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1.1 INTRODUCTION

Plying some of the streets in the city of Accra and some other towns in Ghana are
motorcycles being used for commercial transport services popularly referred to as
‘Okada’ in Nigeria. They provide public transport service to meet diverse transport
demands of passengers. They compete head-to-head with other public transport
service modes on regular routes by congregating at major intersections. They also
offer feeder connections between mainline bus routes and nearby neighborhoods
through narrow alleys and walkways which are normally impenetrable by motor
vehicles. They lack the necessary permits or registration for their operation. In
spite of the clear violations of existing transport regulations, their underground

economy is still thriving and spreading to other parts of the country.

Through the invisible hand of the marketplace, some passenger swilling-to-pay for
their services hire them for diverse destinations. This indicates that their
existence to a large extent is filling a kind of transport service voids left by other
public transport services in those areas. Notwithstanding these benefits, the okada
operation is associated with a number of problems especially in relation to traffic
safety, crime, traffic congestion etc. These concerns have generated a need for a
comprehensive study to highlight the issues surrounding all aspects of its
operation. This is to serve as a basis for determining the way forward in order to
avert the possible escalation and degeneration of the related problems associated
with the okada operation into a worse case scenario which might not lend to easy
solution. It is in respect of this that the National Road Safety Commission (NRSC)
has commissioned a study into the use of motorcycles for transporting passengers
for hire and reward in Ghana on the basis of the objectives as stated in the next

sub section.



1.2  Study Objectives
The objective of the study as defined in the terms of reference for this study is to:

(i) Verify the extent of the operation of motorcycle for commercial purpose
using the (Okada) Odododiodio and Ablekuma South operations as case

studies.

(ii)  Identify useful small and medium scale alternative income generating
ventures that can be undertaken individually or collectively to sustain

Okada operators after halting the okada practice.

1.3 Methodology

The approach to the study was based on field surveys involving both the operators
of the okada services and the users in the city of Accra and two other towns in the
Volta and Upper East Regions namely Sogakope and Paga. The choice of these
locations is due to the fact that there are okada services in operation. It was also
to compare the characteristics of the okada operation within urban and rural
settings as well as within the Southern and Northern sectors of the country. The
field surveys were based on the administration of questionnaires to both operators
and users of the okada services. A detail description of the methods used for the

field surveys are presented as follows;

(i) Operator Surveys: This was conducted with the okada operators to determine
the operator profile, service characteristics, service structure and organization,
trip characteristics etc. A sample of the survey instrument used is attached as

Appendix 1.1.

(ii)  Passenger Surveys: This survey category was conducted with the passengers
of the okada service to determine their socio economic characteristic such as the

user profile, trip purpose, reasons for okada usage, attitudes and perception on



okada operation, user satisfaction etc. Appendix 1.2 presents a sample of the

survey instruments used.

(ifi)  Consultation with relevant groups: Consultations were also held with the
leadership of the okada operators on the origins of okada operations, perceptions
on the legal issues surrounding its operation and the future outlook of the okada

operation in Ghana.

1.3.1 Sampling

The sample frame of the study was defined within the identified areas in Ghana

where the okada services are in operation. These include;

i) Accra which has okada operational turfs located at places such as close
to the General Post Office, Rawlings Park, Korlebu, Odorkor and Big Ada;

ii) Volta region which has operational turfs in Sogakope, Adidome and
scattered operations along all the border towns with Togo;

iii) Northern part of Ghana with operational turfs located at Bawku and

Paga.

The specific locations selected for the surveys were the location around the
general post office in Accra and those in Sogakope and Paga. The operators in
Accra and the Volta regions were selected to represent the southern part of
Ghana whilst those in Paga were selected to represent those in the Northern
part of the country. Due to the difficulty in obtaining information on the exact
number of operators at the various turfs, the population size of the operators
at each location from which the sample size was determined was based on
verbal reports approximated by the operators at each turf. The sample from
the given population was selected on the basis of equation 2.1 expressed
below;

N

n=——— Equation 2.1
1+ N(w)



Where:
n = sample size
N = the total number of motorcycles operated as okada, and

p = the margin of error allowed in determining the sample size

The error margin of the selected sample was tested on the basis of the formula by

Utts J. (2001) which is expressed as;

ME = 1/V/N

Where;

ME = Margin of Error

N= the total number of operators from which the sample was selected.

An ME which is lower than the allowed margin of error of 5 percent is rejected.
The sample of okada users interviewed was not based on any given population.
Okada users who were willing to participate in the survey during the
administration of the operator surveys were interviewed in addition to the
operator. The detail of the sample size applied and the estimated margin of errors

for each study areas is also presented in Table 1.1.

Table 1.1: Sample Size Used for Surveys

Project Okada Operators Survey Estimated Response Number of
Communities ME Rate Okada
Users
Number of | Sample of Interviewed
Operators | Operators
Reported Interviewed
Accra 120 92 9.1 70 32
Sogakope 50 44 14.1 40 26
Paga 40 36 15.8 30 15




2.0 OPERATING FEATURES OF OKADA SERVICE
2.1 Profile of Okada Operators

2.1.1 Demographic Characteristics of Okada Operators

All the okada operators are males. None of them is above 50 years of age. About
90 percent of those in Accra and Paga are below the age of 40 years. Out of this
number about 55 percent of those in Accra and a third of those in Paga are below
the age of 30 years. About 70 percent of the operators in Sogakope are within the
age cohort of 20 to 40, whilst 20 percent are below 40 years of age. Only about 10
percent are within the age cohort of 40 to 49 years for Accra and Paga. In
Sogakope almost 10 percent are below 20 years of age which contravenes existing
regulation of the required age limit of 21 for driving commercial transport in
Ghana. Generally most of the operators are within the active age group who need
to work for their means of livelihood. Table 2.1 presents the details of the sex
distribution and Figure 2.1 gives the details of the age distribution of the okada

operators in Accra.

Table 2.1 Sex Distribution of Okada Operators

Sex Accra (%) Sogakope(%) Paga (%)
Male 100.00 100.00 100.00
Female 0.00 0.00 0.00
Total 100 100 100
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Figure 2.1: Age Distribution of okada operators

2.1.2. Marital Status of Okada Operators

About 68 percent and 55 percent of the okada operators in Accra and Paga
respectively are married. Only a third of the operators in both situations are not
married. Besides 74 percent of those in Accra and 91 percent of those in Paga are
household heads either married or unmarried. Even though only 43 percent of the
okada operators are married in Sogakope, 81 percent are household heads with
family responsibilities. This implies that most of the operators have dependants
and should be concerned for their personal safety where traffic accidents are
concerned in order not to deprive their dependants of their bread winners. The
details of the distribution of the marital status of the okada operators as well as

their status as household heads is as presented in Table 2.2 and Figure 2.2

respectively.




Table 2.2 Marital Status of Okada Operators

Marital Status Accra Sogakope Paga
Married 67.7 42.9 54.5
Widowed 0.0 0.0 0.0
Single 25.8 52.4 36.4
Separated 3.2 0.0 9.1
Divorced 3.2 4.8 0
Total 100 100 100
Household Head Status of Operators
100.0
90.0
— 80.0
= 70.0
> 60.0
£ 50.0
8 40.0
o 30.0
= 20.0
10.0 \ ‘ A
0.0 ‘ : :
Yes No
m Accra (%) 74.2 258
® Sogakope (%) 81.0 19.0
Paga (%) 91.0 9.0
Household status

Figure 2.2 Household Head Status of Operators

2.1.3 Number and Age of children of Okada Operators

Most of the okada operators are parents with the responsibility to provide for their
wards. More than 80 percent of the okada operators in Accra and Paga have
children of up to 5 in number. Only about 12 percent do not have any children in
the two study areas. About half of the operators in Sogakope also have children
within the same number range. All the children of the okada operators in all the

areas studied are below 15 years of age. This stresses the importance of safety in



relation to their role as breadwinners for their families. Tables 2.3 and 2.4 present

the details of the results.

Table 2.3 Number of children of Operators

Number of children | Accra (%) Sogakope (%) Paga (%)
1-5 83.87 52.4 81.8
6-10 3.23 0.0 0.0
11-15 0.00 0.0 0.0
16-20 0.00 0.0 0.0
21-25 0.00 0.0 0.0
26-30 0.00 0.0 0.0
>30 0.00 0.0 0.0
None 12.90 47.6 18.2
Total 100 100 100

Table 2.4 Number of Children of Operators

Number Female Children Male Children

Accra | Sogakope | Paga Accra Sogakope Paga

| Age (%) (%) (%) (%) (%) (%)
1 32.26 50.00 66.7 56.52 60.00 66.7

0-14 2 16.13 40.00 33.3 34.78 40.00 33.3
3 9.68 0.00 0.00 4.35 0.00 0.00

4 3.23 0.00 0.00 4.35 0.00 0.00

15-29 0 0.00 10.00 0.00 0.00 0.00 0.00
30-44 0 0.00 0.00 0.00 0.00 0.00 0.00
45+ 0 0.00 0.00 0.00 0.00 0.00 0.00
Total 100 100 100 100 100 100

2.1.4 Educational Status of Okada Operators

About 90 percent, 95 percent and all (100 percent) the okada operators in Accra,
Sogakope and Paga respectively have had some level of education. Out of these
numbers about 50 percent of those in both Accra and Sogakope and 70 percent of
those in Paga have had education up to the Junior High School level (JHS). About
19 percent and 24 percent of those in Accra and Sogakope as well as 10 percent of
those in Paga have had Senior High School (SHS) education. In addition, almost 10

percent of those in Sogakope and 3 percent of those in Accra have had tertiary

8



education. The statistics on educational status indicates that majority of them are
JHS leavers who do not have the requirements for high profile jobs. However, it
can be said that most of them have had some form of education and so have the
ability to appreciate and understand the issues relating to the existing regulations
on their operations and the illegality of their operations especially in relation to
the consequent issues such as safety, crime etc. The details of the distribution of
the educational status of the okada operators in Accra are presented in Table 2. 5

and illustrated on Figure 2.3.

Table 2.5 Educational Status of Operators

Educational Status | Accra (%) Sogakope (%) Paga (%)

None/Illiterate 9.68 4.80 0.00
Primary 6.45 4.80 9.10
Middle/JHS 54.84 57.10 72.70
Muslim education 6.45 0.00 0.00
Technical/Vocational 0.00 0.00 9.10
SHS 19.35 23.80 9.10
Tertiary 3.23 9.50 0.00
Other 0.00 0.00 0.00
Total 100 100 100




Educational Status of Operators
80.0
70.0
— 60.0
2
= 50.0
& 400
s 300
o
g 200
10.0
0.0
Iliterate | Primary JHS Muslim | Tech./ SHS Tertiary
Edu. Voc.
m Accra (%) 9.7 6.5 54.8 6.5 0.0 19.4 3.2
m Sogakope (%) 4.8 4.8 57.1 0.0 0.0 23.8 9.5
Paga (%) 0.0 9.1 72.7 0.0 9.1 9.1 0.0
Level of Education

Figure 2.3: Educational Status of Okada Operators

2.2  Service Characteristics of Okada Operation
2.2.1 Origin of okada Operation

The okada operation in Accra originated as an informal intervention to solve a
transport crises situation following the collapse of a bridge at Korleenaa on the
Guggisberg Avenue road. Following the reconstruction of the bridge the service did
not break. Subsequently others who were not involved in the operation during the
collapse of the bridge joined in the operation and the numbers are growing with
time. Okada operation in Sogakope emerged on the basis of a void in public
transport service availability to and from some of the surrounding towns and
villages. Market women who previously commuted to Sogakope to sell their farm
produce on foot or had to hire the services of taxis at high cost found the
transport service with motor cycle as a better alternate. Initially individual market
women hired the service of a motor cycle to the required destination. Overtime,

the private hiring of the okada services by the traders progressed into a normal
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taxi service whereby more than one passenger can be picked at a time at a
reduced rate to the required destination. Okada operation in Paga emerged from
cross border trading activities by individuals who owned motor cycles. Due to the
difficulties of getting public transport, traders who owned Motor cycles offered
their services to those without for a fee. The practice has since developed into a
regular service with some of the traders with motor cycles offering full time

service in place of their trading activities.

