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[. Introduction

Transport and mobility are counted among the basiceditions for economic, social and cultural
development. They are forces for geographic chdmgg, at the local level and on a regional and gjlob
scale. Various means of transport move goods amgpl@erom one place to another, establishing
connections within regions and between them. Trangp the essential prerequisite for trade retetjo
and itself provides many jobs as a branch of inglustd service in its own right. Not least, transpe
also a matter concerning governments and othelspaiitical responsibility.

From the standpoint of the geography of commuricati means of transport can be seen as the
“hardware” of a transport system. Every means ahgport, whether the car, river barge or cycle
rickshaw, has its own history, which in turn iskil to a greater or lesser extent with that of otheans

of transport. Their use reflects the stage of teairmdvancement but also their position withiroaisty,
their “social image”. In conjunction with the inftauctural framework, the “software”, transporttgyss
have the task of satisfying the social and econameexs of people in a spatial context.

In Africa, however, transport systems fail to mtéetse needs in very many cases — in towns and citie
but equally in rural areas. The effects of ineffiti transport systems in rural parts of Africa, abhiely

on non-motorised transport in its most basic foane manifested in a lack of market integration,rpoo
provision of education and health services, londpaivity and low rates of regional and local ecmio
activity. The causes of this, though, are just aged. There is a lack of clear political strategénd
acceptance of responsibility for rural transponppfopriate transport technologies for poorer segsen
of the population in the form of low-cost meangrahsport have in most cases either not been deaelo
or not been sufficiently disseminated. One exarngplihis situation is the bicycle: Although in termo
numbers it is by far the most significant meangafisport and conveyance on the planet, with nfae t
one billion such vehicles (REICHE 1990, p.29), inbSSaharan Africa (SSA) it has still not progressed
beyond a niche existence, and what is more is barséeichnology that is 50 years old.

As | see it, the present transport situation indbentries of Africa leads to the definition ofdiveasons
for taking a close look at the role and significauaé non-motorised means of transport:

(1) The direction of development policy focus is aied one-sidedly at motorised transport

(2) Transport policy often concentrates solely onhie development of urban areas

(3) The significance of women in rural transport isneglected

(4) There has been insufficient scientific examinain of the topic

(5) There is a lack of arguments and facts relatingp the paradigm change in transport policy

Although poverty alleviation has become a centiigjlective in the national development plans and
reform programmes of the World Bank, the IMF ané BBMZ (BMZ 1999, p.23), national and
international decision-makers have underestimdtedievelopment potential of non-motorised means of
transport for decades. The reason for this, apam fa lack of awareness of the specific transpeetds

of poorer segments of the population, is the alsefidacts and knowledge in this field. There apé n
yet sufficient arguments which convincingly proveat investment in the distribution of appropriate



means of transport and the associated infrastridiuworthwhile and that it can make a significant
contribution to the alleviation of poverty:

“The number of empirical case studies is still swoall to draw broader conclusions
on the economic effects of appropriate transpariventions”(FERNANDO 1996, p.2)

In order to work towards a paradigm change in thegport policies of the countries of SSA, conviggi
facts and data on the effectiveness of non-motmseans of transport must be assembled, disseminate
and discussed. Because as stressed by WATSONopshefcinvestment in the transport sector can only
be justified by the magnitude of its benefit — meless of whether the investment is to be madaet t
level of the individual household or at the levehmjor transport projects (1996, p.34).

II. Objectives and methodology

1. Initial hypothesis

Based on the conception that there is a directbigtkveen poverty and transport in rural areas ofcAf
south of the Sahara, it is assumed that ...

... appropriate transport technology can induce socald economic development in rural households
and break apart the self-reinforcing process of imequate transport facilities, poor access to the
provision of health care, education and other seres, low agricultural productivity, and low income

The availability of a means of transport — in ttése a bicycle — could therefore lead to betteketany,

an increase in the amount and flexibility of agitietal production and improvements in social living
conditions at both the individual and family/houskehlevel, and bring about a sustainable improvemen
in the socio-geographic and economic integratiotnefrural sphere.

2. Guiding questions

The questions leading us to the ultimate findingthis examination are derived directly from thitiah
hypothesis stated above. The aim in this is toyseathe potential of the bicycle for the social and
economic development of relatively poor rural hdwgdds with consideration of the following three mai
criteria:

1. Changing the area of activityn what way is the transport and mobility profdé households and
their members changed?

2. Socio-economic developmento what extent is change brought about in accessd¢al facilities
and markets, as well as in agricultural productiemd the composition of household income?

3. Cost-benefit efficiencyWhat cost-benefit efficiency can be derived froisfibr the level of the rural
household and for the communal level?




3. Methodology

The first empirical step was to choose a suitaikestigation methodology in order to determine
the development potential of improved transportditoons for rural households in terms of both
quantity and quality, and to verify the initial fotbesis, or reject it, or to accept it after the
application of certain conditions.

The method chosen for examining the hypothesis avdmefore-and-after investigation. This
meant that it was possible to carry out an intepteral comparison of the living conditions of
households in both qualitative and quantitativenterin the form of a cost-benefit analysis:
between an original state with no means of trarispbtheir own and a later state when the
households have their own means of transport.

Determination of the scope and the selection praeedas preceded by the question as to what parent
population should be used for the investigationotimer words defining the social group for whicle th
investigation was intended to enable representatimelusions to be drawn. A partial survey in thenf

of a random sample selection appeared to be thé apgsopriate in this case, because full surveys
produce only superficial data and individual caseligs are barely able to ensure the required noimim
degree of representativeness for the target groupely relatively poor rural households.

The target group or parent population — and helnedasis for a set of criteria for a deliberatdlgsen
and controlled sample — consists of householdsral regions of Uganda which ...

(1) ...are situated in rural surroundings

(2) ...obtain their income for the most part frongeculture

(3) ...have a size of family/number of children ime with the national average
(4) ...have not possessed a bicycle of their owratdeast 3 years

(5) ...have relatively low money income

Both male-led and female-led households were chesthin the selection processThe number of
households coming into consideration in the seteeitages was between 167 and 205. The potentially
eligible households in the selected villages weeniified by the local leaders in close collabanati
with myself and the project staff. The sample censaf 1% required for the criterion of
representativeness (HANTSCHEL/THARUN 1980, p.75gasisfied in the areas covered by the survey:
between 19.5% of the parent population (in Kalakyl 24% of the parent population (in Namuganza).
The statistical representativeness therefore etatéhe selected group of villages referred tovaband
geographically it relates to the selected 4 villagehe selection procedure for the pilot households
thereby completed, having been conducted in a mahaeis comprehensible, not randomly driven and
consciously defined according to the above critefi@e way in which the survey would be organised,
and its purpose, were discussed in advance ohteevention in the four areas surveyed with thgqmto
team, the translators and the responsible localelsa which meant that the selection of the pilot
households was able to be carried out as caredslfyossible.

4. Partner in cooperation: BSPW

! No polygamous marriages were included among tHe-fed households; this would not
have been typical of the areas covered by theeguanyway.



The headquarters of the project partner,Blegcle Sponsorship Project & Worksh@SPW, is in Jinja

on Lake Victoria. BSPW was founded in 1990 on th#idtive of German and Ugandan bicycle
enthusiasts, and since 1997 it has been officietlyognised by the state as a non-governmental
organisation. Since 1992, with the aid of donatezhey raised by the German partner organisation
Jugendhilfe Ostafrika e.\YYouth Aid East Africa] (Karlsruhe), the organigat has distributed bicycles

to poor rural and urban households and to commugriégs-roots groups. By the beginning of 2001,
BSPW had distributed roughly 7,500 bicycles thraughhe country.

The bicycles are allocated to individuals or growpth particularly great transport needs accordimg
fixed criteria and at reduced prices. Preferencgelaction is given to women, women’s groups orlsma
organised groups which pursue a particular socigpgse (medical services, education on Aids, ptsjec
for the disabled, village committees etc.). Indiatk also receive bikes in some cases, eitheeyf fiave
to travel long distances (teachers, craftsmen,esiigl or if they have to carry particularly heasgds
(farmers, small traders). Some bikes are transfdrm® places of work if they are used directly for
income generation (for traders dealing in plantaoal or firewood, or as bicycle taxis for trangpuy
people or goods).

However, the donations received as a result ofcttramitment shown by the membersJoigendhilfe
Ostafrikaare less and less able to meet the demand foidssda$ bicycles. In the meantime, applications
for bicycles from all parts of Uganda are piledrelwgher in the BSPW office in Jinja (Diagram 1yea
from neighbouring East African countries, inquirie on the increase from groups and individuals
whose budget does not stretch far enough to pampérket price for a bicycle.

4 Diagram 1: Trend in demand for subsidised bicyclefrom the h
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Developments over the past two years made it napes$s readjust the objectives and focal areas of
BSPW. Alongside the distribution of bicycles, thganisation increasingly became the contact paint f
all types of questions relating to the bicycle ifrida. Transport problems in Africa and the bicycle
lobby work carried out by the organisation were shbject of several series of talks and internation
conferences — most recently at the world bicyclefeenceVeloMondial 2000n Amsterdam. This was
the reason whyrABIO (First African Bicycle Information Officejvas founded in 1999. As a sister
organisation to BSPW, FABIO aims to build up anigdrwide network of all relevant organisations in



the bicycle and NMT sector, and acts as an infagnatentre and contact point for all questionstieta

to bicycle mobility. This organisation also tookathe of the capacity-building workshops with the
recipients of the bicycles for the survey, andreggular intervals discussed the topic of mobility
nationwide seminars with everyone involved in trengport sector, for example managers of trucking
companies, representatives of taxi drivers and joaliticians.

In the meantime FABIO has been able to establistpeesentative for bicycle matters in the Ugandan
parliament. Thanks to the talks taking place redybaith the Ministry of Transport since 1999 and a
hearing in parliament, it has been possible toeraiscertain degree of awareness in the Ugandan
government for the national economic and sociahiance of the bicycle for development and in
particular for the fight against poverty in the oty.

Up to now, non-motorised transport has not beentiowad at all in the country’s national development
plans. However, through its numerous dialogues méhiamentarians and ministries FABIO has for the
first time been able to introduce the social fumetand economic role of the non-motorised transport
sector into the discussion on the national trartspaidelines National Transport Policy Strategy
Pape)), and in those talks has played its part in briggibout a reduction in import tax on bicycles from
40% (in 2000) to 15% in the future.

At the time of the survey, the people working f@mBN/FABIO comprised two project coordinators, one
workshop manager, up to six bicycle mechanics,@msecretary for organisational duties. BSPW also
supervised German trainees and students. The Mgieeind self-image of the BSPW/FABIO
organisation read as follows:

“The people in Uganda and elsewhere in the worlgrapiate the need to popularise and
recognise non-motorised mobility particularly theicyrle as a suitable, convenient,
environmentally friendly and critical tool in natial social economic development.

FABIO is to empower the people by giving them actebicycles, providing quality information
and imparting skills and knowledge on issues ofefigmment to recognise non-motorised
mobility and human rights as a key tool of prodoiati

(FABIO 2000, p.2)

[ll. Status of research
1. The relationship between transport and developnm

This is like the question about the chicken andepg: is transport the starting point for developtra

its result? Putting the question a different wayeslan existing transport system improve autonibtica
as a consequence of productivity growth and areas® in income, or does investment in transpor hav
to be made first in order to achieve economic gh@tOWE (1991, p.9) has a jocular response to this
poser: We don’t know but probably both come first”.

If the question of the contribution that transpanid mobility are able to make to reducing povesty i
reduced to the relationship between bicycle owriprahd rural income, MALMBERG-CALVO (1994,
p.12) and BARWELL (1996, p.22) establish that hdwdes with a bicycle generally have a higher
income at their disposal than households withdoitgcle.lt remains uncertain, however, whether these
households were not already better off before @ayuired a bicycle and had the necessary means to
make the purchase.



All in all, the causal relationship between tramspand development is subject to complex
interdependence over time and within any given.akethe same time, though, in much the same vein a
LOWE (1991, p.9), it is also true that there isumversal explanatory model for this relationshipt
rather a degree of dependence on cultural, histiorfolitical and economic conditions. In order to
increase the quality of life, it is necessary tdimjse the utilisation of space. Alongside other
development factors such as education, social gchealth and nutrition, properly working transpo
systems are an essential prerequisite. They ajecub a variety of influencing factors, with difent
weighting in each case.

With regard to people with low living standardsg thobility restrictions as described by HOYLE (1992
p.3) are usually due to economic causes and aame time are themselves a reason for their loal lev
of economic development. The availability of tramdfacilities in this case proves to be a functan
demand.

The need for transport may therefore be predomiypémé consequence of development. This is the case
in the regions of industrialised countries whereater economic production, which is already based o
existing structures of production and consumptimtreases demand for transport. In developing
countries, however, an improvement in the avaitybdf local and regional transport is often theisa

of corresponding local or regional development. HBY(1992, p.3) presupposes the existence of
potential for development in the area under comatttn. According to this view, transport precedes
economic development in developing countries.

When it comes to activation of the development ipiidé of an area, according to FITTER (1977, p.235)
investment in the transport sector is a matterti@tegic importance and has the effect of stimogati
activity. In his opinion, in underdeveloped systédinis first necessary to invest in transport iderto
reach the level that he refers to as the pointohemic take-off (ibid., p.236).

