision of social infrastructural facilities. The relationship is 

statistically insignificant (p>0.05) (Refer to Table 3.7). This 

implies that a good road infrastructure necessarily stimulates 

the provision of social infrastructure in the long run. However, 

the provision of essential infrastructural facilities is determined 

by several factors such as the threshold population of the said 

community, the location, the role of the community and the 

nature of economic activity ongoing in the community 

(Moeketsi, 2017; Agbigbe, 2016; Pradhan and Bagchi, 2013). 

 

Table 3.7: Model Summary 

Model  Unstandardized 

Coefficients 

Standardized 

Coefficients 

T Sig. 

B Std. E Beta  

(Constants) 1.800 0.424  4.243 .004 

Provisions of Social Infrastructural Facilities 0.600 0.278 0.478 1.440 0.9 

Dependent Variable: Provisions of Social Infrastructural Facilities 
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CONCLUSION AND RECOMMENDATIONS 
This paper examined how road infrastructure and inclusive 

rural transformation are connected in the background of 

developing economies, using the Adansi North District in 

Ghana as the case study. The research aimed to understand the 

character of road infrastructural development and its impacts on 

inclusive rural development, to assess the impacts of the 

enhanced road networks on agricultural and non-agricultural 

development on socio-economic development and to evaluate 

the disparities in access to healthcare services and education 

along engineered and non-engineered road corridors. The 

results showed that communities with better road networks 

enjoyed increased accessibility to important infrastructural 

facilities such as markets, schools and health care services and 

had a positive spillover to their core economic development, 

specifically agricultural production. The endemic 

underdevelopment of the communities situated on the un-

engineered roads corresponds with the theoretical assumptions 

of the urban bias thesis, which states that resources are 

systematically transported out of the underdeveloped periphery 

to the more developed centers, which in turn triggers the 

continuance of spatial inequalities and provides fewer chances 

of inclusive growth (Lipton, 1965; Lehmann, 1980a; Ahiakpor, 

1985). On the other hand, societies that lacked enhanced road 

networks faced a big rift in access to basic social amenities, 

especially markets, educational institutions and medical 

services. Although traditional wisdom dictates that 

communities that are better equipped with road infrastructure 

should be prioritised to receive social infrastructure (Banerjee 

et al., 2020; Blankespoor et al., 2017; Beyzatlar and Kustepeli, 

2011), the research findings are in opposition to this perception, 

as unimproved and improved road network-linked communities 

did not equally receive infrastructural facilities such as CHPS 

compounds. This gap implies that road infrastructure itself does 

not precondition the inclusive access to social services but 

rather exists as a complex system of predeterminants such as 

the population threshold requirements, geographic location, the 

role of the community in the overall economic system and the 

character of local economic activity (Berg et al., 2018; 

Moeketsi, 2017; Agbigbe, 2016; Pradhan and Bagchi, 2013). 

The simple linear regression analysis established that there was 

a positive correlation between the engineered road networks 

and the provision of the social infrastructure, but the correlation 

did not prove to be statistically significant (p>0.05). This 

indicates that, despite the need to develop road infrastructure, 

this alone is not sufficient to bring about the actual inclusive 

rural transformation unless other complementary factors are 

addressed at the same time, as they must together establish 

equitable access to basic services and economic opportunities. 

 

Policy Recommendations 

 The findings of the study imply some important policy 

implications for infrastructure-based inclusive growth in 

emerging economies. The Ghana Cocoa Board, in conjunction 

with the Department of Feeder Roads, ought to focus on the 

restoration of the degraded road networks in the cocoa-

producing regions as part of improving the farm output and 

access to the market. The Ministry of Local Government and 

Rural Development should devise an elaborate rural 

development model that may perceive transportation 

infrastructure as a driving force of rural change. The Ministry 

of Roads and Highways also need to develop an integrated 

national transport policy that focuses on systematic upgrading 

of the feeder roads by making use of evidence-based planning 

and equal resource distribution. Strategic investment in rural 

road infrastructure is a key channel through which spatial 

inequalities can be minimized and balanced national 

development ensured. 
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