The increasing numbers of operators can be attributed to some form of demand on
the part of users and the perception of the high returns from okada operation on
the part of operators. About 40 percent of the operators started the operation on
their own upon hearing about how lucrative it is whilst almost 60 percent were
introduced to it by friends and family. Figure 2.4 illustrates the distribution. The
practice of the introduction of okada operation by friends and family is so common
in Accra and Sogakope such that some taxi drivers have sold their taxies to operate

okada and the practice is escalating.

Origin of Okada Operation
70.0
= 60.0
% 50.0
g 40.0
§ 30.0
'g,_ 20.0
10.0
0.0
Self introduction/ introduction by
own decision friend/someone
= Accra (%) 40.7 59.3
m Sogakope (%) 38.1 61.9
Paga (%) 45.0 55.0

Figure 2.4 Origin of Okada Operation
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2.2.2 Duration of Okada Operation

The concept of okada operation has been in progress longer in Accra than the
other study areas. There was a progressive drop in Accra about a year ago after it
started due to rigorous enforcement but the trend has been reversed and there
has been an incremental growth in the operation since then. This can either be
attributed to some laxity in enforcement or excessive escalation of the operation
which does not lend to easy enforcement. Okada operation in Paga started about
three years ago but with moderate progression at the initial stages which is even
culminating into a decline. Though the operation in Sogakope started about two
years ago its progression is higher than the remaining regions and this can be
attributed to some of the reasons enumerated in section 2.2.1. The details are
presented in Table 2.6 and illustrated in Figure 2.5. An estimated growth

progression is presented in the next sub section.

Table 2.6: Duration of Okada Operation

Period (years) Accra (%) Sogakope (%) Paga (%)
less than a year 51.61 76.20 18.20

1 year 3.23 14.30 36.40

2 years 25.81 9.50 36.40

3 years 6.45 0.00 9.10
more than 3 years 12.90 0.00 0.00
Total 100 100 100
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90.0 Duration of Okada Operation
80.0
70.0
60.0
900
400
£ 300
E 20.0
& 100 —
00 moré"than Less than
3 years 3 years 2 years 1 year a year
=—o—Accra (%) 12.9 6.5 25.8 3.2 51.6
== Sogakope (%) 0.0 0.0 9.5 14.3 76.2
Paga (%) 0.0 9.1 36.4 36.4 18.2
Period (years)

Figure 2.5 Duration of Okada Operation

2.2.3 Projected Growth of Okada Operation

Using the report on current population and the percentage of okada operators at
the time it started and the number of years since it started, the growth rate for
the okada operation for each study area was estimated using Equation 3 as
follows;
r =e™ -1 Equation 3
where

r = the growth rate

m=(1 /n) [ln (Pn/Po)]

Pn = Future Population at year n

Po =Initial Population

n= Number of Years

In = natural log
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The estimated growth rate and the current population was then used to make a 10
year projection to determine to give an indication of the approximate number of

okada’s that will be in operation within the specified period using Equation 4 and

the results are presented in the subsequent section.

Pn = Po (1+r)" Equation 4

1. Projected Growth Rate of Okada Operators in Accra

Population at year n, Pn = 120

Population at year 0, Po = 15.48

No. of years, n = 3
pn/po = 7.7519

In (Pn/Po) =2.0479
(1 /n) [In (Pn/Po)] = 0.6826

m =
Growth rate, r= e"-1 = 0.9791
Growth rate, r(%) = 97.9
PROJECTION:

Initial population, Po = 120

Projected year, n = 10

1+r = 1.9791

(1+n)" = 921.94

Pn = 110,632.37

Projected population,
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2. Projected Growth Rate in Sogakope

Population at year n,
Population at year 0,
No. of years,

Growth rate,

Growth rate,

PROJECTION:

Initial population,
Projected year,

Projected population,

Ph = 50

Po = 9.5

n = 2
pn/po = 5.2632
In (Pn/Po) = 1.6607

m = (1 /n) [ln (Pn/Po)] = 0,8304

r =e™-1 =1.2942

r(%) = 129.4
Po =50
n =10
1+r =2.2942

(1+r)" = 4038.61

Pn =201,930.54
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3. Projected Growth Rate Paga

Population at year n, Pn = 40

Population at year 0, Po = 5.46

No. of years, n = 3
pn/po = 7.3260

ln (Pn/Po) =1.9914

(1 /n) [In (Pn/Po)]

m =
Growth rate, r = e"-1 = 0.9422
Growth rate, r(%) = 94.2
PROJECTION:
Initial population, Po = 40
Projected year, n = 10

1+r = 1.9422

(1+0)" = 763.64

= 30,545.78

Projected population, Pn =

0.6638
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2.2.4. Ownership Pattern of Okada Operation

Whilst most (about 70 percent) of the motorcycles in Accra and Sogakope are
owned by vehicle owners who purchase for others to operate on their behalf at a
fee as with taxi and trotro service; about 80 percent of the operators in Paga
owned their motor cycles. The vehicle owners include policemen, pastors, bankers
etc. The average number of motor cycles per owner is about 3. This indicates that
okada ownership is seen as a business investment and could attract other
investors. Out of those who own their motorcycles, an average of 87 percent in all
the study areas raised the money on their own. Only 6 percent of those in Accra
secured the motor cycles from loans and less than 5 percent in Sogakope were
assisted with funding support by friends and family members. The details are
presented in Figure 2. 6 and Table 2.7 presents the details of the ownership

pattern and capital source for the acquisition of motor cycles.

Ownership Pattern

90.0
—80.0
< 700
s U
g 200
S 300
e 200
2

Self Vehicle

Owner

m Accra (%) 32.3 67.7

m Sogakope (%) 33.3 66.7

Paga (%) 82.0 18.0

Ownership

Figure2.6: Ownership Pattern

Table 2.7: Source of Capital for Buying Motorcycle

Source of capital Accra (%) Sogakope (%) Paga (%)

Loan 6.45 0.00 0.00
Own savings 82.55 95.2 81.80
Family/Friend sponsorship 12.90 4.80 18.20
Total 100 100 100
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2.2.5. Types of Motor Cycles Used for Okada Operation

All the motor cycles used for the okada service fall into the category classified as

‘‘standard’’ of varied makes with the Royal make being the most used vehicle (see

Figure 2.7). The technical specifications of the brand types under general

classification is as presented in Table

Model of Motorcycle used by Operators

100.0
90.0
80.0
70.0
g 60.0
e 50.0
£ 40.0
S 30.0
a 20.0
10.0
0.0
Royal | Kawas | Honda | Mutsuz| SRX | Sanya | Danya | Dayun | Fonta | Hadjn | Stake
aki u Expres
s
m Accra (%) 903 | 00 3.2 3.2 3.2 0.0 0.0 0.0 0.0 0.0 0.0
m Sogakope (%)| 429 | 0.0 0.0 4.8 00 | 286 | 00 9.5 4.8 48 4.8
Paga (%) 222 | 1141 00 | 11| 00 | 11 | 111 | 0.0 00 | 333 | 00

Model of Motorcycle

Figure 2.7: Models of Motor cycles Used for Okada Operation
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Table 2.8: Technical Specifications of Brands of Motor Cycles Used

BRANDS OF MOTOR CYCLES AND THEIR BASIC TECHNICAL SPECIFICATIONS

Royal Royal Mitsuzu Honda
(150) (125) (125) (125)

Engine Capacity 150 cc 125cc 125cc 125cc

Engine Type Petrol Petrol Petrol Petrol

Tyre size (Front) 2.75x18 2.75x18 2.75x18 2.75x18

Tyre size (Rear) 3.00x18 3.00x18 3.00x18 3.00x18

Rated Seating
Capacity

2.2.6 State in Which Motor Cycles Were Purchased

Most of the motor cycles being currently used were purchased in a brand new
state. Only 10 percent were purchased in second hand state in Accra and
Sogakope. Most of them were also either purchased a year ago or less than a year.

The details are as presented in Table 2.9 and Figure 2.8.

Table 2.9  State of Motorcycle before purchase

State of Sofakope (%) Paga (%)
Motorcycle Accra (%)

Brand New 90.32 90.50 100.00
Second Hand 9.68 9.50 0.00
Total 100 100 100
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Age of Motorcycle

90.0

80.0

- 700

= 60.0

% 50.0

€ 400

S 300

8 200

10.0

0.0

<{yearago | ayearago | 2yearsago | 3yearsago | 4 yearsago | >4 years
ago
m Accra (%) 31.0 69.0 0.0 0.0 0.0 0.0
m Sogakope (%) 81.0 14.3 4.8 0.0 0.0 0.0
North (%) 18.2 455 36.4 0.0 0.0 0.0
Year of Purchase

Figure 2.8: Age of Motor Cycle

2.2.7 Cost of Motor Cycle

The minimum cost of a brand new motor cycle with helmet at purchased price is
about GH ¢850.00 and the maximum is about GH ¢1,400.00 and the average price
is about GH ¢1043. The price of a used motor cycle is between GH¢450.00 and
GH(¢700.00 ranging from 1 to 3 year of age. The details are indicated in Figure 2.9.
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Purchased Price of Motorcycle

30.0
25.0
= 200
é —
g
£ 150
S
s
10.0
5.0
0.0
400 | 650 | 700 | 800 | 850 | 860 | 870 | 900 | 950 | 1000 | 1050 | 1100 | 1150 | 1200 | 1250 | 1300 1350 | 1400
m Accra (%) 00 00 00 00 2900|3232 )00 97 161|258 32 00 3232 32|00 00
m Sogakope (%) 4.8 | 48 | 00 00 | 48 | 00 | 00 | 95 00 00 190|143 | 48 95 | 48 | 95 95 | 48
= Paga (%) 0000 91|91 182 00 00 18291 273/ 91 00 00 | 00 00 | 00 00 00
Price (GH¢)

Figure 2.9 Purchase Price of Motor Cycles
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2.3 Service Conditions of Okada Operation

2.3.1.Licensing for Okada Operation

All the okada operators are not licensed to do the okada business and it is
considered as an illegal operation (See Table 2.10). Its continuous growth can be
attributed to three major reasons; (i) that there is some margin of tolerance which
has allowed it to exist for this long. (ii) that it is difficult to enforce it’s ban
because it is more or less an “invisible” operation since it cannot be easily
differentiated from private motor cycle use. (iii) that it is currently confined to
certain areas and in some instance some law enforcement officers are paid off for

the right to operate in their “turf”.

Table 2.10 Licensing

Response Accra (%) Sogakope (%) | Paga (%)
No 100 100 100
Yes 0 0 0
Total 100 100 100

2.3.2 Reasons for Okada Operation Without License

Varied reasons were assigned by the okada operators for the illegal operation of
their services. More than 90 percent and about 85 percent of the operators in
Accra and Sogakope respectively are aware that they are violating the legal
requirements but insist that they are operating okada due to financial difficulties.