If it is therefore assumed that an improvement ramgport infrastructure in developing countries
contributes to economic growth, this in turn implike application of a supply-oriented transpoticyo
With consideration for social aspects, this thesodbkes care of the satisfaction of basic needbeof
population.

HILLING (1996, p.9) consciously uses only one ternransport — for material development in Africa
and points out the nature of mobility being a basied:

“Many factors contribute to economic and social gress, but mobility is especially important,
because the ingredients of a satisfactory lifepfrimod and health to education and employment
are generally available only if there is adequateams of moving people, goods and ideas”
(ibid.).

The nature of mobility as a basic need is also supd by FELDHAUS, when he speaks of
“extrinsically motivated mobility”(1998, p.173). According to this, mobility essallyi serves the
purpose of securing the necessities of life for thdividual and for a group and of expanding
opportunities in life, as well as improving the taof life. According to HILLING (1996, p.9), the
focus is on the supply of transport possibilitiespecially in the early stages of a developmentqes,
and hence is crucial in the context of povertywddigon.

Is the transport sector therefore the key to comapoverty in developing countries? Thmdgic
pentagon of developmentdlso includes other important influencing factausch as participation,
independence, equality and justice (NOHLEN/NUSCHRLB93, p.67).



It should be stressed once again that there isormoausal explanatory model for lack of development
and consequently nor can there be any simple patbsiution. In spite of the fact that developmeas

to be considered in more complex correlationshis $tudy it is only intended to discuss the rdiyed

by transport in the question of development in S&he further fact must also be stated: without
wanting to devalue the problems in urban areasenppis predominantly a rural problem. In the 4&ste
developed countries of the world, of which 25 aréirica, 69% live in poverty (HOWE 1996, p.5).

At the same time, almost all basic communal needdiked in some way or other with transport and
access conditions, which are usually poorer inlrtggions than they are in urban areas. According t
BARWELL (1984, p.45), these include:

Market access
Water and fuel

Possibilities of agricultural cultivation
Health

Education

With regard to rural development, in particularerth is a kind of vicious circle between poverty and
transport in relation to these factors. As showrrigy 4, low transport capacities and low agricwtu
production are mutually dependent. One crucialoiagt this is the dependence on local hauliers and
middlemen that arises from the lack of means afdpart, resulting in disproportionately high traotp
costs for farming households.

The compulsion of having to make many journeys aot feads to the expenditure of much time and
effort which soon inhibits agricultural productiviand limits people’s ability to reach external keis

to sell goods, as well as other opportunities fardpctive activity. As a result, poor households ar

barely able to earn additional money income orfax@ncially overburdened by monopolistic transport
services and low purchase prices paid by middlemen.

Lack of money leads in turn to low levels of sawn@he acquisition of even simple means of trartspor
becomes prohibitively expensive, and greatly lichitese of public means of transport results in peopl
being isolated from important facilities such asltte care centres, markets, authorities and schools
These conditions also isolate a large part of hgufation from political and social life, becausdyoa
small number of people have regular access to &idacanformation and communication, people to
whom LEINBACH (2000, p.2) attributes vital importnin the process of social and economic change.

If it were to be assumed that the agricultural poé was already exhausted and that all otherymtvke
potential in the non-agricultural sector was fulljlised, then an improved transport system cowlidbe

put to productive use either. In agreement with BWR_L (1984, p.43), though, there are many reasons
for assuming that in most parts of Africa the agltieral and non-agricultural resources are far from
being fully utilised:

1. For the most part, the most basic form of plouging is used for cultivation. The area
that can be worked is limited by the great expenditre of time and effort on cultivation.

2. As aresult of culturally entrenched systems ahheritance, the various fields belonging
to one household are often widely spread. The fieddcannot be tended often enough
because of a lack of time or the fact that they havto be reached on foot.

3. There is very little use of fertiliser or irrigation.



4. At harvest times there is regularly a shortage folabour. The lack of transport and
labour means that crop losses cannot be preventefithere is a sudden pest infestation
or flood.

5. Diversification of rural income (moving away fran agriculture) is on the increase.

6. In many areas there is a lack of knowledge andwareness of new crop-growing
products and technologies.

7. The large amount of time taken up by women in raning the household and caring for
children limits their availability for field work.

All of these factors vary from region to region amdst be subjected to precise analysis in eachinase
order to be able to assess the local and regioeatlobment capacities and potential. The self-
perpetuating cycle of poverty and lack of mobilitgscribed here, however, remains one of the most
significant obstacles to development in peripheuwshl areas. The importance of this complex set of
impacts is not restricted to the rural sphere, glhoespite a high rate of urbanisation, in mosintoes

in Africa the economy and level of provision ar@éedent to an overwhelming degree on agriculture,
because the high transport costs make it morecditfto introduce internal market practices, sushhee
cultivation of new products (diversification of &ulture and making it more flexible) or the use of
innovative methods of production.

The continuing shortage of supply of agricultunadqucts to urban regions, one of the causes oftwikic
the deficient situation in the transport sectdl, Isas long-lasting consequences:

“Whereas expanding cities generate excess demandeshgroducts are left to go to waste in
the country because of inadequate transport faedit (HARMS 1980, p.141)

Low-cost transport facilities in rural areas arertfore crucial when there is any discussion afdased
agricultural production, the serving and expansidrmarkets and the production of local goods. It
follows from this that agricultural use in marketemted cultivation is directly dependent on the
opening-up of transport operations and on transponditions in all segments of the rural transport
chain. If there are few everyday destinations i lthtal transport area and at the same time tlseaa i
inadequate transport infrastructure and insufficgupply of means of transport — above all at the of
the rural transport chain with the farmers anchathousehold level — the need for households tagmg
in time-consuming, strength-sapping mobility capresent such a great day-to-day burden that iahas
strongly negative influence on individual sociatlatonomic behaviour. At times of peak transpogt us
then, it is not possible to act sufficiently spégdi

An improvement in mobility conditions, to parapheadOYLE (1992, p.257), means either a faster,
cheaper, safer and/or more reliable possibilitynoling goods or people in a given area. However, th
use of means of transport is governed by a vadéfactors and operates according to the princifle
resistance: if the resistance to using a certaianm®f transport is lowered, it is used more —\dnd
versa. The total resistance, according to WEINSPAC391, p.4), is made up of the following factors:
time, cost, availability, reliability, comfort aremotions.

For many people in urban and rural regions, norens#d means of transport offer many of the
advantages described above: they are faster, aatermore reliable than walking, and cheaper than
motorised transport. At the same time, though,stasce in the form of costs, availability and — in
cultural respects — emotions have an effect olnte@sity of use of these means of transport.



Access to care facilities, services, jobs and nmtarkan also be improved by shortening the distances
travelled from the individual households to sucltilidées and from one to another. This would
necessitate a dense network of markets, water wiorts, health care facilities and education it
something which can only be achieved with the preisite of greater investment on the part of tlaest
and only in densely populated areas.

For many countries south of the Sahara, both cfeleenditions apply to only a limited extent. Hirst
national budgets do not have sufficient financedaurces at their disposal to undertake an extnsiv
expansion of rural infrastructure. Secondly, setdat structures and low population densities ase al
contrary factors, for economic reasons.

In consequence, this means that in future accessrtanotorised means of transport, on accounteif th
flexibility, ability to be put to individual use dnuniversal applicability, will of necessity assuméey
role in the essential socio-economic developmenthefregion. According to HARMS (1980, p.141),
opening up the rural sphere on an area-wide basi®oly be achieved through the systematic spréad o
non-motorised means of transport. BARWELL (1993,) ptoo, emphasises that improving access to
service facilities is only realistic for basic neeslich as water supplies and health care, andrombry
densely populated districts, and economically $iggunt access to fields and markets is predomigantl
attainable with improved availability of transport.

The consequence of systematic promotion of the Ndddtor would be synergistic effects between an
improved transport infrastructure and an improvenmianthe provision of services and goods to the

population, which in turn would enhance the condisi for economic development. This would then

result in multiplier effects in the fields of hongi energy and health care provision and education
(HILLING 1996, p.10).

As well as this, an improvement in the transpogtaym along these lines can lead to a reduction in
cultural and economic disparities specific to thgion, because as accessibility increases, sodes d
distance-related mobility (HARMS 1980, p.141). Aoader radius of action can reduce the degree of
isolation of households and rural settlements drtdeasame time raise the level of information,npote
local communication within the population and imggothe potential for pursuing non-agricultural
activities and hence diversify the composition ofisehold income.

In connection with the economic structures of rui@ming districts, BRYCESON establishes an
increasing “depeasantisation” among the rural paprt (2000, p.1-6). The removal of state subsidies
for education, health care and staple foodstuf§sa(aesult of structural adjustment measures) hed t
increasing shortage of land have led more and rfemming households to turn to other income-
generating activities, as well, in order to brimgthe necessary money for school education or rakdic
care. The replacement of parastatal marketing isgtons for agricultural products with privatedeas
and transport agents has given farmers a much murertain market environment with uncontrolled
price fluctuations and higher transport costs.

Domestic income strategies are currently undergalrngmatic change. Studies in various African
countries indicate that between 40 and 80% of rinoalseholds make their living primarily from non-
agricultural activity (crafts, tailoring, hairdrésg services, midwifery etc.) (BRYCESON 2000, p.6).
Although it is true that these activities requireeatain amount of capital investment and involvaren
economic risk, they can be pursued all year rouitid avhigher potential rate of return. What is mahe
suppliers of these services are able to resportd gvigater flexibility to changing market needs. ®lor
and more often, agriculture is only worthwhile igions with favourable climates for agriculture and
where transport costs can be kept as low as pessilolwever, for reasons of food security and also o
account of their identification with the roots drfning culture, most households will presumably
continue to practice agriculture to a certain dedieid.).



Finally, in the analysis of the relationship ofrtsport and development in developing countriess it
essential not to disregard the specific role of wonAt the household level in many countries thiey p

a primary role in the production of agriculturalogis and take care of numerous transport tasks. Wome
are among those people with the most limited mighih SSA, and their lack of access to means of
transport is one of the major obstacles to devetspr(GRUHL-KIPKE 1995, p.9).

The fact that improved access to bicycles for woineorporates great potential for economic andaoci
innovation is plain. The time savings and the gre&ransport capacity, according to PHILPOTT (1992,
p.88), can be used to improve the provision of wapeovide better care for children and raise
agricultural productivity.

In summary it can be said that transport and secaomic development are part of a fundamentally
mutually dependent process. Breaking open the wscrcle of poverty and limited mobility allowseth
conclusion to be drawn, on the assumption thaptwe participate in the planning, implementation an
use of improved transport facilities, that the sotd the exploitation of economic potential will be
cleared and that an increase in material and ndarrabwell-being is possible. There are also a neim

of positive implications that can come about, sashrelieving the national budget as a result of
enhancing the efficiency of the transport systempleyment effects as a result of new jobs in the
transport sector and the effects of opening up @a®ifior the political, social and economic inteigrat

of the poor.

Investment in the transport sector can therefonae hea development-inducing, catalytic impact. The
principal problem in this connection is the questiof the focus of the investment. Development
cooperation in the transport sector over the pasiades, which is examined in the following, has
exhibited a one-sided orientation of transport @otiowards motorised transport and its infrastrigtu
while neglecting simple modes of conveyance andrigg the gender-specific dimension of transport.
These are major reasons why the noble objectip®eérty alleviation is so far removed in the future

2. Structural features of rural transport systems

Transport in rural areas of SSA consists of two giementary transport systems. For the purpose of
marketing surplus agricultural production withinadhareas and dealing with the other transport seé¢d
the rural population, a regional and local netwoirkield tracks and footpaths is used between igled,
settlements, local markets and collection and idigtion points. This network of paths and tracks is
surprisingly extensive in SSA. Even the early Eeap explorers reported that they had crossed the
continent from East to West without ever havinddave a “village-to-village footpath” (HOWE 1996,
p.22). Within this communications network it is &boall non-motorised modes of transport which
dominate.



Motorised transport services are
rarely encountered in these parts.
Their significance is to be found in
the supraregional and national road
network, which along with its role
in handling import and export trade
above all acts as the conduit for the
regional and national marketing and
distribution of agricultural products.
Although the two transport networks
are of contrasting types, they are not
independent of each other. They are
mutually complementary in the role
they play in economic and
geographic integration. The greater
part of the population accordingly
almost exclusively uses transport on
foot and the means of transport of
what is sometimes called the
intermediate technical leval.
BARWELL (1996, p.20) speaks in
this context of a veritable “walking
world”, restricted to the individual’s
own village, the immediate
surroundings and certain
destinations in the peripheral area.

“Walking world”: transport in rural areas usually t akes
place on foot(source: own investigation)

HOWE (1993, p.11) identifies four characteristiatiges of rural transport structures in Africa:

(1) The availability of transport services and meas of transportation is poor.
(2) Transport is handled for the most part in and aound the villages on paths and narrow

tracks.

(3) The great majority of journeys travelled are conected with the transport of goods.
(4) The transport of goods is often linked with ecoomic activities.

The various paths, tracks and roads typical of tthasport network are divided into four classes,

following the methodology of HILLING:

2

motorised

Intermediate technical level means all meansrarisport between carrying on heads and

vehicles, in other words handcarts, animalsgdriailers, bicycles, rickshaws etc. (KAIRA

1983,
p.12-19).