However, in the case of Paga most of the operators (70 percent) are not aware
that they are indulging in an illegal operation. They attributed the operation of
okada services without the required permit to lack of knowledge about where to
secure the license for their operation. This is due to how the operation started in

the area as discussed in section 2.2.1.The details are illustrated in Figure 2.10.
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Reasons for operating Okada without license

Figure.2.10: Reasons for Okada Operation without License

80.0
70.0
60.0
50.0
g
% 40.0
*g 30.0
g,_ 20.0
10.0
0.0 : : :
Unemplo Family | Collasped | Lucrative Earn a Finance Finace Do not Help Income
yment Upkeep job Living Previous | Education know Travelers | Supplem
Business where to avoid ent
apply for traffic
License
m Accra (%) 10.7 42.9 17.9 10.7 71 3.6 0.0 3.6 3.6 0.0
m Sogakope (%) 9.5 28.6 0.0 0.0 14.3 0.0 9.5 14.3 0.0 23.8
= Paga (%) 0.0 9.1 0.0 0.0 18.2 0.0 0.0 727 0.0 0.0
Reason
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2.3.3 Service Regulations

Officially, there are no service regulations on the okada operation. The operators
within the turfs in Accra and Sogakope have established a form of a union with
selected leaders with a self regulatory system in place. Each member who
associates with a particular turf is required to conform to the set regulations.
Some of the regulations binding on the members operating in the defined turfs
include requirements for an operator to register with a particular turf, payment of
registration fees, ownership of a driving license for driving a motor cycle from the
Driver and Vehicle Licensing Authority (DVLA) and payment of dues. Other forms of
regulations for the Accra and Sogakope turfs are that a member should not have a
criminal record and should meet insurance liability respectively. Whilst there are
inconsistencies in the regulations on the okada operations in Accra and Sogakope,
the okada operation in Paga operators do not even conform to any set rules. Each
operator is free to operate to his advantage. This does not ensure operational
control and can lend to malpractices and also compromise passenger security and

safety. Figure 2.11 illustrates the details.
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Regulations for New Entrants
100.0
90.0
80.0
- 70.0
2 60.0
% 50.0
‘q&; 40.0
g 30.0
o 20.0
10.0
0.0
No Criminal Driving Registration insurance No specific
Record License Payment requirement
m Accra (%) 3.2 58.1 3.2 0.0 35.5
® Sogakope (%) 0.0 23.8 33.3 48 38.1
Paga (%) 0.0 0.0 0.0 0.0 100.0
Regulation/Requirement

Figure2.11: Regulations for New Entrants

2.3.4 Insurance Coverage

There is a significant violation of insurance coverage amongst the okada operators.
With the exception of Sogakope where the entry requirements emphasize on
meeting insurance liability none of the other operators have insured the motor
cycle. Even in Sogakope where there is a requirement for insurance coverage
before one can operate okada within a turf, less than 50 percent of the operators
have insured their motor cycles. The violation of insurance liability indicates that
accident victims including the passengers are not covered by any insurance

premium in case of accidents. See Figure 2.12 for the details.
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Fulfilment of Insurance Liability

percentage (%)
S
o

Yes No
m Accra (%) 0.0 100.0

m Sogakope (%) 42.9 57.1
Paga (%) 0.0 100.0

Insurance Coverage

Figure 2.12: Fulfillment of Insurance Liability

2.4 Trip Characteristics

2.4.1. Start Time

With the exception of Accra, most of the okada operators that is about 76 percent
in Sogakope and 54 percent in Paga start work before 6 am in the morning. Only
about 5 percent of the okada operators in all the study areas start work at or after
8 am in the morning. Also less than 10 percent of the okada operators in all the
study areas close work before 6 pm in the evening. This implies that most of them
work beyond the normal working hours. Also the service is provided for people
travelling for employment purposes during the morning and evening rush hours.

Figures 2.13 and 2.14 provide the details of the distribution.
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Starting Time for Operators

80
70
60
50
= 40
> 30
s 2
S 10
> 0
before 6:00 - 6:31- 7:01 - 7:31- 8:01 - 8:31- | after 9am
6am 6:30am | 7:00am | 7:30am | 8:00am | 8:30am | 9:00am
m Accra (%) 3.2 45.2 16.1 22.6 6.5 0.0 3.2 3.2
m Sogakope (%)| 76.2 19.0 0.0 0.0 0.0 48 0.0 0.0
" Paga (%) 54.5 27.3 0.0 18.2 0.0 0.0 0.0 0.0
Time
Figure 2.13 Starting Time for Okada Operators
Closing Time for Operators
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Time

Figure 2.14: Closing Time for Okada Operation




2.4.2 Loading and Scheduling

The okada operators are located within some defined turfs where passengers go

and solicit for their service. An example is presented in Figure 2.1.

L&
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o
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Picture 2.1: Okada Operators waiting for passengers at the Ododiodio

Constituency

However, there is no structured mode for loading and scheduling (See Table 2.11).
A prospective passenger walks to a turf and boards an available motor cycle of
choice or can stop a motor cycle in transit with no passenger on board. An okada
in transit can be identified on the basis of an extra helmet hanging in front of the
motor cycle. Most of the operators in Accra also shift turfs in response to demand
at different parts of the day to provide rapid short distance transit service at
strategic locations. For example during the morning and evening peak periods,
they provide short distance transit service on specific sections along selected road
corridors with heavy traffic jams. The okada operators in Odorkor provide rapid
short distance transit service between the Mallam and Sakaman junctions to
enable passengers avoid the heavy traffic jams at those sections on the Kaneshie-

Winneba road especially during the evening rush hour. Also those at the Rawlings
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Park pick passengers in the evenings who are caught in the heavy traffic around

the central business areas to locations where they can continue their journey

without traffic jams.

Table 2.11: Service Structure of Loading and Scheduling

Service Structure Accra (%) Sogakope (%) Paga (%)
Undefined 100 100 100
Defined 0 0 0
Total 100 100 100

2.4.3 Trip Patterns

1. Trip Patterns in Accra

Most of the okada services are provided from central locations at Ablekuma South
and the Odododiodio Constituencies to various destinations in the Accra
metropolis. The destinations where regular services are provided by the okada
operators at Ordorkor in the Ablekuma South Constituency include Mallam,
Dansoman, Mataheko, Zongo Junction, Darkuman, Abeka, Kwashieman, Awoshie,
Santa Maria etc. The destinations of the operators around the General Post Office
in the Ododiodio constituency travel to the central business area, Agege, Korle Bu,
James Town, Mamprobi, Chorkor, Osu etc. The average distance of travel to all
destinations is about 7.2 km for a one way journey. The Frequency of travel is
about 4.4 km per day. The average time of travel is about 14 minutes and the
average speed is about 500 meters per minute. The average cost per trip is about
GH (3.00 at an average of 4.2 pesewas per km. From the estimated number of
trips at 4.4 times a day, it can be estimated that average distance of travel for an
okada operating at the post office area is about 32km per day. There is a good
correlation between the distance of travel and cost at an R?> of more than 80
percent. This indicates that the longer the distance of travel the higher the cost.
However, there is no correlation between the distance of travel and speed. This is
attributed to unpredictable traffic situations on the routes used. The details of the

distribution is presented in Table 2.12 and illustrated in Figures 2.15 and 2.16.
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Table 2.12: Trip patterns in Accra

. Speed
Origin Travel time Frequency | Cost (km/min)
Distance | vehicle of per trip
Destination (km) type (min.sec) | (min) | trips/Day GH ¢
Mallam 16.4 Motorcycle | 28:29 28.48 3 510.58
Agege 6.9 Motorcycle | 15:24 15.40 4 31]10.45
Korle-bu 2.3 Motorcycle | 6:22 6.37 4 110.36
osu 4.3 Motorcycle | 7:47 7.78 5 210.55
ACCRA [ kaneshie 5.6 Motorcycle | 10:12 10.20 3 2]0.55
Dansoman 11.9 Motorcycle | 25:35 25.58 5 4.5 ] 0.47
Odorkor 9.2 Motorcycle | 15:31 15.52 4 310.59
Jamestown 1.0 Motorcycle | 1:46 1.77 7 11 0.56
Average 7.2 13.89 4.4 2.69 | 0.51
Correlation between Cost and Distance (Accra)
7.0
6.0
5.0 / y = 0.3206x + 0.667
£ P / R? = 0.8477
E a0
(<]
o
@ 3.0 4
o
o
2.0
1.0 A
0.0 T T
0 5 10 20

Distance (km)

Figure 2.15: Correlation between Cost and Distance of Travel
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Correlation between Speed and Distance (Accra)
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Figure 2.16: Correlation between Speed and Distance in Accra
2. Trip Pattern in Sogakope

The okada operators in Sogakope travel to places such as Tefle, sokpoe, Alavanyo,
kpakpo and other surburbs within the Sogakope Township. The average distance of
travel per day for a one-way journey in Sogakope is about 1.5 km which is shorter
than in Accra. The frequency of travel per day is about 6 times. The average travel
time is about 7 minutes at an average speed of 320 meters per minute. The
average cost per travel for Okada users in Sogakope is about GH¢1.30 and the cost
per km is 85 pesewas per km which makes it more expensive to travel by Okada in
Sogakope than Accra. This can be attributed to high demand due to the non
availability of other modes of travel aside walking (See Table 2.13). There is a
good correlation between the distance of travel and the cost per trip at an R? of
above 60 percent (See Figure2.17). There was also a good correlation between
distance of travel and speed at an R? of about 62 percent (Figure 2.18). This
indicates that long distance travel is more lucrative than short trips for profit

maximisation. Thus it can be inferred that there is some attraction in long
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distance travel which could be higher speeds and this can generate some safety

problems.

Table 2.13: Trip patterns in Sogakope

Travel | Frequency | Cost Cost Speed
Origin Distance | vehicle time of per trip | per (km/min)
Destination | (km) type (min) | trips/Day (GHC) km
1.00 0.21
Sokpoe 0.8 Motorcycle | 3.52 6 0.80
House 0.8 Motorcycle | 4.60 6 0.70 1 0.88 0.17
Sogakope | Tefle 4.6 Motorcycle | 6.8 7 1.30 | 0.28 0.55
Alavanyo 1.0 Motorcycle | 5.00 6 1.00 | 1.00 0.20
Sogasco 1.1 Motorcycle | 2.15 5 1.00 | 0.91 0.37
Kpakpo 0.8 Motorcycle | 2.00 5 1.00 | 1.25 0.40
Average 1.52 6.68 1.30 | 0.89 0.32
Correlation between Cost and Distance (Sogakope)
1.4
1.2 "
Q.
= 1 00 y=0.1117x + 0.7972
o R?=0.672
o 038 :
g os
0.4
0.2
0 T T T T 1
1 2 3 4 5
Distance (km)

Figure2.17: Correlation between Distance and cost of Okada Travel in
Sogakope
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Correlation between Speed and Distance (Sogakope)
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Figure 2.18: Correlation between Distance and Speed of Travel in Sogakope

3. Trip Patterns in Paga

The average distance per trip by okada in Paga for a one way journey is about 7
km. The frequency of travel is about 3 in a day. The average travel time per
journey is about 15 minutes which is higher than Accra and Sogakope. The speed is
about 610 meters per minute which is higher than in Accra and Sogakope. This can
be attributed to scattered settlement patterns in the area. The estimated cost per
journey is about GH (7.6 and the cost per km is GH ¢1.1. There is good correlation
between cost and distance such that the longer the distance then the higher the
fare (See Figure 2.19). However, there is a negative correlation between distance
and speed (Figure 2.20). This indicates that the longer the distance of travel then

the lower the speed. The summary is provided in Table 2.14.
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Table 2.14: Trip patterns in Paga

Speed
Origin Distance | vehicle Travel time | Frequency | Cost per (km/min)
Destination | (km) type (min) of trips/Day | trip (GHC)
Border 4.3 Motorcycle 4.00 2 5.30 1.08
Nakola 9.1 Motorcycle 32.00 3 10.00 0.28
Paga Navrongo 10.6 Motorcycle 17.00 2 8.70 0.62
Pinda 11.2 Motorcycle 25.00 2 10.00 0.45
Kayilo 4.2 Motorcycle 5.00 4 5.00 0.84
Average 6.90 14.67 7.50 0.61
Correlation between Cost and Distance (Paga)
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Figure 2.19: Correlation between distance and cost of okada travel in Paga
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Figure 2.20: Correlation between Distance and Speed of Travel in Paga

2.4.4 Maintenance of Motor Cycles

There are varied maintenance terms for different okada operators. With the
exception of the owners who operate their own motor cycles. Some of those who
operate it for vehicle owners either split the maintenance cost with the owners or
the owners solely bear the cost of maintenance. The estimated average
maintenance and vehicle operation cost of an okada including fuel use for each
study area is as presented in Table 2.15 and illustrated in Figure2.21. The cost of
maintenance is higher in Accra than that of Sogakope and Paga. This can be
attributed to higher charges for maintenance works in Accra as compared to the

other towns.