Table 1: Classification of routeg(source: HILLING 1996, p.161)

Class Typical form

Class | Footpath, track

Class Il Vehicular route suitable for carts, trailers,
bicycles, mopeds, motorcycles

Class Il Vehicular route suitable for motorised four-

wheeled transport, very dusty in the dry seasch, in
some cases not passable in the rainy season

Class IV All-weather road for high-frequency traffic —
extremely expensive to build and maintain

With regard to the connection between agricultumalrketing and transport structures, METSCHIES
(1986, p.35) classifies the rural transport chaifour functional levels (Fig. 5). This begins widrmers

at the farm and household level, who handle thairdport tasks as they arise with handcarts, tsaile
donkey carts over an average distance of 2 km. ILisw@ describes transport by farmers or private
transport agents to the local market at a distah&eto 20 km. Pick-up trucks or small trucks opedaby
private transport agents and middlemen are uséelvéel three, on rural unpaved roads, for transpmrt
markets of distances between 40 and 100 km. Théd$tage comprises transport by truck on the nation
— usually asphalted — road network by large haufages, serving the purpose of exporting agricudtur
goods. Smallholders usually avoid selling goodexdernal markets despite the opportunity to obtain
considerably higher market prices for their produd@te reasons for this are primarily the high gpamt
risk and high transport costs (BARWELL 1993, p.5).

GTZ sketch: marketing in rural areas
(Source: METSCHIES 1986, p.24)

The rural transport network therefore has at ispadsal certain axes and routes, and also hasarcert
hierarchical structure depending on the social andnomic interdependencies in each case. The
networks in place today are of differing efficieneynd their density depends on geographical camditi



and the density of population. They each have wdiffeweak points, and according to HILLING (1996,
p.36) it is necessary to identify these with a viewoptimising the rural transport system.

It is plain that one of these weak points in ingéfint transport systems is the possession or &i#ieof

a means of transport (one that is appropriate ¢otthAnsport purpose). According to WIESE (1997,
p.212), means of transport have different advastager different distances depending on their fionct
and the existing state of the infrastructure. llg an established fact that satisfaction offfreand for
transport with motorised transport cannot be firghloy the income from small-scale agriculture oalru
small-business enterprise as raw material pricefud continue to rise (JUGENDHILFE OSTAFRIKA
1993, p.4).

As far as the first two levels of the transportiohdescribed above are concerned, it is abovehall t
appropriate means of transport from the intermediathnical level which are capable of playing & pa
in improving transport structures in SSA. They thiefocus of examination in the next section.

3. Non-motorised means of transport with particularfocus on the bicycle
3.1 Non-motorised transport and rural development

The economic strength of the countries of Africatii mainly dependent on the economic strength of
the rural regions. Agricultural products for expffe classical “cash crops”) and surplus agricaltu
production produced by the rural population — tbgetwith the products and services of the informal
sectof — are far more important than the export-oriertieahches of industry and the service sector
which, in most cases, are relatively small. How @mant, therefore, is non-motorised transport fag t
development of the rural regions and what role doesicycle play in this respect?

Even today, many rural communities in SSA are stillated out of reach of national road networksd A
even where such a network exists, affordable flexand reliable transport services are often dyrari
(LEINBACH 2000, p.4). Non-motorised transport — 1bis be stated right from the outset — has a key
role to play for small rural households in the agjtural but also the non-agricultural informal teec

Among the efforts made by the rural populationannéng their living, one of the greatest is the amto

of time and energy that has to be invested in parisg goods produced on small farms to the market
depots and sales outlets. Typically, the loadsettrdnsported are relatively small and are cami@dss
relatively short distances. As a rule, loads ofdeetn 10 and 150 kg have to be transported distafces
between 1 and 25 km (HOWE 1996, p.43). The prdéfiim sale in relation to the necessary amount of
work are also small, which in most cases rules that cost-effective use of motorised transport. A
journey on foot to a field 4 km away (about 1 ha@duces the time available for field work by 2586 a
uses up three times as many calories as travddjingjcycle (LOWE 1991, p.182). As a result, intenasi
agricultural activities decrease dramatically atalices of as little as 2-4 km from the dwellingcgl to
the field. For women farmers, having fields som&tatice away means that they are much less able to
run the household and care for children or purgberaconomic activities.

According to HILLE/VAN DER JAGT (1994, p.37), diffult access to corn and maize mills and to water
supplies prolongs waiting times at these faciljtees families living nearby are first in the quelianly

a few mills are available or in operation, memhsrghe household often spend hours queuing.

As a consequence of the lack of means of transpaid/lholding farmers also run the risk of having t
throw away as waste fresh products which need ttaken to market quickly, such as milk, eggs and

3 All non-agricultural activities carried out by tpepulation which are not
recorded by the state or registered for tap@ses.



fruit, because transport facilities do not existane too expensive. In some years, up to a thirthef
harvest in northern Nigeria has been spoilt fos¢heasons (POCHET 1994, p.30).

NMT, acting in combination with a simple infrasttuce established and maintained on a local lews, h
the role of a bridge between fields, nearby villagead networks and larger market towns. It cauate

the quality of transport in rural regions to a nlewel, also enabling transport to be used for efilical,
health, administrative and social purposes. In @esuundertaken in Tanzania, SIEBER proved that
investment in NMT has at least the same effecthas rhade in the motorised transport sector (1999,
p.210). In that survey it was shown that the inficitbn of means of transport (donkeys and bicycles)
had more effect in comparison with measures to awprthe local path infrastructure. According to
SIEBER (1996, p.71), the effects that NMT can irei relation to local agriculture include the
following:

Cultivation of larger fields and of nev fields which were previously
out of reach of the household

Production of heavier crops

Increased use of fertilisers and compost

Reduced damage to crops / swift intervention irhie event of pest infestation
Reduced transport time

Increased individual productivity as a result ofreduced expenditure
of effort on walking and on-head trargort
(applies particularly to women)

Synergistic effects if animals are used both foworking on the fields
and for transport

Facilitation of access to market locations

Finally, the multiplying effects of increased trpng activity between regional villages are worthfy
note. In Mexico, for example, knowledge of plantmgthods for a particular pepper variety, of places
market it and of its price, spread quickly as aultesf increased transport with NMT and led to new
methods of cultivation and active economic parttipn by the local population (COOK/COOK 1990,
p.171). Another example from Haiti illustrates thiis possible for a bicycle project to double the
effectiveness of the professional work performeddnchers and health workers — almost 100% more
schools and patients were visited than before ithyele project (LOWE 1991, p.184).

3.2 Typology, characteristics and distribution

Non-motorised means of transport consist of a wideety of simple and economical means of
locomotion for goods and people. They can therefdse be seen as means of transport which, with
regard to their complexity and affordability, ardapted to a greater or lesser extent to the piagail
technical conditions and economic circumstancesheir users and, depending on their type, to the
geographical situation of the region where theyuesed.



Like all means of transport, every NMT has its otransport value. This is made up of the following
factors: speed, safety, comfort, workload, fixedstsp running costs, and the capability of forming
networks. In combination with other means of tramgpevery NMT occupies a certain position within
the marketing chain for agricultural and non-adtimal products. The transport value of each okéhe
means of transport can be differentiated accorttinghat they are used for and where they are used.

The range of forms of NMT extends from on-head gpamt to handcarts and wheelbarrows and from

bicycles to trailers and carts pulled by animalmestly donkeys or oxen. Donkeys are used as pack
animals, and oxen are sometimes also used forwiiel#t (ploughing oxen). The three-wheeled vehicles

(rickshaws) which are widespread in Asia are almeser found in Africa.

The characteristic features of NMT can be summdrasefollows:

Relatively low acquisition costs

Low level of maintenance

Can be used on local paths and low-quality paths
Suitable for small and medium-sized loads

Often produced in local workshops

Production requires only little or no foreign currency
Relatively long useful life

Depending on geographical circumstances and asudt ref economic and traditional factors and, in
some cases, factors related to colonial histog/ vty in which NMT has spread has varied in diffiere
countries. As a rule, the limited availability odmmotorised means of transport, especially atdiufe
harvest, is a factor which reduces agriculturaldpmtivity and necessitates the hiring of unskilled
workers during the harvest season, mostly for tmpgses of transport on foot or for on-head trartspo
On-head transport is almost exclusively undertdiemwomen. Transport on foot and on-head transport
cover distances of up to 5 km and allow loads e2Qg to be carried.

HILLE/VAN DER JAGT (1994, p.25) identify a walkingpeed of 4 km/h on flat terrain in SSA.
Working on the basis of the results of a study utatten in Kenya (GTZ 1998, p.40), transport on foot
and on-head transport undertaken by hired workengmate costs of DM 5 - 10.- 8 - 5.-) per kilometre
and ton (see Table 2). Handcarts are used to sarajl loads across short distances (3 - 5 km) ain fl
terrain in the vicinity of the fields, and are genaheutral in use. They are not regarded as tyigiozle
means of transport as are many of the other typE#$/d mentioned (CHINGOZHO 1999, p.6).

Animal traction using oxen, cows or bulls is pautarly well suited to the transport of harvested
produce, but is only used very intermittently inrida — with the exception of a few countries sush a
Kenya, Nigeria, Malawi, Botswana and Tanzania (BARW 1984, p.73). Pack animals (donkeys and
mules) are suitable for covering relatively shadtahces up to 5 km and especially for mountainous
regions, but their use, too, is restricted to adyne regions (for example in Mali, Senegal anddgihi
FERNANDO 2000, p.2 and GATE 1989, p.13). If thenaals belong to the users, they incur costs of
DM 1.50 to 2.50 ( 0.75 to 1.25). Trailers pulled by animals haveeesd into widespread use in areas
where they were introduced in special programscesit970, for example, the UN has promoted the
introduction and use of ox-carts for agriculturakgoses in Malawi (RIVERSON/CARAPETIS 1991,

p.8).

As a rule, where animals are used for fieldworkimet-drawn carts are commonly used as well.
HILLE/VAN DER JAGT (1994, p.23) establish that inalwi ox-carts are used for transporting up to
76% of harvested produce, but that they are nad aseall for the transport of water or firewoodr fo
example. Ox-carts, which are also often lent teeotbeople, are able to transport loads of up tonl t



over distances of 5 - 7 km in flat terrain, at atcof between DM 0.80 and 1.70 @.40 and 0.85).
However, while the use of animal yoking has soréached a level of penetration of only about 10 or
20% in Africa, in Asia it has a tradition stretchiback thousands of years. According to METSCHIES
(1986, p.5), the 14 million ox-carts used by Indsamallholders, for example, are seen as the baekbbn
the agricultural sector for the entire Indian suliowent.

In addition, motorised two-wheeled vehicles argdéasingly being used in many regions as they,amm,
suitable for narrow paths and are affordable asrimes rise (SIEBER 1999, p.206).

Ox-cart in Zimbabwe (source: GATE 1998, p.27)



Table 2: Transport capacities according to means dfansport
(Source: GTZ 1998, p.40)

3.3 Specific features of the bicycle

With a total number of units of more than one billi the bicycle is by far the most important meains
transport and travel in the world (REICHE 1990,9).However, looking at the distribution of bicysle
in SSA, it must be stated that on the whole bicycee a rarity. They are widespread in only a few
countries (Burkina Faso, North Ghana, Rwanda anahda). They are imported mainly from India and
China, and in some cases also from South Africa.

The few bicycle factories in Africa (Tanzania, ZamldJganda) are businesses which almost exclusively
merely carry out the final assembly of importedtpdMULLER 1986, p.5). There are no reliable figure
relating to the recurring import of used bicyclesni North America, Europe and Japan. Overall, Afric
is the continent with the least density of bicyatage: only about 4% of all Africans own a working-
wheeled vehicle (see Diagram 3).

Even in SSA, though, the advantages of the bicgoteevident. Because riding a bicycle uses far less
energy in comparison with walking or using othgrdy of NMT, bicycles can be put to flexible use for

* Transporting 1 kilogram over a distance of 1 kire uses up approximately 0.15 Kcal



transporting both loads and people, and almost ramy® able to operate theficycles are used for
medium-sized loads of up to 150 kg over distandesgpoto 40 km — at speeds of 10-15 km/h. If self-
owned, the resulting costs are DM 0.80 to 1.2@.40 to 0.60; Table 2). If hired, the costs rafrge
DM 1.20 to 1.70 ( 0.60 to 0.85). Riding a bicycle is at least twaefast as walking, and enables the
user to transport loads that are up to four tiness/ler. Field studies in Ghana have shown thatisieeof
bicycle trailers multiplies transport capacity asiam as five times (RIVERSON/CARAPETIS 1991,
p.14).

It is therefore not surprising that the bicyclevégy high on the list of priorities for many houséts in
developing countries: 58% of all people questioftech transport project in Tanzania gave bicyches t
highest priority as solutions for their transporbldems (SIEBER 1996, p.90). The full range of
advantages that the bicycle — at least theorefieabffers to potential users can be matched bglpar
any of the other forms of NMT mentioned. Even inumi@inous regions, where above all pack animals
have certain advantages, bicycles are often ratigdmong household necessities (see also Section
IV./3).

Another reason why bicycles are so popular in dgiaf countries is above all that — like cars in
industrial nations — they provide the luxury of gmmal mobility for individuals and door-to-door
transport. As summarised in Fig. 6, they also ireprieecause of their simple technological design and
connected to this, the ease with which they cambitained and repaired. They provide individuals
with greater freedom of action and choice, are &bleover even relatively long distances and tloegef
help to smooth out regional disparities.