Table 2.15: Average Maintenance Cost per Month

Study Area Maintenance cost per month (GH¢)
Accra 390.28
Sogakope 248.50
Paga 209.33

35




Average Maintenance Cost Per Month
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Figure 2.21: Average Maintenance Cost for Okada Operation

2.4.5 Earnings

The average income from okada operations is higher in Sogakope than Accra and
Paga. This is because the operation of okada is highly patronized in Sogakope and
there are also no traffic obstructions. Besides, there is a higher occupancy rate of

the motor cycles in Sogakope than the other areas.

22/05/2010 10:56 am

Picture 2.2: A passenger utilizing the okada service
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Also okada has become an important means of public transport in the area and it
is more or less the most regular mode of transport for some students, market
women, workers etc. An okada operator in Accra and Sogakope can make an
average of GH (40.00 per day. Out of this an operator with a vehicle owner makes
a daily sale of GH (¢10.00 to the owner in Accra and GH (¢50.00 per week in
Sogakope for the five weekdays. In addition an okada operator makes an average
profit of about GH (€21.00 in a day. (See Table 2.16 and Figure 2.22 for the
details). Using the lower income range, a comparison of the earnings of the okada
operators based on the gross income less the maintenance cost per month in the

study areas is as illustrated in Figure 2.23.

Table 2.16: Average income per month

Income per month (GH¢)
Accra 630.00-930.00
Sogakope 660.00-1,302.00
Paga 600.00
Average Income Per Month
g 660.0
© 6400
g 6200
S 6000
580.0
560.0
Accra Sogakope Paga
m Average income per month 630.0 660.0 600.0
Location

Figure 2.22: Income Distribution of Okada Operators
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Average Maintenance Cost and Income Per Month
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Figure 2.23: Average Maintenance Cost Per Month and Income Per Month

2.4.6 Safety

With the exception of Paga more than 50 percent of the okada operators in Accra
and Sogakope have each been involved in accident situations. A third of those who
have been involved in accidents in Accra have had it more than once whilst 10
percent of those in Sogakope have had it more than once. Even though the number
of accidents reported in Paga is lower than in Accra and Sogakope, all those who
have been involved in accidents have had it more than once. About 70 percent of
those in Accra recorded injuries with 30 percent fatalities. 60 percent of those in
Sogakope and all those in Paga recorded injuries. The reports on accident
situations are self reported and could be inaccurate. However, even for a self
reported situation there is every indication that there is a high safety risk
associated with the okada operation. The details are provided in Figure 2.24, 2.25
and Table 2.17).
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Involvement in Accident by Operators
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Figure 2.24: Distribution of Operator Involvement in Accidents
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100.0
90.0
80.0
. 70.0
2 60.0
Y 50.0
& 40.0
< 30.0
§ 100
w .
= 0.0 , ,
once twice thrice more than
3 times
m Accra (%) 78.6 71 7.1 7.1
m Sogakope (%) 90.9 9.1 0.0 0.0
= Paga (%) 0.0 100.0 0.0 0.0
Frequency

Figure 2.25: Frequency of Operator Involvement in Accidents




Table 2.17: Severity of Accident by Okada Operators

Severity of Sogakope (%) Paga (%)
Accidents Accra (%)

Injuries 69.1 63.7 100.00
Fatalities 30.9 0.00 0.00
No injuries/fatalities 0.00 36.3 0.00
Total 100 100 100

2.5 Employment Options for Okada Operators
2.5.1. Previous Employment

Only about an average of 10 percent of the okada operators in all the study areas
had no previous means of employment. Most of those in Accra were previously
artisans and skilled craftsmen. About 40 percent of the operators in Sogakope are
salaried workers including teachers, hospital workers etc who have either switched
from their current employment to operate okada or are supplementing their
income with okada operation. Others include traders with majority being from

Paga. The detail distribution is presented in Table 2.18.

Table 2.18: Previous Employment Status of Operators

Employment Status Accra (%) | Sogakope (%) | Paga (%)

Farming 0.00 4.80 0.00
Self employed artisan/skilled 0.00
craftsman 54.84 23.80

Salaried employee 19.35 38.10 18.20
Trader 16.13 19.00 72.70
Hired Labourer on farm 0.00 0.00 0.00
No previous employment 9.68 14.30 9.10
Total 100 100 100

2.5.2. Reasons for Leaving Previous Employment to Operate Okada

Almost 50 percent of the okada operators with previous employment attributed
the reason for leaving their previous employment for okada operation to low
remuneration. For these category of people okada operation is seen to be more

lucrative than their previous employment. The remaining 50 percent attributed it
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to other reasons such as loss of employment from collapsed jobs, redundancy,
poor health, poor working conditions etc. This category can be described to some
extent as unemployed because they were out of jobs before operating okada. The
detail distribution of the reasons for okada operation is provided in Figure 2.26.
Thus cumulatively it can be said that 65 percent of the okada operators are in the

business because they were unemployed.

Reasons for leaving previous Employment

60.0
50.0
40.0
= 300
>
£ 200
3
S 100
o
0.0
Sacked Meagre | Collapsed | Redundan Poor Maltreatm | Health
Income Job cy Service ent Problem
Condition
m Accra (%) 3.9 50.0 38.5 0.0 0.0 7.7 0.0
® Sogakope (%) 0.0 53.8 23.1 1.7 7.7 0.0 7.7
Paga (%) 0.0 50.0 50.0 0.0 0.0 0.0 0.0
Reasons

Figure 2.26: Reasons for Leaving Previous Employment

2.5.3 Reasons for Operating Okada

All of the operators are operating okada for economic reasons. Most of them are
Only

about 10 percent of those in Sogakope are operating it as a temporal measure to

operating it as a means of livelihood for themselves and their dependants.

further their education. About 6 percent of those in Accra are operating okada to
gain capital for reviving their previous business whilst 24 percent and 70 percent
respectively of those in Sogakope and Paga are doing it to supplement their

income. Thus it can be said that 56 percent of operators in Accra can switch to
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other alternatives, 87.8 percent of operators in Sogakope can switch to other jobs

whilst 70 percent in Paga can switch to other jobs. However the major challenge

for those doing it to supplement income will be how to make up for the shortfall in

their income when they cease okada operation. (See table 2.19 and Figure 2.27 for

the details).

Table 2.19: Reasons for Okada Operation

Reason Accra (%) Sogakope (%) | Paga (%)
Unemployment 29.03 4.80 0.00
Lucrative 16.13 4.80 0.00
Family Upkeep 38.71 42.90 10.00
Finance Education 0.00 9.50 0.00
Finance previous business 6.45 0.00 0.00
Earn a living 9.68 14.30 20.00
Income Supplement 0.00 23.80 70.00
Total 100 100 100
Reasons for Okada Operation
70.0 ki
60.0
50.0
400
= 300
>
8 20.0
[
8 100
& 0.0
' Unemploy | Lucrative Family Finance Finance Eam a Income
ment Upkeep | education | Previous Living Suppleme
Business nt
m Accra (%) 29.0 16.1 38.7 0.0 6.5 9.7 0.0
m Sogakope (%) 4.8 4.8 42.9 9.5 0.0 14.3 23.8
Paga (%) 0.0 0.0 10.0 0.0 0.0 20.0 70.0
Reason

Figure 2.27: Reasons for Okada Operation
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2.5.3. Possession of Other Employable Skills

Out of the remaining 44 percent, 12.2 percent and 30 percent of the okada
operators in Accra, Sogakope and Paga respectively who do not have options for
alternate employment should they stop okada operation, about 71 percent of
those in Accra indicated that they have other employable skills. These are mostly
auto and motor mechanics with a few others with skills in painting, studio works
etc. Only 20 percent of those operators in Sogakope in Figure 2.28 have
employable skills such as barbering, electrical works and carpentry. None of the
operators in Paga have employable skills. Thus in addition to the number of people
in Table 2.18 who are unemployed it can be concluded that in reality 23 percent
of those in Accra, 17 percent of those in Sogakope and 40 percent of those in Paga
do not have any gainful means of employment apart from okada. The details are

presented in Figure 2.28and Table 2.20.

Possession of other employable skills by Operators
100.0
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& 400
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m Accra (%) 71.0 29.0
® Sogakope (%) 20.0 80.0
Paga (%) 0.0 100.0
Response

Figure 2.28: Possession of Other Employable Skills
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Table 2.20: Other Employable Skills of Operators

Employable skills | Accra (%) Sogakope (%) Paga (%)
Auto mechanic 16.67 0.00 0.00
Motor mechanic 58.33 0.00 0.00
Cobbler 8.33 0.00 0.00
Studio works 8.33 0.00 0.00
Painting 8.33 0.00 0.00
Barbering 0.00 50.0 0.00
Electrician 0.00 25.0 0.00
Carpentry 0.00 25.0 0.00
Total 100 100 0

2.5.4 Alternate Jobs Preferred by Okada Operators

On the issue of alternate means of employment for the okada operators should the

ban on their operations be enforced, most of the operators expressed interest in

diverse job options. However, a third of the operators in Accra insisted that they

are not interested in any alternate jobs aside the okada operation. About 4

percent of the okada operators in Accra are only prepared to do alternate jobs

which are equally rewarding or more. However, those in Sogakope and Paga are

able to switch to other jobs with a ban on the okada. The details are provided in

Table 2.21.
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Table 2.21: Alternative jobs preferred by Operators

Alternative Jobs Accra (%) Sogakope (%) Paga (%)
Any work 22.22 0.00 0.00
Any office work 3.70 0.00 0.00
Well paid job 3.70 0.00 0.00
Motor mechanic 3.70 0.00 0.00
Auto mechanic 3.70 10.00 0.00
Boxing 3.70 0.00 0.00
Continue Education 3.70 20.00 18.20
Driving 7.41 25.00 27.30
Farming 3.70 5.00 0.00
Military 3.70 0.00 0.00
Nothing apart from 0.00 0.00
Okada 29.63

Painting 3.70 0.00 0.00
Trading 7.41 10.00 54.5.00
Filling Station job 0.00 5.00 0.00
Banking 0.00 5.00 0.00
Teaching 0.00 5.00 0.00
Auto Electrician 0.00 10.00 0.00
Electrician 0.00 5.00 0.00
Total 100 100 100

2.5.5 Conditions for Stopping Okada Operation

Majority of them indicated that they will need some form of assistance with

capital to begin a new business venture apart from okada operation. Others

requested for training assistance, whilst some requested for training assistance

with capital. Significantly almost 50 percent of those in Accra who indicated that

they could do other jobs do not require any assistance to move into the other jobs.

However a third is not prepared to stop the okada operation because it is

lucrative.
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Requirements for Alternative Jobs for Operators in Accra
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Figure 2.28: Requirements for Other Jobs.
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3.0 CHARACTERISTICS OF OKADA USERS

3.1 Profile of Okada Users
3.1.1 Demographic Characteristics of Users

The results of the survey indicated that most of the users of the Okada services in
Accra are males comprising 85 percent whilst 58 percent and 100 percent of the
users in Sogakope and Paga are females respectively. The reason for the high
patronage of females in Sogakope is due to the fact that the okada operators
provide service to female traders who commute from the surrounding villages to
Sogakope to market their produce. Others are mothers who travel to utilise health
facilities either for themselves or with their wards. The use of okada services in
Paga by females is also for cross border trading purposes to and from Burkina Faso
due to the non availability of other public transport services in the area. It is also
due to the fact that most males have alternate transport modes such as bicycles so
are able to move freely than the females in the absence of public transport
services. This implies that there exists some transport need for women which is
currently not being met in the area and for which the Okada services is filling the

gap. The details are provided in Table 3.1.