In addition to satisfying basic human needs, tloyddé can also be used as a productive tool torekpa
the area under agricultural use. Compared with iwgllr the use of carts and trailers, it saves time
personal effort. As it is relatively undemandingragards infrastructural requirements when compared
with motorised transport, it places less strairtt@national budget while at the same time beigdlii
beneficial for the economy as a whole.

In spite of these advantages, there are only actamtries in Sub-Saharan Africa where bicyclestman
said to have achieved a degree of widespread UmseTcountries include Mozambique, Burkina Faso,
Uganda, Tanzania, Zimbabwe, Eritrea, Ethiopia, Rl@arKenya and Botswana. Only in very few
countries, such as Uganda or Burkina Faso, is thelistinct bicycle culture in place. Usually these is
restricted to a few regions — mainly rural.

with a bicycle and is therefore the most epsaying means of locomotion. Given a
certain quantity of energy, an average cartigarel 200m, while a bicycle can manage
more than 4.5 km (HARMS 1980, p.85 and REICIIRO0, p.29).



Extends geographical
radius of activity and
opens up new (informal)
opportunities for employment

Effective auxiliary resource

to assist in production;

extends potential for
agricultural use

Techno-
logically
appropriate

Low procurement
and operating costs

Oriented towards
an lI;)e u;ed basic needs and
y broa - helps in struggle
segments of the SOCI.El| and against poverty
population economic features
of the bicycle _
Saves time and
I as a means of transport effort
Helps to . .
conserve in develpplng
natural countries

High transport value

in comparison with
walking: fast, safe and
capable of carrying loads,
suitable for
network building

Improves provision of
services and
communications for the
population and smooths
out regional disparities

Relatively undemanding with
regard to infrastructure —
easy on the national budget while
offering great economic benefit

Social and economic features of the bicycle
(HEYEN-PERSCHON 2001)

In comparison with Latin America or Asia, the spte# bicycles in Africa is still more or less irsit
infancy. The 100 million bicycles manufactured arduhe world every year are mainly sold in Asia
(LOWE 1991, p.181); as a result, there are fewan #h bicycles per 1000 Africans today, while inaAsi
about 40% of the population own a bicycle (see Riag?2).



Following a steady increase in bicycle imports
Africa between 1900 and 1960, import figur
decreased in many countries, in some ce
dramatically.

In Malawi, for example, import statistics show
decline from 39,000 imported bicycles in 1970
to only 980 imports in 1990 (HOWE 1993, p.5)

HILLE/VAN DER JAGT (1994, p.15) show ir
their study undertaken in Malawi that in 19¢
only 5.6% of households had an intact bicycle
their disposal. For rural Africa especially, th
means that the few bicycles available have to
shared with neighbours, friends and relatives.

Diagram 2: Inventory of bicycles world-wide
(Source: TURNER 1994, p.51)

3.4 Women and transport

Women in Africa are frequently termed the numbeg-gmoductive resource (GLEISS 1991, p.457).
Women often perform the tasks that secure the wiraif their families. In spite of this, they ocqua

low position in their families, and their equal & gtatus within society often exists only on paper
domestic everyday transport, too, women in mostcafr countries are among the household members
bearing the heaviest burden. The domestic trangmiitities that have to be undertaken primarily by
women are characterised mainly by the large nurob@urneys that are undertaken on foot on poorly
maintained paths over short distances, carryingpmoads (BARTH 1989, p.32).

The oppressive everyday burden that women carrth working hours of 16-18 hours a day, has
changed little over the last decades according tBSE (1997, p.150). Compared to their husbands,
women in rural households have a share of up to @08tganising meals and the transport of water and
firewood, and a share of up to 80% in transportirgharvest from the fields to their homes or azgfe
location (BARTH 1989, p.39). They are helped insthéasks by their children, with again girls being
affected for the most part (KOLSTEEG 1994, p.71enMn rural Africa are usually responsible for
marketing of the harvest. According to HILLE/VAN BREJAGT, this is often their only task in rural
households (1994, p.71).

Diagram 4 shows the extent of the burden that pamsrepresents for women in everyday life. In
Tanzania, HOWE calculates that the annual trandpad for women is 75 tonne-kilometres, whereas
their husbands manage only 12 tonne-kilometresg19919). In rare cases, women use draught animals,
handcarts or trailers for transport. Even if a bieyis available in the household, women are deitged
use in most cases and have to carry water, firevamodfoodstuffs themselves, thereby having to accep
considerable physical strain and its consequengeshtir health (BARTH 1989, p.15). A study in
Bangladesh showed that half of all registered bas&bfractures occurred in women who fell while
carrying loads on their heads (LOWE 1991, p.183).



In contrast with women in Asia, most African womame denied the use of bicycles by traditional fgmil
structures and the particular gender-specific @ivisof responsibilities in the household under male
supremacy (HEIERLI 1993, p.13). According to KIPKB, most African countries only men use
bicycles, even though women would have better osghfem (1991, p.199). In the rainy season, for
example, women often lose days at the market bedhesslippery paths make it impossible for them to
transport goods on their heads.

The conflict between women’s household and fieldwauties and their limited daily time budget result
in some tasks not being undertaken at all (suamaget sales) or only in a hurry (for example loagki
after children). Family meals are postponed or @kipaltogether, there is less time for women to res
and relax, which results in greater susceptibitityliness. PHILPOTT states that women in ruraioeg
suffer from backbone deformities far more frequentlan men (1992, p.88). OPIYO points out that
women in traditional African societies spend lesd kess time resting and recuperation (1995, p.11).

Although it is true that in some cases women beffiefin their husbands taking over transport tasies,
crucial step towards easing the strain on womendvoe to accept their use of bicycles and other NMT
The main reasons for access to bicycles beinggtersiy difficult for women are the strong traditad
restrictions and the role allocation between meth &women, along with certain views and prejudices
regarding women riding bicycles. The latter vargely between different tribes among both men and
women. In a broader sense, this seems to be aictdmdétween tradition and modern life — a process
which is subject to a change in values that diffeidely depending on the region or country concédrne
This, incidentally, also applies to the women thelvis, because women organised in village groups or
single women who run small businesses often hatadiytaifferent opinions from women of the same
age who are fully integrated in the rural housel{BlIEYEN-PERSCHON 1997, p.64). Even if the latter
may have ridden a bicycle when they were young dihleir views on using bicycles switches virtuady
the other extreme as soon as they grow up.

However, it is not only the social and cultural eamment which have limiting effects on women
regarding their use of bicycles. Because women taek own financial means, access to ownership of
bicycles is impossible for them as it is usuallg thale head of the household who decides on how to
spend the money available (BARTH 1989, p.35).

Recent findings indicate a gradual change in thépect. BRYCESON states that the internal patrérch
structures in rural households are increasinghavelling as there is a growing tendency for worneen t
be engaged in income-generating activity (2000). p.6

3.5 Obstacles to the use of bicycles

In response to the question posed at the outeetivhether large parts of the population do not awn
use means of transport because they are poor dherhtbey are poor because they do not own means of
transport, in the following let us list and eludieléhe crucial obstacles to the use of NMT.

BARTELS describes every movement in a given spaceverk and therefore as an overcoming of
obstacles and obstructing factors (1970, p.35)elation to NMT these obstructing factors may be du
to natural circumstances or of a socio-economitagtructural, political or administrative, cultlirar
technical nature, and are sometimes mutually iefgeddent (see Fig. 8).



Obstructing factors caused by natural circumstarioefude greatly varying relief, topographical
obstacles and unfavourable climatic conditions sastigh humidity, persistent rainfall making paths
unpassable and the widespread presence of aniseglgdis. In Tanzania, for example, the broad presenc
of the tsetse fly prevents the use of pack anin@sthe other hand, in places where the risk ofatgmn

to bicycles is greatly increased because of steegtomy paths, many bicycle owners avoid usingrthei
bicycles and in these instances deal with trandpsks on foot or using a wheelbarrow. In Uganda, f
example, the greatest density of bicycles per Hmide(30%) was found in regions where road
conditions were good (HOWE 1993, p.12). In Westigsfrthe hot and humid climate in the southern
regions of the countries is one of the main facteasling to limited bicycle use, along with cultuaad
safety reasons (ibid., p.11).

Among the economic obstacles which inhibit the aflSMT to by far the largest extent are above fadl t
high acquisition and running costs for potentiaérgson low income, but also the lack of economic
structures for the local production of NMT in indiual countries

Almost 90% of households in a study in Makete DistrTanzania (SIEBER 1998, p.72) and 80% of
households in a study in Kenya (BARWELL 1985, P.82ycribed excessive purchase costs as the
reason for not acquiring an NMT. In Malawi, a fayrtilas to spend 19 times their monthly income on a
handcart, 27 times on a bicycle and 113 times ooxarart (SIEBER 1999, p.216). The biggest obstacle
to increased mobility however is not so much a@gted infrastructure as the lack of adequate fiimanc
possibilities and the disruption of market struesurMALMBERG-CALVO (1994, p.16) describes the
fact that the price has to be paid in full and irdiately as the main problem in acquiring a bicycle.

To summarise, in many cases there is a lack oflgpeasonal loan programmes which would make
payment in instalments possible. Experience inlmggions of Senegal shows that the acquisition and
use of certain types of means of transport are riigre on the current local availability of NMT: exft
bicycle and spare part supplies suddenly decreasd¢de late 70s, donkey and horse carts — which
previously had not been widespread in these regiomngre introduced in ever larger numbers and by
today have almost completely replaced the use ofyciis (HOOK 1999, p.5). Furthermore,
infrastructural obstacles may dominate. An incongléoo broadly meshed and badly maintained path
and road network or sparsely distributed market$ sotial facilities — as is mostly the case in lthin
populated regions — results in long transport dista which cannot regularly be covered by relativel
short-range NMT.

An incomplete network of repair centres can alstuce the use of NMT. In Zambia, the shortage of
spare parts was one of the main reasons for lintitegcle use. A study in the country’s north-wester
province revealed that 66% of bicycles were nouse awaiting repair (KOLSTEEG 1994, p.265).
MULLER (1986, p.6) reports from the Tanga regionTianzania that a quarter of all spare parts are
obtained by “cannibalising” other bicycles. Unusabicycle frames were to be seen everywhere in the
villages.

Competition from motorised transport services cko dead to a reduction in the use of NMT. The
replacement of NMT as a result of increasing me#iidn has an effect on safety aspects in particula
The number of road casualties in some African ademtin the early 90s, for example, was up to 60
times higher than that in industrial countries. émtng to OVERTON (1994, p.7), 75% of the victims

were pedestrians and cyclists.

The political and administrative obstacles incldithancial policies in the transport sector, prodtutct

and import licences and customs and tax requireggnentor example with regard to the import of
bicycles. The latter have considerable impact dnaaemand in the national bicycle markets (HOWE
1996, p.39). HOWE/DENNIS discovered import dutiek between 200% (Ethiopia) and 500%
(Tanzania; 1993, p.12) in the African countriesinigirthe 80s. In this connection, GRUHL-KIPKE



showed that the demand for bicycles reacts withrraaos elasticity to changes in price levels (1996,
p.16). As shown in Diagram 5, the import of bicycte Kenya increased considerably between 1985 and
1992 after several reductions in import duty.

Diagram 3: Elasticity of demand for bicycles in reation to import duty
(Source: GATE 1998, p.6)

Other administrative measures may comprise reguiation use (such as an obligation to register
bicycles in Ethiopia) and restrictions (for exampldan on the use of bicycles on roads reserved for
motorised vehicles). The fact that drivers of misted vehicles whose conduct while using the roads i
illegal and endangers others are not penalisetidgtate executive also plays an increasingly itapbr
part, especially in urban and suburban regionsedisag on cross-country roads.

One factor that is effectively ranked above alliticdl and administrative obstacles is a lack aflppem
awareness and insufficient knowledge among natiomalitical decision-makers regarding
interdependencies in their countries’ transportasg closely linked to a generally negative evadua

of NMT. In contrast with African politicians, as g ago as the 1950s the Indian and Chinese
governments — as mentioned at the beginning — kadlaped strategies to establish the production of
small parts for bicycles and rickshaws on a digted basis by many individual local manufacturers;
later, this gradually resulted in full productiohteo- and three-wheeled in the countries themselve

Cultural inhibitions are above all a result of faet that this means of transport is unknown. Peajpé

not familiar with using NMT which — together withgenerally poor image of simple means of transport
in society — prevents widespread use. For reasiopiestige, citizens with higher incomes declineise
NMT, thus enforcing the view held by people whodaw choice but to use NMT that they own a means
of transport for the poor. This state of affairscaéxplains the fact that NMT users in rural envinents

are happier with their means of transport, evemugraf owning a bicycle, whereas the same people in
urban areas stated that they felt inferior (HEYBRRSCHON 1996, p.55).

® Attitudes to the bicycle have in fact changed lietthe meantime. Recently the
city authorities in Peking barred bicycles freoame inner-city roads for the first time
in order to make more space for motoriseditiafind announced: “bicycles have become
a serious impediment to the modernisation ofusban traffic”.
In Jakarta, between 1986 and 1991 about 3@j6kK€haws were disposed of in a
harbour basin, with the same reasons given (B®N/BARWELL 1993, p.47).



Even if better-off citizens show good will and arteintion to act as an example to others, the alltur
threshold can prove to be an almost insurmountab$tacle to the use of bicycles, as demonstrated by
this statement from a priest in rural Ghana:

“As a priest in Ghana, the only options really ogerme are to use a car or to walk. | am prohibited
by my superiors from using a bicycle for my jousiey

Introducing a new means of transport into a ruegion is also a long-term undertaking, because it
necessarily involves the breaking down of tradiiioways of behaviour which grant a certain degtfee o
security in rural areas and imparting knowledgehef functioning and efficiency of the new means of
transport.

On being questioned why they had acquired theirnsed transport at a certain time, only 10% of
families in Kenya who already owned pack animalbioycles declared that they had become aware of
the general usefulness and value of a means o$poan for the household before its acquisition
(BARWELL 1987, p.52). In this case, too, it is padiy traditional ways of behaviour that determine t
use of a certain means of transport.

As shown before, the traditional gender-specifigsibn of roles can prohibit the use of certaineyf
NMT. The lack of access for women to bicycles otkpanimals demonstrates how the use of NMT is
extremely restricted as a result of locally peesisttaboos and traditions. A study undertake in
Zimbabwe shows that ox-carts are seen as the hdisbpnssession and only very few women can
choose this alternative kind of transport (OPIY®3,9.16).

In Burkina Faso, Zambia and Uganda, BARWELL estdigld that women are only very rarely able to
make use of bicycles or donkey-carts (1993, p.4)e €laim that bicycle use by women is mainly
determined by the distribution of possessions iae thmily and that cultural reasons only play a
secondary role in the restrictions on bicycle usefomen — as maintained by MULLER (1986, p.7) and
BARWELL (1984, p.71) — must be questioned with relg® some regions. As came to light in Uganda,
women do not ride their bicycles themselves whay thave to fear the villagers’ stares and comments
(HEYEN-PERSCHON 1997, p.60). In Malawi, some wonwmelists dismount before arriving in the
village so that as few villagers as possible seethitting on the saddle (WATSON 1996, p.27).

Another largely unheeded fact is that women areiogi&rally burdened by pregnancies and
breastfeeding. TURNER/FOURACRE state that, as altre$ the high fertility rate, about a third ofl al
women in poorer regions are either pregnant ordbfeading at any one time of the year (1995, p.80).
This reduces the rate of use of NMT by women quaiasiderably, although it would be especially
sensible to relieve them from carrying loads onirtheeads during these times in particular.
MALMBERG-CALVO calculates that women in rural Afdcare pregnant for up to 7 years altogether as
they carry 6 — 10 babies to term. (1994, p.38).

According to the experiences of MALMBERG-CALVO, ngia bicycle is less of a problem for women
in higher positions, such as teachers and nurbesguse their work enjoys a higher level of social
acceptance (1994, p.3BJowever, it is debatable whether they can be cemsdla role model for poorer
women, because an educated woman in such a pafdssiooked on in a totally different way in the
village community than a simple countrywoman whérem the male point of view — has to fulfil her
duties in the home and on the field.

® K. AKONNOR at the International Mobility Conferem¢Sustainable Mobility for
All", Bad Boll 05/2000



Not the least of the difficulties that should bentiened are technical problems such as unsatisfacto
quality or inadequate equipment for the meansafdport to deal with the loads that need to baezhrr
(for example trailer or bicycle designs that are tmstable). Appropriate bicycle frame sizes (atifut
inches) or special frame designs are not availblé\frican women, who are usually between 1.60m
and 1.65m tall. Also, if they still use traditioredrthenware jars to fetch water instead of lightastic
containers, this also restricts the suitabilitypadycles.

Furthermore, users must have sufficient knowledghoov to load a bicycle. For example, they must
know which loads will fit into a bicycle trailerh¢ maximum weight above which the trailer will be
overloaded, and when and at what tyre pressurédrdliler should be pulled or pushed. Even bicycle
mechanics can be found to have inadequate knowlédgeThey have mostly acquired their knowledge
by themselves, which often results in a poor gualitrepair in cases where defects are complicated.

Also, aspects of outward appearance and the desigon-motorised means of transport should not be
overlooked. Whereas aesthetic standards regarbim@gppearance of bicycles and rickshaws exist in
some parts of Asia, resulting in a certain bicyatal rickshaw culture which is socially acceptedato
relatively high degree, hardly anything comparaiale be found in Africa.



4. Initial local situation in the surveyed regions

The initial conditions in terms of relief and cliteaas well as social and economic structures in the
surveyed regions vary widely. In the following thaur regions are described with respect to their
individual economic, social and geographical feggurvith special attention being paid to local $gzort
conditions and market organisation. After an ovamof the geographical position of the survey ragjo
Kiryowa, Namuganza, Kalaki and Muko, by way of attuction there is a table listing the average
distances of the households to the most importestirthtions. These include fields, mills, local keds,
sources of water and firewood, and health carditiasi

\

Ubersicht (geophysisch) tiber gie
Untersuchungsgebiete

(Quelle: MACMILLAN 1998, S.21)




5. Households’ problems before the intervention

Before the intervention, all heads of householdeevepiestioned about their economic, social androthe
problems. The problems which, according to theswaars, weighed most heavily on the households
before they were allocated bicycles (Diagram 10)ewack of availability of transport (59%), followe

by problems in agricultural production (20%) andenfucation and health matters (18%). The transport

problems were particularly grave in Namuganza (72%blere there was almost no motorised transport
available.
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Diagram 4: Problems experienced by households bef®the start of the survey

(Source: own investigation)



V. Results
1. Development of the mobility and transport profikes of the households

Because of compensatory effects, bicycle ownershgonly a minor impact overall on the numbers of
kilometres travelled by individual. As far as domesransport was concerned, women in particularewe
able to save themselves many kilometres of travbEreas men increased their distances travelled by
visiting external markets. Regarding the frequeniciravel, bicycle ownership resulted in more frequ
visits to markets and medical facilities. Howeueayvel for domestic purposes was reduced, providing
relief from a substantial part of the daily tranggmurden especially for female heads of househdids

true that bicycle ownership only marginally changled activity range of households, which even after
the intervention lay mainly within the narrow ared local destinations. Nevertheless, regional
destinations within distances of up to 40 km caritbiw possible reach and were visited for commércia
and educational purposes and for medical treatmduet following diagrams illustrate this:

!
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O Domestic tasks/woman

| M Trips to local marktets

| B Health centers

| B Number of all trips/HH
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Diagram 5: Changes in frequency of travel
in comparison with previous year(source: own investigation)
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Diagram 6: Choice of means of transport for househd as a whole
(all survey regions / source: own investigation)

Within the pilot households, the male head of tbedehold was clearly dominant with regard to
having use of the bicycle. Children’s share of bieyuse was just over a quarter, whereas
women only had access to the bicycle in househall®y themselves on their own.
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‘ H Men BWomen H Children H Others ‘

Diagram 7: Members of household’s shares in bicyclese
(all survey regions / source: own investigation)



The bicycle saved the households almost two hofuteansport time per day, with women saving just
under a third, men however more than half of thieie spent on transport. Men used a considerably
larger amount of this time for social purposes amcuperation than women, who attended more to
household matters and their children.
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Diagram 8: Reduction in time spent travelling on fot
(all survey regions / source: own investigation)

In the pilot households, bicycle ownership resulted shift of the daily transport burden from wante

men and to people outside the household. Althohghatomen’s share in transport decreased by 46%,
they were still the individuals with the largestrében. Furthermore, transport by bicycle was able to
replace transport by motorised vehicles in mangsas



Diagram 9: Distribution of transport burden according to
household members
(all survey regions; before-after / source: owrestigation)
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Diagram 10: Distribution of transport burden according to
means of transport
(all survey regions; before-after / source: owrestigation)
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2. Economic development of the households

The results of the survey show that ownership oNMiT can be worthwhile for a household
from the economic point of view in four ways:



1. Inincreasing agricultural output
2. In engaging in new non-agricultural activities o0 expanding existing ones
3. Inlending the means of transport to other peoe

4. With regard to expenditure on transport

During the survey period, all households eitherdhkarged the area of land used for agricultural
purposes or intensified the level of cultivatiorbo¥e all, though, it was possible to obtain 30-
35% higher sales revenue for the harvest producte@new markets that could now be reached.
Roughly half of all households began or intensifmeh-agricultural activities during the survey
period, and in that way diversified the compositadrtheir household income. In the main it was
women who took up new activities, although theymiid engage in them as intensively as men.

4 Diagram 11: Informal activities in a before-and-afer h
comparison (as % of all households; all survey regio
source: own investigation)
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More than 90% of all households improved their meoconsiderably more markedly than the
control group. Within this number there were ladjeergences especially between the pilot
households whose members engaged in various foonahformal work in addition to
agriculture and those households which concentiaakaly on agriculture.



Diagram 12: Development of total income
(average for all survey regions / source: own investiga
700,000
600,000 *39%
500,000 +36%
< 400,000 /
N
- 300,000
200,000
100,000
0
Before After Before After
Male-led households Female-led households
O I ~
=
- /

3. Cost-benefit efficiency
3.1 Cost-benefit efficiency at the household level

In order to illustrate the economic efficiency betbicycle as a means of transport for a rural
household, all costs of operation and depreciatiscertained during the survey period were
contrasted with the monetised positive effects €fien and a cost-benefit quotient (CBQ) was

derived from this. Changes taking place in the mmroup were also included in the calculation
in order to rule out externally induced effectdasas possible. In an extrapolation of the cost of
use, the probable course of the cost-benefit guibtias calculated over the length of time for
which the bicycle would be used. In order to beeatd represent the efficiency of the

intervention as a whole, the results from all symegjions have been brought together here.



Pilot group

Determination of cost-benefit efficiency for male4d households

Benefits Amount (USh.) Comment/source

Increased income from 128,000 Question 5.1

marketing

Additional income from Question 5.1

informal work 105,000

Income from Question 5.2

bicycle hire 14,000

Savings in expenditure on Questions 4.3 and 4.4

motorised transport and

boda-boda 50,000

Total benefits 297,000

Less changes in Question 5.1

control group 31,000

Total benefits (adjusted for

control group) 266,000

Costs Amount (USh.) Comment/source

Acquisition cost 30,000 Subsidised

Running costs 19,500 Repair costs in first

year of use

Depreciation 20,500 Over 4.4 years assuming a
price new of 90,000

Total costs 70,000

. B
Cost-benefit quotient 1:3.80 in first year of use

Determination of cost-benefit efficiency for femalded households

Benefits Amount (USh.) Comment/source
Increased income from Question 5.1
marketing 62,000

Additional income from Question 5.1
informal work 72,000

Income from Question 5.2
bicycle hire 26,000

Savings in expenditure on Questions 4.3 and 4.4
motorised transport and

boda-boda 30,000

Total benefits 190,000

Less changes in




control group 19,000

Total benefits (adjusted for

control group) 173,000

Costs Amount (USh.) Comment/source

Acquisition cost 30,000 Subsidised

Running costs 13,500 Repair costs in first

year of use

Depreciation 20,500 Over 4.4 years assuming a
price new of 90,000

Total costs 64,000

Cost-benefit quotient 1:2.70 in first year of use

In the second year the cost-benefit quotient regsgbmetically because the acquisition cost no
longer applies. At the same time, though, the neaimice costs rise in the following years,
cumulatively by 30 % per yedrThis gives us the CBQ curves shown below for theseholds,
which after rising drop back to roughly the oridivalue. In his study in Tanzania, SIEBER
establishes a cost-benefit efficiency of 1:4 (19282).

" Result of own study in 1997: 30 repairs have tedreied out in the 5th year,
after initially 12.5 repairs in the first ye#s a result, the annual repair costs
rose on average by USh. 8,400 (male-led holdghor USh. 5.700
(female-led households) respectively; HEYEN-BERION 1997, p.51.



Diagram 13: Cost-benefit efficiency
(all survey regions; projected over 6 yee
source: own investigation)
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It can be assumed, however, that the householtievdble to continue to increase their income
over the next 4 years, because long-term effecishndre not yet monetised are also added. For
example, the households have made income-generatiagtments which will not pay off until
later, such as building a house for rent or savowgards the purchase of additional land or a
second bicycle.

Among the pilot households in the four survey ardase were also some less successful
examples where people’s situation in life was ngificantly improved despite ownership of a
bicycle and whose results had a negative influemcthe average figures for all households. The
numbers in this group vary according to surveyaegranging between 2% in Kalaki and 10%
in Muko. In these households it can be presumedt whale maintaining unchanged living
conditions the people will probably not buy anothérycle or will sell the bicycle that they
received once it is in need of major repair.

Strikingly, the households concerned were those Wwhd not taken part in the seminar
announced before the bikes were allocated. Abdyehaly were unable to generate significant
additional income from non-agricultural activitids. this respect there appears to be a direct
relationship between bicycle ownership and econdkniew-how which was imparted at the
seminar.

The other causes which came to light in the coafsaeumerous informal conversations were of
widely varying origin and depended on the speaifimditions applying to life in individual
households.



In Muko, for example, some bicycles were sold aftéew weeks because of an acute shortage of
money. Urgent medical treatment — but also laclanél — were given as reasons. The advanced
age of one female user led in one case to the Ibitbyging permanently on loan. Because older
women were not familiar with the prices that wecemally paid, she received only half of the
usual USh. 500 per day for hiring out her bicydhethis instance it was impossible to establish
any more far-reaching effect than the somewhat awgat provision of salt, paraffin and soap
and the ability to buy a few additional canisteirslean water.