Table 3.1 Sex of Okada users

Sex Accra % Sogakope (%) Paga (%)
Male 85 41.7 0.00
Female 15 58.3 100.00
Total 100 100 100

From Figure 3.1,it can be seen that the age distribution of the Okada users in
Accra span across all age groups up to about 50 years including children below the
age of 10. The age distribution of the respondents in Sogakope indicated that most
of the users are below the age of 40 years with about 66 percent of them being
between 20 to 30 years of age. This indicates that most of them are mothers in
child bearing age. All the okada users in Paga are adults above 30 years of age.

From the results of the survey it can be observed that in case of accident
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situations it is the active population in the productive age cohort which will be
most affected. The consequent impact is that there will be loss of economic

benefits to their dependents.

Age of Users
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60.0
50.0
40.0
S 30.0
o 20.0
C
c 10.0
8 0.0
o ' 1-9 10-19 | 20-29 | 30-39 | 40-49 | 50-59 | 60-69 >70
m Accra (%) 10.0 30.0 25.0 30.0 5.0 0.0 0.0 0.0
m Sogakope (%) | 0.0 25.0 66.7 8.3 0.0 0.0 0.0 0.0
Paga (%) 0.0 0.0 0.0 66.7 33.3 0.0 0.0 0.0
Age

Figure 3.1 Age Distribution of Okada Users

3.1.2 Educational Status of Okada Users

The educational status of the okada users indicated that all the users of the Okada
services in Sogakope and Paga are educated and 45 percent of those in Accra are
illiterates. About 60 percent of the educated have had education up to the junior
high school (JHS) level or the equivalent of middle school whilst. Over 25 percent
are persons who have education up to the senior high level. This implies that
those who patronize the okada services are a mixture of both the educated and
uneducated. Those who are educationally enlightened can well understand the
safety implications of okada usage. This is a good indicator that campaigns on the
safety aspects of the okada services can be well understood and probably
appreciated. The detail of the educational status of the okada users in the

Sogakope area is presented in Figure 3.2.
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Figure 3.2: Educational Level of Okada Users
3.1.3 Occupational Distribution of Okada Users

All the okada users in Paga are traders. Majority of the users in Accra are those
employed in the informal sector especially artisans. The occupation of the
majority of okada users in Sogakope is varied because it is more of a taxi service.
Most of those who constitute the other category are students who commute
outside their immediate communities to access higher order educational facilities
elsewhere. The detail of the occupational distribution of okada users is as

presented in Figure 3.3.
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Figure 3.3: Occupational Distribution of Okada Users

3.2. Trip Characteristics of Okada Users
3.2.1 Trip Frequency of Okada Users

Over 70 percent of the okada users in all the study areas make more than one trip
with okada in a week. The trip frequency of those in Accra is varied because the
users have alternate transport and use it at their convenience. It is also varied in
Paga because it is highly patronized by traders who do not have regular travel
schedules. The trip frequency by okada users in Sogakope is very high with about
70 percent of the users making trips with okada for more than 5 times a week.
This could be attributed to the fact that it is mostly available as compared with
other modes of travel. The detail of the distribution of the number of trips per

week by okada transport users per week is as presented in Figure 3.4.
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Number of Trips made by users per week
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Figure3.4: Trip Frequency of Okada Users

3.2.2 Trip Purpose of Okada Users

Most of the trips purpose by Okada users is for work especially in Accra and Paga.
In Accra the okada service is deemed convenient because the users make several
trips before getting to their final destination and the okada service provides a one
stop service. However, the travel purpose in Sogakope is varied because it is used

as a normal public transport service. The details are presented in Figure 3. 5.
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Figure 3.5: Trip Purpose of Okada Users

3.2.3 Duration of Okada Use

All of the users of okada in Sogakope have used it in less than three years. Almost
80 percent of the okada users in Sogakope have used it for less than a year. Those
in Accra and Paga have used for longer periods than those in Sogakope but the rate
of patronage is higher in Sogakope than the others. This presupposes that the
operation of the okada in the area is quite a new phenomenon but has caught on

with the people more than the others. The details are as indicated in Figure. 3.6.
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Figure 3.6: Period of Okada Patronage by Users

3.3 Safety of Okada Users

3.3.1 Level of Helmet Use by Okada Users in Sogakope

There is an appreciable use of helmets by the okada users in Accra and Sogakope

at 95 percent and 67 percent respectively as presented in Figure 3.7. This was

attributed to a high level of awareness of the safety implications of not using a

helmet by the users and the provision of passenger helmets by the okada

operators. However, none of the okada users in Paga use helmets and this is

attributed to some margin of ignorance about the safety implications of helmet

use. Table 3.2 presents the detail distribution and Figure 3.7 illustrates it.

Table 3.2: Usage of helmet

Helmet Accra (%) Sogakope (%) Paga (%)
Yes 95.0 66.7 0.0
No 5.0 33.3 100.0
Total 100 100 100
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Figure 3.7: Helmet Usage

3.4 Rating of Okada Use

3.4.1 Reasons for Okada Use
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Availability is rated high by the okada users in all the study areas. This confirms

the fact that there is a need to be filled. In Sogakope cost was also determined to

be an important factor for motorbike use. This is because due to the availability of

shared public transport services such as taxi and trotro’s to the required

destinations, most passengers are forced to hire transport at very high costs to

their destinations. Thus comparatively the fares charged for okada service are

cheaper. In Accra speed was also considered to be important due to the problem

of delays caused by excessive traffic. (See table 3.3 and Figure 3.8).

Table 3.3: Reasons for Okada Use

Reason of using Accra (%) Sogakope (%) Paga (%)
Okada

Availability 65.0 50.0 100.0
Cost 5.0 50.0 0.0
Reliability 0.0 0.0 0.0
Speed 30.0 0.0 0.0
Other 0.0 0.0 0.0
Total 100 100 100
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Figure 3.8: Reasons for Okada Use

3.4.2 Safety Rating of Okada Usage

Most of the okada users in Accra and Sogakope rated its safety to be fair whilst
about a third each in both places rated it to be poor. Only a third in Accra rated it
to be good. All those in Paga rated it to be poor even though the operators did not

record any fatalities.

Safety rating of motorcycle by users
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Figure 3.9: safety Rating of Okada by Users
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3.5. Transport Needs Assessment for Accra

3.5.1 Comparative Analysis of Okada Service With Other Modes

A comparative analysis of okada operations with other modes based on cost, time
and availability which is measured by the duration of waiting was undertaken.
Selected origin and destinations of travel for the areas of study were used. In some
instances there were no trotro or taxi services to some destinations. In such
instances the use of okada has unreserved advantage over the other modes of
travel. The results of the comparative analysis of okada with other modes of travel

based on fares, travel and waiting time is presented in the following sub sections.
1. Accra

There are significant benefits of the motor cycle as compared with the other
modes of travel in Accra in terms of travel and waiting time. However the cost of
travel with okada is higher than that of the other modes. The compared indicators
are as illustrated in Figures 3.10, 3.11, 3.12 and 3.13. The results of an ANOVA
test of the significance of the differences in the means of the data on motor cycles
and that of the trotro’s and taxis using the defined indicators is summarized in
Table 3.4.

Table 3.4: ANOVA test results for Accra data

Accra Fares Waiting Time Travel Time
Estimated F 59.7 56.36 14.22
Critical F 3.15 3.15 3.15
Probability, P 5.3559 x 10" 1.67 x 10™ 8.76 x 10

Where F = comparison between actual variation of group averages and expected

variation of the group averages.

The results of the ANOVA test on fares, waiting and travel time for the means of
the data on motor cycles, trotro’s, and taxies indicated lower p -values than 0.05
which can be interpreted as there being significant differences in the means of the

data. The details are presented in Table 3.5 and Figures 3.10 to 3.13.
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Table 3.5: Comparative analysis of okada service with other modes in Accra

Origin Destination Distance Waiting time (min) Motorcycle Trotro Taxi
(km)
Motor Trotro Taxi Average Travel Average Fare | Travel Average Travel
cycle Fare per Time per Trip Time Fare per Time
morning | evening | morning | evening Trip (GH¢) | (min) (GHg) (min) Trip (GH¢) | (min)
Accra P&T 37 Military 7.8 10.45 8.18 - - 4.00 15.25 0.55 25.10 -
Hospital
Accra P&T Agege 6.9 17.58 6.60 10.62 0.90 2.80 15.40 0.30 24.2 1.00 20.68
Accra P&T Banana-Inn 9.2 15.15 6.75 12.02 2.45 2.00 20.00 0.50 36.23 1.00 25.13
Accra P&T Cantonment 5.9 5.58 2.65 - - 4.00 12.10 0.55 28.57 - -
Accra P&T Osu Children’s 5.9 5.58 2.65 1.85 8.43 5.00 8.48 0.55 28.57 0.60 12.77
Home

Accra P&T Chorkor 5.1 12.08 5.25 3.68 2.22 2.00 7.95 0.45 14.47 0.55 10.67
Accra P&T Circle 4.9 5.67 2.08 - - 2.00 12.65 0.25 18.97 - -
Accra P&T Dansoman 11.9 20.10 6.75 11.08 2.45 4.00 25.58 0.50 43.70 1.00 22.78
Accra P&T Dzorwulu 12.2 20.30 18.18 - - 3.00 23.90 0.75 30.25 -
Accra P&T Kaneshie 5.6 12.12 9.13 - - 2.00 10.20 0.35 18.52 - -
Accra P&T Korle-Bu 2.3 15.15 6.60 10.62 0.90 1.00 537 0.20 10.18 0.60 8.12
Accra P&T Mallam 16.4 12.12 9.13 - - 5.00 28.48 0.65 59.75 - -
Accra P&T Mamprobi 4.0 15.15 6.60 10.62 0.90 1.83 742 0.25 15.33 0.70 10.75
Accra P&T QOdorkor 9.2 12.12 9.13 - - 4.00 15.52 0.50 36.00 - -
Accra P&T Osu 4.3 5.58 2.65 1.85 8.43 1.94 7.78 0.50 15.30 0.60 12.77
Accra P&T Ridge 3.2 10.45 8.18 - - 1.50 8.50 0.50 12.25 -
Dansoman Mallam 55 11.13 10.20 - - 3.00 3.17 0.40 18.37 - -
Dansoman Mamprobi 7.9 6.15 2.32 0.58 0.90 2.00 16.58 0.35 2413 1.00 18.27
Korle-Bu Accra Central 2.3 2.68 0.83 0.73 5.58 1.00 6.37 0.30 9.18 0.60 9.67
Korle-Bu Kaneshie 10.13 - 1.33 1.12 2.00 4.50 0.40 14.47 0.50 6.02
Accra P&T Jamestown 1.0 12.08 5.25 3.68 2.22 1.00 1.77 0.35 8.10 0.55 3.37
Average 11.30 6.46 5.72 3.04 2.62 12.43 0.44 234 0.74 13.4
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Trip fare characteristics for different transport modes in Accra
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Figure 3.10: Trip fare characteristics for different transport modes in Accra
NB: average trip fare = o, means that particular service or transport mode is not available
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Travel Time characteristics for different transport modes in Accra
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Figure 3.11: Travel time characteristics for different transport modes in Accra
NB: travel time = 0, means that particular service or transport mode is not available
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Morning waiting time characteristics for different transport modes in Accra
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Figure3.12: Morning waiting time characteristics for different transport modes in Accra
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Evening waiting time characteristics for different transport modes in Accra
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Figure 3.13: Evening waiting time characteristics for different transport modes in Accra
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2. Transport Needs Assessment for Sogakope

There is some margin of benefit of the motor cycle in terms of waiting time as
compared with the other modes of travel in Sogakope. However the cost of travel
with okada is higher than that of the other modes and there is no significant
difference in terms of travel time because there are no traffic jams and all the
vehicles of the other modes of travel can travel at free speeds. The results of the
compared indicators are as illustrated in Figures 3.14, 3.15 and 3.16. The outcome of
the ANOVA test is summarized in Table 3.6.