There were also two households which retained gegse of their bicycle the whole time but
still barely used it. At the time of our secondityithese bikes stood covered in dust in a far
corner of the mud hut. The brake pads showed Wytna signs of wear, and rubber strips from
production were still on the casings of the tyrabese are normally worn off after 50 km at the
latest. The elderly couple stated that they feit itbto ride a bicycle, and both feared that the
bike would not be returned if they lent it outhdd last been used two weeks previously by the
woman, who had been taken with it to the healthiredsy a neighbour.

In some male-led households the transport situdtiothe woman had plainly not changed at all.
In these cases there were apparently deeply ro@eitional structures which made it impossible
for the woman to make use of the bicycle and priatethe man from taking over some of the
transport tasks from the woman. A more detailedreration of the impediments and needs
from a gender-specific standpoint is given in SetTi./4.

In general, the bicycle resulted in considerablyproved living conditions in the pilot
households. However, a direct connection was rededletween bicycle ownership and
economic know-how, because households which did také part in the bicycle seminar
achieved considerably lower cost-benefit efficiemctheir use of bicycles.

3.2 Cost-benefit efficiency at the communal level

As shown in the following, bicycles enabled theveyrregions to become better integrated on a
local level but also to a limited extent on a regiblevel. Boda-boda bicycle taxis and
community bicycle ambulances resulted in an impnoset in the supply of everyday goods and
medical services to the rural areas.

3.2.1 Multiplier effect

The bicycles that were distributed brought abouitpe changes that were seen not only at the
level of households. There were also effects atcthramunal level, depending on where the
bicycle was used. Firstly it is worth mentioning timultiplier effect which results from bicycles

being lent or hired to other inhabitants of thdagé. During the period of the survey, every
bicycle was lent to others 2-4 times per week. Theans that during the survey, besides the
members of the original household up to 416 otleesgns made use of the bicycle. The resulting
improvements for these persons or households @recioded in the cost-benefit survey above.



The geographical integration of remote village®, twas improved in respect of economic and
social circumstances, because trade in goods baagbtnally and sold in the villages was

stimulated considerably by the improved transpdtason with about 40 new bicycles per

village. After the intervention, clothes, foodstiffuch as fish, milk or vegetables and other
household articles were available much more oftethé villages. In this way an improvement

was achieved in the economic supply situation ekéhrural areas previously suffering from
chronically inadequate supplies. At the same titme ¢ommunication structures were also
improved, because the regions had no telephoneections and not all the villages could be
reached by motorised transport.

Furthermore, two women in Muko and Kiryowa workesl teealth professionals in the nearby
local clinics and, from there, cycled up to 10 kmoithe hinterland about five times per week,
where they provided the population with medicalvess free of charge (vaccinations,
information about AIDS, dietary advice and minoeatments). However, patients were
transported relatively rarely — only about onceanth — because the condition of the patient was
often not compatible with being transported oneydle seat. In another case, a woman working
as a traditional midwife was able to reach expectimothers on her bicycle even in remote
villages.

3.2.2 Bicycle transport services (“boda-boda”)

In Uganda, bicycle transport services — also cadledla-boda” (see also the explanation below)
— are very important at the communal level. Whaydles were allocated to two young men in
Kiryowa and Namuganza who had already previoustgrefl a boda-boda service within and
between the villages using a borrowed bicycle, rdmulting cost-benefit efficiency was way
above the average when compared with the othereholds. Not only that, there were also
considerable differences in the cost-benefit qumbtie comparison with boda-boda riders who
had to borrow their bicycle from a local bicycleehshop.

A comparison of the expenditure and income of syglusing a hired bicycle and the cyclists in
the survey using their own bicycle, according t® ¢alculation model used above, reveals a clear
improvement in cost-benefit efficiency from 1:4@ 1:12.7, assuming a bicycle life span of 2
years.

The income of a boda-boda rider is between USHO@#nd 7,000 per day, 7 days a week,
depending on the level of demand. On average, waakbme is about USh. 28,000. At the
same time, the costs incurred every week are ksl USh. 4,000 hire charges for the bicycle
and USh. 700 for the licence (not applicable if bieycle is self-owned), USh. 1,200 for repairs
and USh. 1,000 for depreciation (not applicablééf bicycle is hired).



Diagram 14: Cost-benefit-ratio of Boda-
Boda/Bicycle-Taxi
(source: own investigation)
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Explanation of boda-boda

The term “boda-boda” is derived from English, @d contraction of “Border — border,
I'll take you to the border”. This bicycle taxistgm, which in the meantime has spread
throughout the country, originated in the earlg 6@ar the Ugandan town of Tororo in
the border strip between Uganda and Kenya. Trengeliad to pass through the no-man’s
land — several kilometres wide — on foot, from boeder post to the other. Some bicycle
owners on the Ugandan side hit on the idea ofioffea transport service for these
people and for their luggage and goods. Aftereting of the Amin era, in the early

80s, the boda-boda system spread to Tororo arglitheunding districts as a result

of the decrease in car ownership, the destructiisoads and the growing population.
Today, boda-bodas are in widespread use in maty paUganda, including now

rural area$.

The local and regional significance of the senypcevided by these operators for transporting
and marketing agricultural products, but also fog everyday problems of getting supplies to
people without their own means of transport, beeadent if we take a look at the typical use
made of a single boda-boda.

An operator carries about 8 people per day, whiobuants to about 2,500 people per year and
corresponds to about 70% of the total transpomimel of one boda-boda. The other 30% consist
of goods transports which the operators carry oubehalf of private households or business
owners, with an average transport load of 50 khoalgh some even manage 200 kg. According
to the survey, the average distance covered i&m,5vhich means that an operator achieves a

® MALMBERG-CALVO 1994, p.23 and KUNATH 1999, p.40



total annual haulage capacity of 550 tkm. Giveralage of more than 20 km, even regional
destinations can be reached.

Because of the lack of reliable statistical ddte,économic importance of this transport system —
which is almost unique to Africa — can only be gegsat. In the Jinja area alone, about 1500
boda-bodas are on the rdadlso offering earning opportunities for chronigalnderemployed
youths.

Boda-boda station in Kalaki, Soroti District (source: own investigation)

3.2.3Bicycle ambulance

At the communal level, bicycles in combination wipecially built trailers — in the form of
“bicycle ambulances” — have the potential to imgrdocal health care, to close the geographical
gap between remote villages and local clinics ancbihnect local clinics to larger health centres
and to the national road network, with the posiybihat this brings of further connections being
made by motorised transport.

As the benefit of improved access to medical faediis primarily of a social nature, at the time
when the intervention was planned the main quesiias whether a bicycle ambulance could

® From expert discussions with R.KISAMADU, FABIO, K& 2000



support itself financially at the communal levebrEhis reason, before the results are presented,
a brief insight is given into the initial sociatstion in the area and into the way the three case
studies undertaken were organised.

Before the intervention, it was almost impossilsleany of the four study regions, especially in
the Kabale district, to transport seriously ill p#ousing motorised means of transport. Such
people were almost always transported on foot. li@naone hand there are no direct means of
communication in order do arrange help in an enmergeand on the other hand the few vehicles
available are in most cases fully loaded anywayadllg the vehicle drivers refuse to transport
sick people or dead bodies — because they aral affanfection, but also for cultural-religious
reasons or because of superstitions. If drivereeatgp take the person despite this, the family
concerned has to pay the full transport price, kmawUganda as “special hire”, which in most
cases is more than poor families can afford to-p#yeir financial resources are often not even
sufficient for treatment.

For these reasons, the communal carrier systemet¢ber group”) originating from the time of
the kings (“Kabakas”) has survived to this daysIbased on a group of people working together
to carry a chair or a stretcher made from light aowatural materials. The groups of carriers are
made up of 8 to 20 adult men and in some caseswasten who have committed themselves to
transporting sick people, pregnant women or deaiklsan an emergency.

Traditional stretcher group in Muko, Kabale Distric t
(source: own investigation)

Studies in various districts in south-western Ugahdve shown that the “stretcher group” bearer
system is highly inefficient because transportxgeamely slow, which in many cases results in



the transported patients dying before they reaelclimic or hospital (MBONYE 1998, p.15). In
addition, there are usually about 10 or more persowolved in the transport. Over relatively
long distances of between 10 and 40 km, the numibpeople assisting in transporting patients
to the municipal hospital may even be as many asABf these people are unavailable for
productive domestic work or for working the fielfts a period of one or two days. At times of
high frequency of iliness in a given area (e.g.amalepidemics), this can have a considerable
impact on rural productivity and the availabilitiysupplies and services.

Not only that, the stretchers are most uncomfoetédnl the patients themselves, lying suspended
at a height of almost 2m, because they are comgtaimhken about as a result of the bearers’
irregular gait and frequent changes of personrelall as the uneven ground. On very steep
paths and slippery ground during the rainy seasas mot unusual for the patients — who are
mostly seriously ill — to fall out of the stretch&/hen it rains the only cover available is a ptast
sheet or a woollen blanket. As a result, hypothardavelops rapidly in the patients. In addition
to sick people, the deceased, too, are carriedeio places of burial in this way. These may be
located 20 km or even further away because of igpedsed settlement patterns of the families.

Three different, but previously organised sociaugs in three villageskumba, Rubandand
Bufundi were chosen for the case studies on the usecgélbiambulances carried out in the
district of Kabale: an active community group, alkie unit and a traditional stretcher group.
Each of these groups had the advantage of alremdgditheir own organisational and decision-
making structures. The person bearing respongibwithin the group is widely trusted by its
members as he/she has been democratically elected.

All in all, many people in responsible positionsather villages were very much interested in
taking part in the case studies, from which it barpresumed that there is great demand for cost-
efficient means of transport for sick people in oéenregions.

In March 1999, a committee consisting of a persath wrimary responsibility, a book-keeper
and one other person was formed from the selectaapg. Together with the staff of BSPW, a
seminar was held locally with the groups to disdhssrunning and the management of a bicycle
ambulance. Following the seminars, the three @ilabulances were allocated. They had been
manufactured in the weeks previously in a BSPW wlook in Jinja, and consisted of a trailer
with a roof and an adjustable stretcher with foamdding, and a bicycle with an appropriate
coupling device (Photo 27). The villages were eifat irregular intervals to discuss progress
and problems, and specific measures to be impleedemtre developed.

The groups developed the following system for thengport of sick people by bicycle
ambulance:

1. Every household in the village could become amter of the group on a voluntary
basis.

2. The minimum monthly membership fee ranged fronsk. 300 to USh. 500.

3. An initial payment of about USh. 2,000 per memlveas necessary to finance the
acquisition costs.

4. Use of the ambulance was free of charge to adlmbers.



5. Non-members would be charged USh. 1,000 for &ngse.

The results after one year show that the new tangpcility was rapidly accepted and used,
depending on the number and type of medical emerggnDuring the period of the survey, the
frequency of use varied between 23 and 32 occasions typical use was the transport of
pregnant women, which accounted for 52% of all m&dndications for transport (Diagram 15).
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For this reason, women accounted for the largespgstion (70%) of peoples transported,
followed by men at 29%. It was surprising how rarehildren were transported (1%). It is
relatively straightforward, though, to transpore tlatter on a bicycle without a trailer (Diagram

16).
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The most frequent destination, at 57%, was thel lolic. As many as 4 in 100 journeys

involved transport to a burial site (Diagram 17).
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After one year, the groups had incurred averages addJSh. 14,206° If an amount is added for
depreciation over the course of five years (priew/ 1250,000), the total monthly costs come to

USh. 4,400. Assuming a monthly payment of USh. 80 group member, even as few as 15
members are sufficient to run a bicycle ambularteiently.

Bicycle ambulance near Kabalgsource: own investigation)

' New casings for USh. 9,000, various spare part&&in. 2,900, welding work for
USh. 2,300.



4. Subjective perceptions of users
4.1 Points of view of the male heads of households

In mountainous regions such as the Kabale digiatvey region of Muko), where bicycles are
exposed to considerable wear and tear especiabywhrrying heavy loads, the supply of spare
parts available to local bicycle mechanics in nuralmeistomary in other areas does not seem to
be sufficient. Many of the men in Muko complainttiizey frequently had to wait more than a
week for the appropriate parts for frames, luggeaeiers or wheel rims because the bicycle
mechanics limit their supplies to the most commamelyuired spare parts such as spokes, ball-
bearings or screws, and only obtain more expernmves from the town when the need arises.

Consequently, according to one group of men, tbgche of the future should above all be robust
and durable. More or less all of the men questicamdfor bicycles with a better gear ratio or
with a second gear to cope with the many steepbslirRor this reason, in south-western Uganda
some Chinese-made bicycles are used which arediespiead use in the mountainous regions of
Rwanda and Burundi and which are fitted with 26himstead of 28 inch wheels. They have a
better gear ratio as a result of the smaller wheaheter but are only available at times and in
small numbers. In order to transport heavy loadsiafe than 50 kg the men often choose not to
use their own bicycle but hire a boda-boda inst@he. same observation has also been made in
the other study regions.

The problem of being on the move on paths in thentgside during darkness is described as
another factor limiting bicycle use. Uneven groummufficient lighting and lack of safety are
reasons why the use of bicycles is only possibte/éen 6.30 a.m. and 7.30 p.m., although many
people’s working day either starts earlier or fird@s later. They are forced to expose themselves
to a greater risk of falling or damage to theirybles. In some rural areas there is also a greater
risk of being attacked during the hours of darkness

In spite of all this — as shown by the result afiscussion among men in Muko — the bicycle is
said to be thémost effective means of transport in rural areaaid “the tool for development
for everyone”.The fact that éveryon& may often be understood to mean only the malé qfar
the population becomes evident when consideringesohthe men’s opinions on how to share
the new means of transport fairly between themsedwel their wives:

“If 1, the man, have to transport something andréhis only one bicycle available in the house, |
can't let my wife use the bicycle — | would maKed of myself in the village.(CYoung man in
Kiryowa)

“Only if my wife does some work that produces ineamil | let her have the bicycle(Man in
Kalaki)

“It is better to transport firewood and water ondfbas these could damage the bicycle. Only if
you had to go to water sources far away would iséesible to use a bicyclgMan in Muko)

“Didn’t I marry my wife so that she would do theusework?”(Man in Kalaki)



It can be assumed that the men’s sometimes ignataiides are among other things attributable
to the bicycle’s role as a status synbaind that men are not fully aware of the actualistthat
their wives are under or that they underestimagepibtential benefits for the whole family as a
result of women being relieved of this strain.

When questioned about measures which could impitueréocal transport situation as a whole,
nearly a quarter of the men mentioned the improveragpath conditions and road maintenance
as well as reduced costs for simple means of tmahsBy way of comparison: in a study
undertaken in Malawi, the men considered poor r¢a@%o), distance to the market (19%) and
distance to the health centre to be the three mnamsport problems (HILLE/VAN DER JAGT
1994, p.57,63). Having their own means of transpostld have the greatest influence on
solving their problems. In turn, 40% thought thabieycle would be the appropriate means of
transport to this effect, while 19% would chooseoarcart (ibid., p.66).

4.2 Points of view of the female heads of househsld

As already mentioned several times before, thexdaage regional differences in bicycle use by
women. In the east and the north of Uganda ridifgcgcle as a woman is less and less of a
problem, whereas in the south-west prejudices aalinfs of resentment still prevail and seem
to enable only a very slow change in attitudeske {place.

In Muko, for example, only one woman uses a bicyweself. She works as a nurse and her
riding a bicycle is accepted because of her pradfes3he other women are above all afraid to
use bicycles to travel to the trading centre dpécseen by others on the paths. About a third of
the women believe that prolonged use of a bicyclk lead to health problems (infertility,
injuries to the pubic area or to children in themm). For this reason, pregnant women do not
ride a bicycle as a matter of principle, even wttey are only in the first months of pregnancy.
Men — so some women said — were often of the opitfiat one should not marry a woman who
rides a bicycle.

Even at a young age, many girls were forbidderheyr fparents to use a bicycle to prevent them
from having problems finding a husband later ie.liRiding a bicycle was said to injure their
“private parts”. As a result of the head wind tleeuld easily catch cold or, in the worst case,
even become infertile. In addition, men were watribat their wives could become unreliable
and would not attend to their families sufficientlyjhe newly achieved freedom was said to
tempt women to spend less time at home and maydretewse the bicycle to go to other nién.

1 Especially in areas with inadequate provisionpzfre parts and poor-quality paths,
the bicycle is viewed by the men as the mositatalk item of domestic property, is treated
with extreme care and is only used by them dhspthey consider good enough (BARWELL
1993, p.26).
12 Similar statements on the cultural barriers tydlE use by women are made by
KIPKE (1991, p.149ff) and FRUCHTENICHT (199815-17) in their studies
in Tanzania and Uganda.



Women belonging to the Bagiga, Baganda, Banyanigdeyoro and Batoro ethnic groups are
responsible for the household and in some casesoamven allowed to leave the village. 30% of
all women in Kiryowa, for example, are not allowedsell anything at markets. It is the men
who are responsible for selling the precious harpesducts, some women talking to us said,
explaining why they had almost no access to mondyeere dependent on the good will of their
husbands.

Almost 30% of the women in Kiryowa had never beeithie town of Jinja, which is only 7 km

away. As a result of their traditional responstpilfor looking after the household and the
children, they consider it their duty not to leatie home environment while at the same time
accepting that the husband as head of the famihei®nly one with the right to use the precious
household possessions — which also includes thyelbicA Bagiga woman living in the town of

Kabale and used to riding a bicycle had to adjosthe local customs and traditions after
marrying a farmer and moving to the town of Mukok#® away, and had to stop using a bicycle.

In the north, on the other hand, where until a fieeades ago the men of the semi-nomadic
Ateso and Kumam tribes were absent from home fosiderable periods during the year tending
their cattle herds and were not available for wiarkhe household, the women traditionally had
to carry out a substantially greater variety oksasio enable them to cope with all these duties
they often had no choice but to learn how to ridecgcle. Sometimes they were even involved
in building houses, otherwise a typically male taskth the men not considering this form of
teamwork to be a diminution of their status. In ti@th and sometimes also in the east of
Uganda there are women who cycle 20 km to markeyiog loads of 40 kg several times a
week.

In spite of the obstacles they experience in ubiogcles, all the other women feel that they are
being helped considerably in coping with their yadsks. The bicycle — so they say — is a
“simple time-manager” for the household and thdyreste that in 5-10 years the motivation and
assertiveness of women will increase greatly and eesult men’s power will diminish. Those
women who have got together in local self-help geoare in the meantime gaining political,
social and economic influence even in remote regibnmany places particular attention is paid
to President Museveni, above all, because he igkras one of the few African leaders to carry
through women-in-development programmes on a boaads.

When asked about their needs, more women therefoudd like to take part in seminars and
workshops about bicycle use (53%) than would likeotvn a bicycle (17%) (see Diagram 27).
Buying a second bicycle probably seems unrealistibiem. More commonly they feel that the
design of the existing bicycle (size and frame getoy) is not sufficiently adapted to their needs
(20%). HILLE/VAN DER JAGT asked women which, in th@iew, were the most effective
means of transport for their purposes: 33% of tbenen asked considered the bicycle and 26%
the ox-cart to be the best solution (1994, p.68).



Diagram 18:Women's needs in the promotion of bicycle
(Namuganza and Kalaki survey regions /
source: own investigation)
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It is also possible that seminars dealing with worspecific problems of bicycle use could
prevent what had been found in the study undertaket®96 — and what was confirmed once
again by the women in this study: women are chargedo 30% more than men for repairs
carried out by bicycle mechanics because they airéamiliar with the prices charged or cannot
assert themselves against the mechanics.

In summary it must be said that, even after therugntion, most women — except those in the
study area of Kalaki — still go about most of thHaiisiness on foot. As a woman in Kiryowa told
us: because they are used to this from childhoaldheave never seen an older woman riding a
bicycle, their husbands would have to positivelyesrthem to use a bicycle.

In areas where women are used to it, riding a lecgpparently does not pose any problems even
for Muslim women, as demonstrated by some exanipies the Iganga and Bugiri districts. The
women’s age also seems to have only limited etiadhe willingness of women to learn how to
ride a bicycle, as illustrated by some exampleh¢ocontrary. Even when they are over 35 years
old, women in Kalaki with a higher level of educatiand higher social positions still learn how
to ride a bicycle. It is easier for women with maducation and a high social status than for
women who, for example, cannot read or write or &r®not organised in women-only groups.

The economic efficiency of the bicycle seems to enaomen and men more willing to discuss
with each other how domestic tasks are to be choig and to cooperate in use of the bicycle:
“...now love is in our family” said a woman in Namuganza, alluding to the betiatity of life
and an increased sense of family wellbeing.



The concluding interview was ended by the quesi®io what had been the greatest benefit the
household had gained from the bicycle. The effeatanost strongly are the increase in income

and the facilitation of transport tasks, followegdavings in time and energy. These qualitative

results therefore confirm to a large degree thentipadive data obtained.

VI. Conclusions

The living conditions of poor population groups Bub-Saharan Africa continue to be
oppressive. Especially for people in rural arelas,grospects of gaining connection to the world
economy with its technological progress are becgnmmore and more remote. With financial
resources diminishing, the question remains unaresivas to how the poor segments of the
population are supposed to be able to improve ttigances of development and satisfy their
essential needs.

In this connection, a number of studies undertakeseveral African countries confirm that
regular access to essential institutions such aketsg health centres or schools is a high-
priority, but still often unsolved problem. Beingréed to make many journeys on foot results in
such great expenditure of energy and time that domeroductivity seriously suffers and
individual time budgets become very limited, espligifor female family members.

Bringing about an improvement in transport condisidor people with low incomes plays a
central part in the fight against poverty. Means tansport that are cost-effective and
technologically appropriate hold a key positiorpnomoting economic and social development,
especially in rural areas.

Transport policy in most developing countries, bl#o that of many donor organisations, still

takes the mobility of the industrialised world as example and gives special support to the
motorised transport sector in urban and periurb@asa This geographically one-sided and
resource-intensive orientation of transport polgiyes rise to the fear that the economic and
social isolation of rural areas will continue tatensify, thus supporting the trend towards
urbanisation. The World Bank, the European Uniod also the BMZ are beginning to show

signs of a change in transport-policy paradigmtas the principles of economic, social and
ecological sustainability. However, concrete evigenf positive impacts from such realisations
is discernible in only a few cases.

In line with these basic principles, this studymsithe way in indicating that the bicycle — as an
example of a simple means of transport — is abledoce economic and social development and
to break open the self-perpetuating process ofeigaate transport opportunities, poor access to
health and other facilities, low levels of agricm#l and economic productivity, and low income.

The results of the study allow the following corssns to be drawn regarding the influence of
bicycle ownership on socio-economic developmetih@domestic and communal level:



Provided a usable supply of spare parts is ensuredhe users have an elementary
knowledge of the economic use of bicycles and thesee no significant obstacles preventing
the use of bicycles, the availability of a bicyclbas the following effects at the level of the
rural household:

Substantially more frequent visits to markets ad medical facilities.

23% fewer journeys to carry out domestic tasks.

Even regional destinations up to 40 km away amithin reach.

A saving of almost 2 hours in transport time peday.

Relieving the housewife of 46% of all of her trasport loads.

More intensive cultivation of agricultural products.

A 35% higher income from selling harvest product on external markets.
Diversification of the composition of domesticicome as a result of taking up
new, non-agricultural work activities.

9. Not least, a substantial increase in family incoe.

ONoGaRrWDNE

At the communal level the availability of a bicyaleder the circumstances mentioned — in the
form of bicycle taxis or bicycle ambulances — resuh improved local and regional
integration of rural areas. The results confirm the initial hypothesis, in sntases
impressively, that non-motorised means of transgwave great potential in sustainably
improving social and economic conditions of liferural areas, and the results are also largely
applicable to other African countries south of Behara — as supported by the results of other
studies. For the transport-policy decision-makersthiese countries, but also for the donor
organisations involved, this can only mean thatdbeditions for activation of the potential of
the bicycle must be put in place.

Apart from the reduction or removal of import dstighese conditions above all include the
widespread granting of small loans and the creatfoappropriate infrastructural conditions for
non-motorised means of transport in order to hdrvemt back the range and space they are
entitled to. It is essential that tangible measuvbgh serve to release the productive power of
the poor segments of the population should be imefged soon in the transport sector of the
countries of Africa:

1. Design and technologyf the means of transport must be improved andtadap the
needs of different user groups (women. men, chldamd types of use (for example the
transport of heavy or bulky goods, or transpompedple).

2. There must be amage upgraddor simple means of transport in society acrossoad
basis in order to avoid NMT to be seen as old-fasd and to lay the foundations for a
culture of use of non-motorised means of transipofifrican countries.

3. Optimisation of infrastructural conditionsis necessary in order to ensure that non-
motorised means of transport can be used withofficuty, for example reserving
certain parts of roads for use by NMT, safety gn@s on cross-country roads or the
creation of short routes.

4. One of the most important measureseiducing the cost of acquisitignwhich can be
achieved by making bicycles exempt from import dutyy subsidising the development



and production of NMT, as well as offerisgurces of financeo facilitate the purchase
of NMT (small loans)..

5. Finally, involvement of the poor in matters of planning anidhplementation must
become a fundamental part of all investment inttiiesport sector in order to ensure user
orientation and sustainability in sector projects.

The basic pointers for measures of this nature fzmte for an economically efficient and
socially accountable transport policy can be foundecision processes upstream of transport
policy. For this reason, the governments of thentioes of sub-Saharan Africa in particular need
advice and support in establishing and promotingféective infrastructure for non-motorised
transport.

If the bicycle, as a synonym for an economicalbgially and ecologically appropriate means of
transport, is to be seen not merely as an intemedblution — as a step on the way to motorised
transport, so to speak — but is also meant to gieaisia means of transport in Africa in the long
term, this can only be achieved through the devetop of a special “pan-African bicycle
culture”. After all, the global vision encompasgshe aim to persuade people not only of the
economic and ecological advantages of the bicycke means of transport, but also — as achieved
in the Netherlands in a fascinating way — to gigekbthe bicycle the positive image in society it
previously had. If this happens, the bicycle wilthtribute substantially during the 2gentury to

the preservation of a world worth living in for fwe generations and, as part of an intelligent,
networked transport system, it will again beconsgrabol for progress.