Table 3.6: ANOVA test result for Sogakope data

Sogakope Fares Waiting Time Travel Time
Estimated F 14.9 5.26 0.82

Critical F 3.2 3.2 3.2
Probability 1.08 x 10 0.008865 0.44

The results of the ANOVA test on fares and waiting times indicated significance
difference of lower p -values below 0.05. However, there results of the ANOVA test on
travel time did not record any significant difference with a p-value of more than 0.05.

The details are presented in Table 2.7 and Figures 3.14. to 3.16.
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Table 3.7: Comparative analysis of okada service with other modes in Sogakope

Origin Destination Distance Waiting time (min) Motorcycle Trotro Taxi
(km)

Motor Trotro Taxi Average Fare Travel Time Average Fare Travel Time Average Fare Travel

cycle per Trip (GH¢) (min) per Trip (GH¢) (min) per Trip (GH¢) Time (min)
Sogakope Ada 34.2 0 60 No service 5.00 32.83 1.60 53.08 No service No service
Sogakope Adidome 21.6 0 No service 15 5.00 17.63 No service No service 1.50 19.25
Sogakope Agave 131 0 No service 15 4.00 20.23 No service No service 2.00 28.63
Sogakope Agoekpo 1.1 0 No service 30 1.00 2.20 No service No service 1.50 0.92
Sogakope Hlevi 5.1 0 45 25 2.00 6.13 0.35 6.53 0.80 6.23
Sogakope Avegome 49 0 No service No service 2.00 9.27 No service No service No service No service
Sogakope Bonokope 48 0 No service No service 2.00 8.07 No service No service No service No service
Sogakope Dabala junction 8.1 0 30 15 1.75 6.78 0.50 10.27 0.80 8.92
Sogakope Dekyahome 6.6 0 No service No service 2.00 11.67 No service No service No service No service
Sogakope Hospital 23 0 30 10 0.71 3.03 0.30 513 0.80 3.78
Sogakope Sogasco 11 0 No service No service 0.65 215 No service No service No service No service
Sogakope Sokpoe 038 0 50 20 0.89 3.52 0.40 7.30 2.00 5.33
Sogakope Tefle 4.6 0 40 No service 1.63 6.80 0.45 7.07 No service No service
Sogakope Toklokpo 4.2 0 No service No service 2.00 6.90 No service No service No service No service
Sogakope Vume 5.7 0 45 No service 2.10 8.65 0.50 8.60 No service No service
Sogakope Town Barrier 0.6 0 30 20 0.50 1.02 0.20 2.97 2.00 1.63
Average 7.40 0 41.25 18.75 2.08 9.31 0.54 12.7 1.43 9.33
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Trip fare characteristics for different transport modes in Sogakope
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Figure 3.14: Trip fare characteristics for different transport modes in Sogakope
NB: average trip fare = o, means that particular service or transport mode is not available
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Travel Time characteristics for different transport modes in Sogakope
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Figure 3.15:Travel time characteristics for different transport modes in Sogakope
NB: travel time = 0o, means that particular service or transport mode is not available
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Waiting time characteristics for different transport modes in Sogakope
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Figure 3.16: Waiting time characteristics for different transport modes in Sogakope
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3. Transport Needs Assessment for Paga

With the exception of fares there are no significant difference between the okada and

the other modes of travel on the basis of the selected indicators. There are limited

advantages of the motor cycle in terms of waiting time and travel time as compared with

the other modes of travel in Paga. There is no significant difference in terms of travel

time because there are no traffic jams and all the vehicles of the other modes of travel

can travel at free speeds.

The results of the compared indicators are as illustrated in

Figures 3.17, 3.18 and 3.19. The outcome of the ANOVA test is summarized in Table 3.8.

Table 3.8: ANOVA test result for Paga data

Sogakope Fares Waiting Time Travel Time
Estimated F 14.9 0.76 0.21

Critical F 3,20 3.55 3.5
Probability 0.0002442 0.48 0.80

The results of the ANOVA test on fares and waiting times indicated significance

difference of lower p -values below 0.05. However, there results of the ANOVA test on

travel time did not record any significant difference with a p-value of more than 0.05.

(See table 3.9 and Figures 3.17 to 3.19 for the details).
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Table 3.9: Comparative analysis of okada service with other modes in Paga

Origin Destination Waiting time (min) Distance Motorcycle Trotro Taxi
(km)
motor | Trotro | Taxi Average | TravelTime Average Average Travel
cycle Fare per (min) Fare per | TravelTime | Fare per | Time (min)
Trip (GH¢) Trip (GH¢) (min) Trip (GH¢)

Paga border | Dakola 120 - - 2.0 6.00 S - - - -
Paga border | Navrongo - 30 45 14.6 10.30 15 0.70 35 2.00 21.0
Paga border | Paga town 36 30 45 4.3 5.30 3 0.30 12 1.0 S
Paga town Nakola - - 9.1 10.00 20 - 45 10.00 32
Paga town Navrongo 90 60 10.6 8.70 10 0.40 25 0.80 17
Paga town Pinda - 11.2 10.00 18 9.00 25
Paga town Kayilo - - - 4.2 .00 3 - - 4.00 8
Average 195 50 50 8 7.90 10.57 0.47 29.25 4.47 18.0
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Trip fare characteristics for different transport modes in Paga
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Figure 3.17: Trip fare characteristics for different transport modes in Paga
NB: average trip fare = o, means that particular service or transport mode is not available



Travel Time characteristics for different transport modes in Paga
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Figure 3.18:Travel time characteristics for different transport modes in Paga
NB: travel time = 0, means that particular service or transport mode is not available



Waiting Time characteristics for different transport modes in Paga
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Figure 3.19:Waiting time characteristics for different transport modes in Paga
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3.5.2 Rating of Okada Service in Comparison with Other Modes of Travel

The highest rating of the okada service in Accra is in terms of reliability and speed

as shown on Table 3.10. Trotro is rated as the highest in terms of cost and safety

and okada is rated lowest in terms of safety. Taxis are rated lowest in terms of

cost.
Table 3.10: Comparative rating of okada service with other modes in Accra
Type of Vehicle

Service Motor Cycle Trotro Taxi

Condition | Ranking % % %
Poor 0 15 0
Fair 5 10 10
Good 65 70 85

Reliability | Very Good 30 5 5
Excellent 0 0 0
Total 100 100 100
Poor 0 0 0
Fair 80 65 85
Good 20 20 15

Cost Very Good 0 10 0
Excellent 0 0 0
Total 100 100 100
Poor 0 15 10
Fair 25 60 40
Good 25 25 50

Speed Very Good 50 0 0
Excellent 0 0 0
Total 100 100 100
Poor 25 15 0
Fair 45 25 35

Safety Good 30 45 55
Very Good 0 5 0
Excellent 0 10 10
Total 100 100 100

Okada service is also rated as the highest in terms of reliability and speed in

Sogakope. However trotro is rated highest in terms of cost and taxies are rated
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highest in terms of safety. Taxies are rated lowest in terms of cost, okada is rated

lowest in terms of safety and trotro is rated lowest in terms of speed.

Table 3.11: Comparative rating of okada service with other modes in Sogakope
Type of Vehicle
Service Motor Cycle Trotro Taxi
Condition | Ranking % % %
Poor 0 43 0
Fair 25 57 100
Good 75 0 0
Reliability | Very Good 0 0 0
Excellent 0 0 0
Total 100 100 100
Poor 25 0 33.3
Fair 67 14 33.3
Good 8 86 33.3
Cost Very Good 0 0 0
Excellent 0 0 0
Total 100 100 100
Poor 8 0 0
Fair 42 86 70
Good 50 14 30
Speed Very Good 0 0 0
Excellent 0 0 0
Total 100 100 100
Poor 27 0 0
Fair 73 43 33
Safety Good 0 57 67
Very Good 0 0 0
Excellent 0 0 0
Total 100 100 100

Okada is rated higher than the other two modes on the basis of reliability in Paga.

Trotro is rated highest in terms of cost and speed. Taxis are rated higher in terms

of safety. Okada is rated lowest in terms of cost. Trotros and taxis are rated

lowest in terms of reliability. Taxis rated lowest in terms of cost and speed. Okada

is rated lowest in terms of safety.
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Table 3.12:

Comparative rating of okada service with other modes in Paga

Type of Vehicle

Service Motor Cycle Trotro Taxi
Condition | Ranking % % %
Poor 0 20 20
Fair 100 80 80
Good 0 0 0
Reliability [Very Good 0 0 0
Excellent 0 0 0
Total 100 100 100
Poor 100 0 33.3
Fair 0 33.3 66.7
Good 0 66.7 0
Cost Very Good 0 0 0
Excellent 0 0 0
Total 100 100 100
Poor 100 0 33.3
Fair 0 66.7 66.7
Good 0 33.3 0
Speed Very Good 0 0 0
Excellent 0 0 0
Total 100 100 100
Poor 100 0 0
Fair 0 33.3 66.7
Safety Good 0 66.7 33.3
Very Good 0 0 0
Excellent 0 0 0
Total 100 100 100

Thus generally Okada is mostly preferred because of reliability/availability in all

the areas. Cost is considered to be high and safety is rated to be low.
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4.0 DISCUSSION OF RESULTS OF SURVEY

4.1 Reasons for Growing Popularity of Okada Operation

The growing popularity of okada lies in their inherent advantages presented as

follows

4.1.1 Source of Employment:

From the supply side, okada operation has become a gateway to easy employment.
It is a means of employment for both skilled and unskilled low income earners as
well as a good investment opportunity for people. It provides a means of livelihood
to the operators and their dependants in terms of food, clothing, shelter,
education, medical etc. It also contributes to public coffers by the payment of
vehicle registration fees and fuel levies. It provides market for motor cycles
importers. Moreover, many okada operators have to pay off police officers and
public officials for the right to operate, effectively transferring income to lowly
paid civil servants. In a roundabout way, the sector relieves governments of some

of the burden of compensating their workers.

4.1.2 Mobility and Development

On the demand side the most important benefit of the okada service is that it
provides much-needed and much-valued mobility, especially in areas without
adequate public transport service. Most of the okada users attributed their reason
for Okada patronage to availability. This is due to irregular transport services, non
availability of transport service in some areas, long waiting time etc. which forces
them to make journey on foot especially in Sogakope and Paga. In some instances
the passengers are entirely dependant on okada service for reaching jobs,
markets, health centres etc. For example, in Paga almost all the users are females
who do not have their own means of transport and other modes of transport are

also none existent. Thus the Okada operators operate indispensable services.

75



4.1.3. Mode of Service Operation

The okada has the ability to provide door-to-door service. It also has the ability to
enter narrow alleyways and footpaths that are inaccessible by any other motorized
modes, sometimes even unreachable by other modes of travel. It also provides a
one stop service so passengers do not have to break their journeys. They are able
to navigate along roads in poor condition especially during the raining season when
some roads are impassable by other modes of motorized traffic. The okada is fast
and it has the ability to avoid traffic and even jump traffic signal even when the

red sign is on.

4.1.4 Affordability

The capital requirement for a motor cycle is so affordable that drivers of okada

are able to make savings from the operation to buy the motor cycles.

4.1.5 Cost

Even though the fares are higher than the other modes of transport, it off loads
the burden of those who do not have easy access to public transport service who
have to rely on hired service at higher costs. This makes it resourceful and cost

effective.

4.1.6 Market Responsiveness

The operators are independent operators who are unencumbered by petty rules
and bureaucracy and this makes them responsive to emerging and shifting market
trends. They can easily alter schedules, route deviations, and operating practices in
response to shifting market conditions. Their inherent flexibility and sensitivities
to changing markets conditions stand in sharp contrast to the rigidities and
unresponsiveness of the other modes of transport. For example they move with

traffic situations.
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4.1.7 Provision of feeder Transit
The provision of feeder transit services have spurred their numbers due to poor

quality service by other modes in this respect

4.1.8 Efficient Users of Road Space

They consume less space as compared to other modes making it an efficient mode
of transport especially in areas with high traffic volumes and related problems

with traffic jams.

4.2 Problems Associated with Okada Operation
4.2.1 Safety

Some of the safety issues associated with the okada operation includes the

following;

1. Overloading: Safety is compromised when more than one passenger is

picked at a time.

2. Non compliance with Traffic Laws: Many are guilty of cutting off cars,
ignoring/jumping red lights, and excessive in traffic. For example some riders in
Odorkor use the median when they provide feeder transit service during heavy
traffic jams on the Mallam - Kasoa road. This puts the lives of the passengers and

the hawkers on the pavement at risk.
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Picture 3.1: Okada operators using the median to dodge traffic
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3. High speeds: Most of the motor cycle riders are aggressive and recklessly.
Most of them ride at fast speeds. Their smallness makes motorcycles vulnerable
and collision with other vehicles often means death for both drivers and
passengers. Also they are often in auto-motorists’ blindspots, a situation that is
worsened when motor cyclists zig-zaging in and out of traffic streams. Driver
youthfulness, inexperience, and tendencies to “show off” further increase the risk
of mishaps

4. Non Compliance with Safety Standards: The suitability of the motorcycles as a

means of commercial transport can be contended on the following grounds;

a) Accidents: Motorcycle accidents in an urban environment, however minor, are
always pathetic sights to behold. Riders are thrown in the air landing on sharp
objects, such as hard asphaltic surfaces with serious injuries. Some are entirely

run over by trucks.

b) Insurance: It is not clear what the insurance companies’ position on the use of
motorcycle for commercial transport is in case of accidents, particularly regarding

passenger compensations.

c) Health: Pillion riders (passengers) are totally exposed to the environment (be it
rain, sun, flying debris and even filthy water on the roads and potholes. It is even
more hazardous and injurious to inhale exhaust fumes (the carbon monoxides and

the sulfur compounds) which eventually affect their eyes, head, and lungs.

d) Training: There no training schools for motorcyclists and so it is not clear how

motorcyclist is certified in the first place.
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f) Riding Gear: The required dress code for riding a motor cycle including the

following is not observed by most riders;

—y— T — . — =

-
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Picture 3.2: A passenger without a helmet

The Motorcycle Helmet: The helmet is a full-face helmet to protect the head
which is the most valuable part of the body. Wearing a full-face helmet provides
automatic eye protection built in with the visor to keep the line of vision clear. It
will protect you from bugs and other airborne debris that might hit your eyes. It is
important to for protection against airborne debris hitting the eye at speed

equivalent to the speed of the motorcycle.

The Motorcycle Jacket: This is an armoured jacket which comes in predominantly
leather. It has armor (protections) in the elbows area, and the shoulder, and the
back. Armors are helpful because, when there is a fall on the armored spots it
dissipates the impact and protects the victim. Leather also has more abrasion

protection than textile does.

Motorcycle Gloves: Gloves are necessary to protect the hands since they have

armor on the knuckle area and extra impact resistance on the palm area.

Motorcycle Trousers: They are made with armor in them, and there's a little

welcro area here for attaching knee pockets.
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Motorcycle Boots: Another important piece of safety equipment are boots. Flip-
flips and sneakers come off very easily in an accident and can hurt the skin. Boots

give you protection against abrasion, they also keep your ankle in place.

4.2.2 Air pollution and environmental problems

1. Motor Cycles are gross-emitters of air and noise pollution

2. Most micro-vehicle drivers are fully exposed to the elements, including

torrential downpours and temperature extremes

4.2.3 Intangible Factors

Other tangible factors also account for the problems of okada operation such as

crime.

4.2.4 Enforcement

Motorcycle-taxis are arguably the most difficult form of informal transport to
regulate. It is impossible for authorities to prove that a passenger is a paying
customer, unrelated to the driver. If a police officer charges that a motorcyclist is
operating illegally as a commercial carrier, the passenger can easily claim he or

she is a friend of the driver and is simply receiving a free lift.
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5.0 POLICY RECOMMENDATIONS FOR THE WAY FORWARD

Emanating from the findings presented by the situational analysis of the study and
the identified benefits and problems associated with the practice, the following
recommendations have been made to address the identified problems associated
with okada operation. It is worth emphasizing that these recommendations have
been made on the basis of the fact that the commercial use of motorcycles is
illegal in Ghana. Part IV, Section 128, of the Road Traffic Regulations, 2009
prohibits the use of motor cycles or tricycles for commercial purposes (i.e. for
carrying fare-paying passengers). The regulations also make the ownership and
patronage of commercial motor cycles and tricycles illegal making those practices
subject to conviction and a fine. In addition to the illegality of okada operations,
the road safety risks associated with the practice have also been a key reference

point for making these recommendations.

Separate recommendations have been made for urban locations (basically Accra)
and rural locations (Paga, Sogakope, Adidome, Bawku, etc.) in order to effectively

address the peculiar challenges associated with the practice in each location.
5.1 Urban Locations

In the urban areas, reasons of reliability, speed and lucrative employment
opportunities are the main contributory factors to the growing patronage of Okada
services. Thus, the following policy measures need to be considered if a strict

enforcement of the ban on Okada is to be successfully implemented.

Urban Employment Issues

The study results discussed earlier revealed that most of the Okada operators have
alternative means of livelihood whilst the inputs for engaging in other employment
opportunities are also within the reach of some of the operators. Their principal
reason for engaging in Okada service is thus as a result of its lucrative and

rewarding nature compared to other alternative employment. The majority of
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them also possesses employable skills and indicated their need for assistance to

begin alternative business ventures apart from okada operation.

Therefore it is recommended that, on the basis of existing conditions a strict

enforcement of the ban on okada operations should be effected. However the

following suggestions are made for consideration in their effort to seek equally (or

even better) rewarding economic livelihood options:

Since the Okada operators in the urban areas have already organized
themselves into some form of a union/association, they should be
encouraged and assisted through the unions to apply to micro-finance
institutions for financial support to purchase and operate acceptable
commercial transport modes on contract/hire purchase basis. Currently, a
number of financial institutions are offering SME loans in the transport
sector. Assistance and other Information about the terms and conditions of
these credit facilities should therefore be made available to these operators

to enable them provide legally acceptable transport services.

There is currently no organized on-demand or door-to- door transport
service operating in the country. Therefore, the okada operations could be
regulated and the operators assisted to acquire taxis to provide on-demand
transport services (in the form of a ‘chartered-taxi’ or door-to-door service)
upon a phone call or request. This will provide an equally rewarding
employment opportunity for okada operators and at the same time serve an

important mobility need.

The operators in Accra can also be assisted to link up with or collaborate
with transport companies such as Perga Transport and others to provide
school transport services for school children or provide corporate bussing
services that pick and drop workers to and from work at a fee. This will

however require substantial investments and efficient service regulations,
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thus its adoption needs to be done based on an intensive evaluation of its
feasibility.

As a way of providing for the employment needs of the okada operators,
okada operation could be reorganized and used for only courier service. It
could also be re organized under a formal management to provide security
or structured services among others. Currently some okada operators in
Accra provide informal courier service for some traders and their
customers. This could be structured so that a formal special arrangement is
instituted for okada operators to deliver products to customers and collects
monies from them to the owners.

In instances where okada operators are organized to provide courier
services, it is further recommended that, the use of all motorcycle
protective clothing (helmet, jacket, boots, trousers and gloves) be made
mandatory for all riders and strict enforcement done by the MTTU on the
use of protective clothing. This will reduce the safety risks associated with

motorcycle use.

To address the employment needs of okada operators who may no longer be
interested in working in the transport industry, the study recommends that
they be assisted through their local assemblies or MMDAs to either obtain
employable skills or receive capital to begin new businesses of interest.
Provision of tools and equipment to enable them engage in some jobs of
interest to the operators such as painting, motor/auto mechanic, boxing

and farming is also recommended.

It is worth emphasizing that, creating an employment/a job exit plan for
the okada operators will result in an entry opportunity for other
unemployed persons. Therefore, okada operations in the urban areas can
only cease if the creation of alternative equally/better rewarding economic
ventures is implemented in combination with strict enforcement of the ban
on okada operations by the police. This must therefore be considered when

implementing the above recommendations.
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e In order to make the enforcement of the ban effective by avoiding the
difficulties involved in distinguishing okada operators from other motorcycle
users, it is recommended that a legislation/regulation that bans
motorcycles from picking any passenger (Pillion Riders) in urban areas be
instituted. Alternatively a strict enforcement of the use of all motorcycle
protective clothing (helmet, jacket, boots, trousers and gloves) by pillion
riders could be a basis for discouraging people from patronizing the services

of an okada.

Urban Transport Need

Although okada business is illegal by the laws of Ghana, the fact it is being
patronized implies that it is serving an essential transport need which is not
currently provided for by existing transport service modes. Therefore, for
ethical/moral reasons it is important that before enforcing the ban on okada
operation, alternative options are provided to cater for this transport need. This
study therefore recommends that since traffic congestion/delays (low speeds)
constitute the principal reason for the increasing patronage of okada services in
urban areas of Accra, effective and efficient traffic management strategies

including the following should be adopted.

e Regulation of the public road transport industry: The operation and
management of public transport in Ghana is not currently effectively
regulated. Therefore private transport owners decide the routes, fares
and operational times of public transport services under a free-entry and
exit systems. This makes available public transport services unattractive,
inefficient and unorganized. It is therefore recommended that, the road
transport industry be regulated under a national umbrella regulating
body and their services restructured to reduce imbalances in supply
across various locations, so that the situation whereby public transport

services are not readily available in some areas will be avoided.
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In all on-going road construction project site locations, a construction
traffic management plan should be prepared. This should contain
information on alternative routes and other measures to minimize delays
and enhance safety during construction. This will help improve travel

speeds and hence lower the patronage for okada services.

Provision of alternatives and choices of public transport services is also
essential if the ban on okada is to be effectively enforced. Therefore
making available reliable alternative public transport modes which have
the advantage of reducing travel times and being readily available will
be a key strategy to significantly reduce okada patronage in the city. It
is thus recommended that efforts at implementing the Bus Rapid Transit
(BRT) should be quickened if the ban on okada is to start anytime soon.
It is also important to ensure that the BRT routes and buses cover all the
okada operational areas so as to make the okada an unattractive public
transport mode. Facilitating the introduction of school buses as wells as
workplace/company shuttles that pick and drop pupils and workers will
also generate alternative public transport modes which have the added

advantage of promoting efficient use of road infrastructure.

5.2 Rural Locations
Tackling Rural Transport Need

Unlike in the urban areas where there are a number of alternatives to okada
service, in the rural areas, the study revealed that in some rural communities
okada services are by far the only readily available transport modes providing for
the mobility needs of rural dwellers. Therefore, although on legal reasons, the ban
must be enforced, the study’s view is that since okada services are providing

transport needs that could otherwise not have been provided for in rural areas,
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enforcing a ban on okada operations will be ethically/morally unjustifiable. It

thus recommends that:

e The safety features of the Okada should be enhanced so that its safety risks
will be reduced and to also make it meet the legal requirements to operate
as a commercial vehicle in the country. Options for the use of motor cycles
with improved safety such as the auto rigshaw or ‘baby taxi’ which is popular
in South Eastern Asia and used in some African countries such as Kenya,
Gambia, Tanzania, and Ethiopia and recently introduced in Abuja, Nigeria
could be considered to provide rural transport needs. The righshaw is a
small three-wheeled cabin cycle made of a sheet-metal body or open frame
resting on three wheels, a canvas roof with drop-down sides, a small cabin in
the front of the vehicle for the driver and seating space for up to three
passengers in the rear (see Fig 5.1).