Cycling as a symbol for progress
both in the developed and the developing worldwsion ?
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Appendix



Initial Interview

on personal mobility of

rural households in Uganda
(FABIO - First African Bicycle Information Office)

The First African Bicycle Information Office/BicyelSponsorship Project & Workshop is carrying ostualy on
how members of rural households in Uganda move sblms and their goods. Therefore we ask you tevemall
questions carefully and entirely. Your cooperai®the precondition for a success of the studynkhauThe

Project-Team, Jinja/Hamburg 1999/2000

0. classification no.:

0.1 Location

0.1.1 Kalaki (Soroti-District) 0.1.3 Muko (Kabale-District)

0.1.3 Kiryowa (Mukono-District) 0.1.4 Namuganza (Iganga-District)
0.2 group

0.2.1 male headed/pilot-group 0.2.2 male headed/comparison-group
0.2.3 female headed/pilot-group 0.2.4 female headed/comparison-group
date of initial interview: .1999

name of interviewer / Translater: /

1. household-base-data

1.1 names of present heads of household
1.1.1 male / husband:

1.1.2 female / wife:




1.2 household-composition + business

possessions

paraffin stove

Category

1.2.1 tribe,

religion and tribe:

age of the religion:

male

age: 15-20 21-30 31-40 above 40

1.2.2 tribe,

religion and tribe:

age of the religion:

female

age: 15-20 21-30 31-40 above 40

1.2.3

education/ Primary school secondary school none
male

1.2.4

education/ Primary school secondary school none
female

1.2.5 main farmer b usiness

occupation/ employee village- chairmen

male no occupation other:

1.2.6 main farmer bu siness

occupation/ employee village-c hairmen

female no occupation other:

1.2.7 other

business /male / none
1.2.8 other

business / / none
female

1.2.9 whois

member of a male female nobody
self-help-

group?

1.2.10 1.2.10.1 1.2.10.2 1.2.10.3
number of

house-hold- children under children above 15 other
members, 15 years: years: members:
permanently

living at your

place ?
1.3 household-equipment

Category

1.3.1 how

many land you |in acres: number of plots:

cultivate at none

present ?

1.3.2 Which

manure artificial fertilizer compost none
you use ?

1.3.3

household- electricity paraffin lamp iron sheet

radio others:

1.3.4 life stock

animal:

numbe:




2. access to means of transport

2.1 how faris
the distance to
the next pick-
up or minibus-
stop ?

2.1.1 in km: km

2.1.2 in walking-time: min

2.2 how far is
the distance
to the next
tarmac road ?

2.2.1in km: km

2.2.2 in walking-time: min

2.3 is there
somebody in
your
household,
who owns a
bicycle ?

no

yes >>> 2.3.1 who?:

>>> 2.3.2 for what purpose it is used

2.4 have you
ever had a
bicycle
before?

no >>> 2.4.1 why not ?

yes >>> 2.4.2 what happened ? -please
describe:

>>> 2.4.3 when did that happen ?in 1

2.5 what is the

maximum
price you USh.
would pay for
a bicycle ?
2.6 is the wife yes
able to ride a
bicycle ? no >>> 2.6.1 will she learn it now ?

yes

no >>> why not?:

2.7 which other
means of wheelbarrow trailor donkey
transport you animal-cart others: none
own ?
2.8 doyou no
own pack- yes >>> 2.8.1 who uses them ?
animals ? >>> 2.8.2 for what purpose?
2.9 what mean
of transport bicycle wheelbarrow trailor
you would like
to own most ? animal-cart others: none

Cross one




3. transport-activities |

3.1 productive activities

SR who how often one- | mode of time, usually hire- additional remarks
does it usually per way-dis- | transport required | transpor- charge
? week tance usually for one ted per oneway
usually in km used for way in capacity -trip (USh)
? ? this minutes in kg 5
purpose ? ”
?
311 trips to the | male o av(.:)rage
field / garden female | (field-
children distance:
others
km

3.1.2 grinding male

at the grinding- | female ]
mill children ] km
others

3.1.3 selling at |male

a near market female
specify: children km
others

3.1.4 selling at | male

another fer_nale
external place | children -
specify: others | km

3.1.5 trips for male
other income fer_nale
activities children
specify: others km




3.2 reproductive activities

ceteaons e how often one- (EEE @ time, usually hire- additional remarks
does it usually per way-dis- | transport required transpor- charge
? week tance usually for one ted per oneway
usually in km used for way in capacity “trip (USh)
? 7 this minutes in kg 5
purpose ? 5
?

3.2.1 male
fetching female
clean water children
unsafe water others km
3.2.2 male
fetching female
firewood children Kkm
charcoal others I
3.2.3 male
nearby-/ female
village- children
shopping - others km
not combined with
selling of products
3.24 male
shopping at female
other places children

others km

specify:




3.3 social activities

Category who how often one- mode of time, usually hire- additional remarks
does it usually way-dis- | transport required transpor- charge
? ? tance usually for one ted per oneway
in km used for way in capacity -trip (USh)
? this minutes in kg ?
purpose ? 2
?
3.3.1 last year XXXXXXXXX
visits at the male XXXXXXXXX
town hospital female XXXXXXXXX
children km XXXXXXXXX
3.3.2 visits at last year XXXXXXXXX
the local clinic male XXXXXXXXX
/ health center  |female km XXXXXXXXX
children XXXXXXXXX
3.3.3 school children /week km XXXXXXXXX
3.34 lastmonth XXXXXXXXX
church male XXXXXXXXX
female km XHXXXXXXXX
3.3.5 village- lastmonth XXXXXXXKXK
and social male km XXXXXXXXX
meetings female ] XXXXXXXXX
3.3.6 visiting lastmonth XXXXXXXXX
nearby friends, male XXXXXXXXX
neighbours or female km XXXXXXXXX
relatives XXXXXRXXX
3.3.7 visiting last year XXXXXXXXX
distant people male km XXXXXXXXX
female XXXXXXXXX




4. Income- and marketing-profile

category

4.1 which are the 3 main crops

you plant for home 1 2. 3
consumption ?

none
4.2 which are the crops you a) b)
sold last year ? c) d)

e) f)

none
4.3 how many kg of these a) b)
crops you sold last year ? C) d)

e) f)

none
4.4 how much money (in USh.) a) b)
you received for these crops c) d)
last year ? e) f)

none
4.5 did you sell any animals no
last year ? yes >>> how much you received

for them? USh

4.6 is there any other cash- no
income from the male head of yes >>> from (business):
the household ? >>> amount (profit !): USh./year
4.7 is there any other cash- no

income from the female head
of the household ?

yes >>> from (business):

>>> amount (profit ); Ush./year

4.8 total cash-income per year
(without credits)?

ush.

not able to estimate

4.9 how much money you can
save per month on average ?

amount: ush.

none




5. additional remarks

Category

5.1 what is your biggest actual 5.1.1 male: 5.1.2 female:
problem in your life ?

no answer no answer
5.2 what do you want to do 5.2.1male: 5.2.2 female:
with the bicycle ?

no answer no answer

5.3 additional remarks /
interviewer




Final Interview

on personal mobility of

rural households in Uganda
( FABIO - First African Bicycle Information Office )

With this second household-interview FABIO is compl  eting the study on
the benefits of the bicycle. Please feel free with the answers. The
bicycle will remain in your household. We appreciat e your
cooperation.

The Project-Team, Jinja/Hamburg 1999/2000

date of second interview: .2000

name of interviewer / translater: /

0. classification

household-no:

1. household-base-data

1.1 names of present heads of household
1.1.1 male / husband:
1.1.2 female / wife:




1.2 changes in household base-data

female headed households only

1.2.1 have you got married in
the meantime ?

no
yes

>>> interviewer: examine mobility-profile of the

husband on extra-sheet...

1.2.2 have you got changed
your place of living ?

no
yes

>>> describe the location of the new home:

>>> what was the

reason:
1.2.3 Is the bike still in use ? yes
no >>>stolen broken sold
others
1.2.4 is there any other no
significant change in your yes
family since then ? >>>specify:
2. bicycle-usage
since you own the bicycle No, she was able before
Yes
2.1 has the wife learned cycling ? No >>> why not ?
She feared
too old culture/tradition
Other reasons:
2.2 who uses the bicyle mostly ? husband
children others
2.3 husband : where are the problems with Safety on roads defects
your personal use of the bicycle ? terrain transport of goods
others:
2.4 wife : where are the problems with your Safety on roads defects
personal use of your bicycle ? terrain transport of goods
others:
2.5 both : how do you rank the quality of your poor
bicycle ? medium/acceptable




high

2.6 how often the bicycle is hired out ?

several days a week

once a week
monthly/seldom never
2.7 have you strengthened the carrier of the no
bicycle ? yes
>>> gpecify:
2.8 how do you rank the repair-quality of your high
local mechanics ? medium/acceptable
low
2.9 how do you rank the repair costs ? too high

medium/acceptable
low




3. transport-activities: compare the actual mobilit y profile of the household-members with last year

3.1 productive activities

category who how often Gz (ol 2 time, usually hire- additional remarks
does it usually per way-dis- | transport required | transpor- charge
? week tance usually for one ted per oneway
usually in km used for way in capacity trip (USh)
? ? this minutes in kg 5
purpose ? "
?
3.1.1 trips to the | male | average
field / garden female | (field-
children distance:
others
km

3.1.2 grinding male

at the grinding- | female ]
mill children ] km
others

3.1.3 selling at |male
a near market female

specify: children 1 km
others

3.1.4 selling at |male

another female

external place | children ]

specify: others 1 «m

3.1.5 trips for male
other income fer_nale
activities children
specify: others km




3.2 reproductive activities

ceteaon e how often ones 1913 time, usually hire- additional remarks
does it usually per way-dis- | transport required transpor- charge
? week tance usually for one ted per oneway
usually in km used for way in capacity “trip (USh)
? 7 this minutes in kg 5
purpose ? "
?

3.2.1 male
fetching female
water children

others km
3.2.2 male
collecting female
firewood children Kkm

others
3.2.3 male
nearby-/ female
village- children
shopping - others km
not combined with
selling of products
3.24 male
shopping at female
other places children

others km

specify:




3.3 social activities

Category who how often one- mode of time, Usually hire- additional remarks
does it usually way-dis- | transport required transpor- charge
? ? tance usually for one ted per oneway
in km used for way in capacity -trip (USh)
? this minutes in kg ?
purpose ? ?
?

3.3.1 last year XXXXXXXXX
visits at the male XXXXXXXXX
town/external female XXXXXXXXX
hospital children km XOOXKXXXX
3.3.2 visits at last year XXXXXXXXX
the local clinic male XXXXXXXXX
/ health centre | female km XXXXXXXXX

children XXXXXXXXX
3.3.3 school ____children /week km XXXXXXXKX |
3.34 Lastmonth XXXXXXXKXK
church male XXXXXXXXX

female km XXXXXXXXX
3.3.5 village- Lastmonth XXXXXXXXX
and social male km XXXXXXXXX
meetings female XXXXXXXXX
3.3.6 visiting Lastmonth XXXXXXXXX
nearby friends, male XXXXXXXXX
neighbours or female km XXXXXXXXX
relatives XXXXXXXXX
3.3.7 visiting last year XXXXXXXXX
distant people male km XXXXXXXXX

female XXXXXXXXX




3.4 since you own the bicycle: which other trips

are you making, not

mentioned above ?
Purpose Done by ? how often ? oneway- | oneway- mean of
distance? time ? transport
specify: husband __times/week
wife km min
children ___times/month
others
specify: husband ___times/week
wife km min
children ____times/month
others
specify: husband __times/week
wife km min
children ___times/month
others
specify: husband ___times/week
wife km min
children ___times/month
others
specify: husband __times/week
wife km min
children ___times/month
others
4. changes of other mobility-aspects
4.1 husband: no yes
>>> how much minutes per
do you have saved any time since you own the day? min.
bicycle ? >>>used predominantly for:
leisure
income-generation
domestic work
social activities
4.2 wife: no yes
>>> how much minutes per
do you have saved any time since you own the day? min.

bicycle ?

>>>used predominantly for:

leisure

income generation
domestic work
social activities

4.3 both: please calculate the household
transport-costs for motorised transport per month.

>>> Ush./month

4.4. both: please calculate the household
transport-costs for boda-boda-transport per month.

>>> Ush./month

5. changes of income-, agriculture- and marketing

-profile

| since you own the bicycle

| no




5.1 has the household yes
produced more cash income ?
>>> by what activity ?
>>>note only the additional
income ! by selling more harvested crops:
>>>how much more last year? usSh .
by selling crops on other markets :
>>>how much more last year? USh .
by new or intensified income activities:
activity: >>>how much per month?
uUsh.
activity: >>>how much per month?
uUsh.
activity: >>>how much per month?
uUsh.
activity: >>>how much per month?
uUsh.
5.2 do you have any income None
from hiring the bike out ? yes
>>> how much per month ? USh.
5.3 for which purpose do you hh-needs fertilizer tools animals
use the additional income healthcare
predominantly ? schoolfees savings
others:
5.4 have you bought new no
properties ? yes
>>>specify:
5.5 do you now use more no
manure ? yes
>>> compost >>> fertilizer
5.6 have you cultivated more no
land ? yes
>>> how much more ? acres




6. additional remarks

6.1 what has changed in your daily life since you nothing
own the bicycle ?
6.2 what is the greatest benefit from the bicycle ? time-savings

money-savings
income-generating
energy-savings
others:

6.3 what in your opinion can improve cycling in
your village ?

6.4 husband : what is your opinion: how can women
be encouraged to use the bicycle ?

6.5 wife : what is your opinion: how can women be
encouraged to use the bicycle ?

6.6 what investments are planned for the family in
the near future ?

6.7 what do you want to add ?