) Rt

Picture 5.1: A Rigshaw

In view of the relative affordability of the rigshaw (wholesale price is about
USS 490 = GH ¢710 excluding freight charges and profit), it can be acquired
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by many people which will make it readily available in rural areas for use and
thus overshadow the ready availability advantage enjoyed by the okada. Its
design will be such that it can withstand the poor road conditions in most
rural communities and as well make provision for it to be able to carry heavy
luggage/goods so as to suit the needs of the rural environment. The rigshaw
also has the added economic advantage of being fuel efficient (1 litre/23km).

It also conforms to international emission standards.

There may be concerns about possible traffic congestion that may arise out of
the introduction of the rigshaw as is happening in South Eastern Asia.
Therefore the study strongly recommends that the rigshaw be allowed to
operate in only rural areas where traffic flows are unlikely to be high and
where the road conditions do not allow for higher speeds so that heavy traffic
congestion and speeding problems will be avoided. The rigshaw has a top-
speed of around 50 km/h (about 31 mph) and a cruising speed of about
35 km/h (22 mph).

One major issue with the righsaw will however be its ability to meet the Road
Traffic Regulations requirement for all vehicles intending to be used as taxis
to have at least four doors and also have bodyworks with no open ends (Part
IV, Section 127, subsection 1). This limitation notwithstanding, it is
recommended that, the potential benefits of the righsaw be assessed
alongside the effects of making a legal provision for its operation so that an

informed decision can be agreed on for its operation in rural communities.

The rural public transport industry also need to be regulated with a formal
regulating body in partnership with the GPRTU and the various District
Assemblies so that the current practice where private vehicle owners decide
which areas to operate based on each area’s profitability will be avoided.
This will help provide available alternative transport services to rural

dwellers.
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Employment Issues

To address the employment needs of Okada operators following an enforcement of

the ban, it is recommended that:

The okada operators in the rural areas should be assisted financially where
necessary to acquire the rigshaws on a ‘work and pay’ basis given a time

deadline or on hire-purchase so as to enable them stop the okada business.

Okada operators who express interest in engaging in trading as well as other
activities revealed by the survey should be given start-up capital by linking
them to their District Assemblies and other relevant organizations to assist

them with micro-finance.

As in the case of the urban okada operators, the rural okada operators should
also be encouraged to organize themselves into an association so that they
can be assisted to obtain high occupancy vehicles and other acceptable
commercial transport modes on contract basis/hire purchase to solve the
problem of non availability of transport services in rural areas. This strategy

will however require a detailed evaluation to determine its feasibility.

5.3 Reducing Okada Patronage

The policy recommendations presented above can only be effective if there is no

patronage from the public for okada services since when there is no demand,

supply ceases. Therefore okada passengers/users need to be educated on the

safety risks of patronizing okada so that passengers will cease to patronize the

service and the operators will be forced to quit.
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6.0 CONCLUSION

The decision to strictly enforce the ban on the okada service is essential in view of
the legal and safety issues associated with the practice. However, on ethical
grounds, it will be unjustifiable to enforce a ban on a practice that is responding
to a vital transport need that cannot be provided for by current available transport
services. Therefore, it can be said in conclusion that, before a strict ban is
imposed on the okada service, practical measures should be implemented to
provide readily available public transport services particularly in the rural areas
where public transport services are either very limited or non-available. The
employment needs of okada operators as well as user patronage issues also need
to be catered for before enforcing a ban on the okada service could be

practicable/viable.
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APPENDIX 1: QUESTIONAIRE FOR OKADA OPERATORS

QUESTIONAIRE FOR A STUDY ON THE USE OF MOTORCYCLES FOR
COMMERCIAL TRANSPORT SERVICE

OPERATOR SURVEY
A. GENERAL INFORMATION
1. Enumerator Name/No.......ccecvreeurucecn. 2. Questionnaire No. .....cceceueee.. .
3. Name of Respondent ........ccccereuenee. 4, REGION: .coveveerrerereerenrerenressesessenees
5. DAe e . 6. TOWN: ittt
B. OPERATIONAL CHARACTERISTICS
1) Demographic characteristics of Operators
(i). Sex of respondent: Male [ ] Female [ ]

(ii). Marital Status

Married [ 1]

Widowed [ 1]

Single [ 1]

Separated [ 1]

Divorced [ 1]

(iii). Age of the respondent (Please Tick)
(20 - 29) [ ]

(30 - 39) [ ]

(40 - 49) [ ]

(50 - 59) [ ]

(60 - 69) [ ]

(> 70) [ ]

(iv). Is respondent Head of the Household? Yes[ ] No[ ]
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[
[
[
[
[
[
[

(vi) Age of Children

AGE

NUMBER

Male

Female

0-14

15-29

30-44

45+

(2) Educational Status

(i) What is your highest level of education? Tick as appropriate

None/ Illiterate
Primary

Middle/JSS

Muslim Education
Technical/ Vocational
Secondary/SSS
Tertiary

Other

(ii) Any intention to continue your education? Yes [ ]

L T e T e B e e T o T e T e |

]
]
]
]
]
]
]
]

No [ ]
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3) Employment Prospects

(i) What was your previous employment status?

Farming

Self employed artisan/Skilled Craftsman
Salaried employee

Food processor

Trader

Hired labourer on farm

L T e T e T e T e T |
_ e e e

Other (SPECITY) wicvrreerrrerrrrecresernesesnesnssessssessesessssnssssnnse
(i) Give reasons for not currently engaging in that activity
(iii)  Is this your only Occupation? Yes[ ] No [ ]

(iv) If No State it
(v) Do you have any employable skills? Yes[ ] No [ 1]
(vi) If Yes State theMu...ccecrecnreenrereseereeesessesessesessessesens .

(vii) Which other jobs would you like to do aside this one?

(viii)  What are the requirements needed for you to do that job?

C. SERVICE CHARACTERISTICS

(1). Vehicle Ownership Status

(i) Who is the Owner of the Business?
Self [ 1]

Vehicle Owner [ ]

Others Specify [ 1]
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(i1) If it is not self ownership state the terms and conditions of employment in terms of the

following;

Contractual arrangement........ ceeerst st st sttt ettt s s eessenens

REMUNETATION..cueereeeeeteecrreeteerreseeesseesreessnessseessnesssnesssesssessssesssases reeeeesseessressanessseeanesnns

MATNTENANCE.....eeceeeeeerrerrerteeeteerresseesaeesssessssssssessssesssassssessasssssssssnssssesssssssssssssssssassssssssassssassssassssesssssssssssaesssasssee s

OthErS (SPECITY ).urececrrenierenisinrceseseeeenensesesesssssssesssssasssssssssssssssssssasssssssasassossssassessssssassssssens

(iii) How long have you been engaged in this business?

Less than a Year [ 1]
1 Year [ 1]
2 Years [ 1]
3 Years [ 1]

[ ]

Others Specify

(iii) How did you start your operation?

(v) Fill in the table on where passengers are picked and dropped, the distance and cost.

Origin Destination Distance (km) Cost (GH¢)

(vi) When do you start and close from business? Please indicate below

Starting Time............ Closing Time.............

(vii) How many trips do you make in a day?

(1-3)
(4-6)
(7-9)
10-13
More than 13 [ ]
Others Specify [ ]

[ ]
[ ]
[ ]
[ ]
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(viii) How many people do you carry per trip aside yourself (1) [ 1] (2) [ 1]
(ix) How much (GH¢)do you make in @ day?......ccceceeeeeereeenrneerensenesnenesssneesssssncsenees

(x) Do you wear helmet yourself? Yes [ ] No [ ]

(xi) Do your passengers wear Helmet? Yes [ ] No [ ]

(xii)  What other safety measures do you provide apart from helmet? (Please Indicate)

(xiii)  How did you raise capital for your business? (Please indicate)

----------------------------------------------------------------------------------------------

.........

(xvi)  What are your Service restriCiONS? ......ceveereneresenenesesestesessssessssessesessssessssessessssessssessssessssenses

.........

(xvii)  Are there any liabilities for insUraNCe COVEIage?....ccvuiiiiiiiiiiii it eiiie e eeiieaeens

(xviii) Do you operate individually or within a group? Individually [ ] Group/Union [ ]

D. VEHICLE CHARACTERISTICS

(i) Please indicate the type and model of your motorcycle
(i1) What was the state at which it was bought? Brand New [ ] Second Hand [ ]

(iii) If second hand indicate the age at the time of purchase........ccvevcevevecevnennenee. .



E. VEHICLE OPERATION AND MAINTENANCE COST

F. ACCIDENTS/SAFETY ISSUES
(i). Have you been involved in an accident before? Yes[ 1] No [ ]
(i1). If Yes state the freqUeNCY...cv i i ittt et e eniee e eaannnes

(iii). What was the number of Injuries [ ] Fatalities [ ]

G. RULES AND REGULATIONS

(i) Are you licensed to do this business Yes[ ] No [ ]

(i1) If Yes who issued the License.....

(iii) If No why are you doing it




APPENDIX 2: QUESTIONAIRE FOR OKADA USERS

QUESTIONAIRE FOR A STUDY ON THE USE OF MOTORCYCLES FOR COMMERCIAL

TRANSPORT SERVICE

USER CHARACTERISTICS

N T Lo L [0 A (L] N

oot oYl [ 21 (=T Y (=3 2

[ o ] [N T 2 132N

1Y 0 1 1= 5 1 T=] 0 N

D) 13 o T

(1) Demographic characteristics of Operators

(i). Sex of respondent: Male

(i1). Age of the respondent (Please Tick)

[ ]
[ ]
[ ]
[ ]
[ ]
[ ]
[ ]
[ ]

2. Education

What is your highest level of education? Tick as appropriate

None/ Illiterate
Primary

Middle/JSS
Technical/ Vocational
Muslim Education
Secondary/SSS
Tertiary

Other

[
[
[
[
[
[
[
[

]
]
]
]
]
]
]
]
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3. OCCUPATION

(i) What is your principal occupation?

Farming [ 1] Self employed artisan/Skilled Craftsman
Salaried employee [ 1] Food processor

Trader [ 1] Hired labourer on farm

Other (specify) [ 1]

4. TRIP PATTERNS

(i) How many trips do you make with this mode of transport inaweek? ..........ccocoiiiiiiiiiiii...

(i1) Please indicate your typical trip patterns in the table below

Destination Distance Vehicle Travel Frequency of Cost per Trip Purpose
Type Time Trips/ Week Trip

(iii) State your trips purpose

Employment Related [ ] Health Related [ 1]

Education Related [ 1] Other Service Utilisation Related [ 1]

Social Activity Related [ ]

(iv) Why do you use this mode of Transport?.......coveeeiiiiiiiiiiiiii i eeiaeeeeaeeenaens

(v) HOW MUCKH A0 YOU PaY .t iiiitiiiiiiettteeiittteteeanaeeeseeananeennneeeesssnnnnesessssnnsesessnnnes

(vi) How long have you used this type of transport?......ccooeiiiiiiiiiiiiiiiiiiiii i ieeeiieaaeen
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(vii)  Why do you use this mode of transport?

Availability
Reliability
Other (specify)

(viii) Do you use a helmet? No

(Vili)  If Yes Who provides it2.....cciiiiiiiiiiiiiiiiiiiiiieeeeeiieeeeeeennneess
(ix) I NO WHY . e e et et e e e e e st eaeaeeeaaeeans
(x) Are you aware of the safety implications of not using a helmet? Explain

5. RELIABILITY OF TRANSPORT SERVICES

...........

(i). How do you rate the following in terms of satisfaction with level of service? Use this Scale

Poor [1]
Fair [2]
Good [3]
Very Good [4]
Excellent [5]
Type of Vehicle Reliability Cost Speed Safety
Motocycle
Trotro
Taxi

Other (specify)
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