@) o

www_elsevier. comdlocateiworlddey

LIS - 063g

World Developeens YWol, 30, No. 2, pp. 285 MK, 2002
£ W2 Elsevier Science Lid. All nghis reserved
Printed i Gireat Britnin

O305-T5OC0NS - see [ront matter

PIE: SOM05-7S0X(01)00106-1

Living in a Walking World: Rural Mobility and Social
Equity Issues in Sub-Saharan Africa

GINA PORTER *
University of Durliam, Durham, UK

Summary. — Accessibility und mobility are embedded in the development nexus in far-reaching
ways. Field studies of mobility among women and men in rural setilements with poor road access
illusirate the frustrations and costs of lving off-rosd. They are frequently marginalzed and
invisible, even to local administrations, State decentrulization appeirs to have had litte positive
impist m reducing “tarmac bias” and improving rural service delivery. A range of polential
intervenlions, from Iatermediate Means of Transport to electronic cmmunkcations is reviewed,
and opportunitics for building social capital in off-road areas through nuriunng improvemenis in
state—civil society relations are considered, £ 2002 Elsevier Science Lid. All nghts reserved

Key wordy

L. INTRODUCTION

The title of this paper originates in the fore-
word to a World Bank publication, *“Transport
and the village™ (Barwell, 1996), where Kevin
Cleaver reiterates a fact which, on the one hand
15 glaringly obvious to development practitio-
ners, yet at the same time is so often side-
stepped in development research and planning:
“the African farmer largely inhabiis a walking
world.” My particular focus is on women and
men for whom this observation is probahly
most apt, because walking 15 often the only
mode of travel available: those who live in “off-
road” rural settlements.

“Off-road” has developed new connotations
in Western material culture and in Western
cultural criticism, where vocabularies of travel
currently proliferate (for example, Wolll, 19%5).
In this context, the term evokes a peculiarly
masculine famasy construction of wildemness
experience, particularly when linked to use of
the four-wheel drive vehicle (Bishop, 1996).
“Off-road™ has much starker, decidedly “un-
playful,” connotations in a sub-Saharan Afri-
can context, where the advantages which
inaccessibility may confer are rarcly appreci-
ated. It is defined in this paper as areas—and,
more specifically, settlements—away from a
good gravelled or paved road which, for at least
part of each year, are inaccessible or accessible
only with difficulty by motorized transpori.
Problems associted with poor access may be

accessibility, mobility, aff-road, decentralization, Aflrica, services

experienced nol only in very remote settlements
but even in villages only three or four kilome-
ters from a good road and close to urban areas.
Although the inhabitants of such settlements
are often markedly poorer than those resident
in comparible roadside locations in the same
region, and the settlements are almost inevita-
bly disadvantaged in the allocation of publc
services, they have received remarkably limited
.rp&'rfﬁjr.' attention in the development litera-
lure.

In a recent review of transportation studies in
the Western world, Law (1999} urges re-
searchers to consider the practices and (gen-
dered) meanings of mobility, while maintaining
concern for injustices in access. In a similar
vein, in this paper I want to extend discussion
bevond the immediate mechanics of moving
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people and goods, which has been the focus of
most transport research conducted in low in-
come countries, o a rather broader consider-
ation of the lived expenences of women and
men in off-road villages. These | consider not
only in immediate pructical terms of obtaining
(or trying o obtain) medical attention, market
outlets and eredit, but alko w terms ol the
power relationships between roadside and off-
road settlements, with specific reference 1o ac-
cess Lo the political process in the context of
decentralization policies. This focus is essential,
since we cannol explain people’s truvel experi-
ences in off-road areas without reference to Lhe
configurations of power which mediate rela-
honships between individuals and institutions. |
conclude with a review ol the prospects for
improving off-roud conditions, including the
potential role of telecommunications, and of
other inlerventions aimed al encouraging group
activity and building social capital. The dis-
cussion is based principally on recently com-
pleted qualinative research in coastal Ghana,
which included detailed studies in five off-road
settlements (conducted over a full vear in order
o assess seasonal change), but builds on my
carlier work on rural transport and trade in
Nigeria and on & broad spectrum ol related
development hiterature.

2 BACKGROUND: RURAL TRANSPORT
CONDITIONS

Rurial transport conditions in sub-Saharan
Alnea are remarkably poor by companson
with Asia ind Latin Americu. There is a sub-
stantial literature which highlights the low
quility of the rural road network in Africa, the
fact that rural roads (paved and unpaved) are
defective not just due 1o poor design and con-
struction but, above all, due to lack of proper
maintenance and that this greatly imcreases
vehicle operating costs (Platteau, 1996). Rural
trunsport charges are higher than in any other
region in the world. Elhs and Hine (199%)
compare villages in Zimbabwe, for mstance.
which have an average of one motorized vehicle
per 300 people, with Sri Lanka. where the level
ts five times as greal. They report transport
charges for journeys of up o 30 km as up to
two and a hall tmes more expensive in Alricu
thun Asi.

Investment in  trunsport infrastructure m
Alnca tended to come late, penerally in the
colonial period, when most countries experi-
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enced ther first major phase of ruil and road
construction, This produced a dendritic system,
lirmly directed 1o the evacuation of primary
produce 1o coastal ports for onward shipment
1o Europe iTalle, Morrill, & Gould, 1963). In
favored export production zones, such as
Ghana's cocoa areas, molorized transporl ex-
panded rapidly from the mid-1920s, eventually
producing nodes of high accessibility in some
arcas by the late 1950s, which assisted move-
ment of goods from rural areas to major bul-
king pornts (Gould, 1960, p. 110). Across rural
sub-Saharan Africa, however, head loading
mostly by women —has continued as the dom-
nant mode of transporting goods from and to
rural households (Barwell, Edmonds, Howe, &
De Veen, 1985, Dawson & Barwell, 1993;
Doran, 199 McCall, 1985, Moore, 1979),

Economic decline and subsequent imposition
of structural adpstment programs tended 10
exacerbule sirains on existing inadeguate road
trunsport systems n the 1980s and early 1990s,
There was a detenoration in road construction
standards and road maintenance, in purchasing
levels ol new vehicles and in vehicle mainte-
nance (Levy & Malone, 1988; Riverson e al.,
1991; Riverson & Carapetis, 1991), In Nigeria,
where there had been an enormous expansion
m road construction and vehicle ownership in
the 1970s, fuelled by the oil boom, the impact
ol recession and the imposition of a structiral
adjustment program on road transport condi-
tions was particularly devastating ( Filam, 1993;
Porter, 1997). Guyver (1997, pp. 86-91) provides
a fascinating, closely observed view ol boom
and decline und their transport implications in
the Ibadan area, where the Datsun pickup be-
ciome i “social institution™ in the haleyon yeurs
of the oil boom. The impact of adjusiment
policies in Nigerin was generally to reinforce
further the transport focus on roads still in
good condition as o result of investment in the
preceding oil boom and to reduce services
elsewhere,

In Ghana, where there had been severe re-
cession for some years prior 1o the imposition
ol structural adjustment policies in the early
|9%ls, road conditions were very poor by
comparison with Nigeria. Clark (1994, p. 66),
suggests that in the Kumasi region “many vil-
Inges fell off the transport map entirely™: a vivid
metaphor for the loss of access which occurred.
In 1988 only 25% of Ghana's paved roads were
mn good condition. compared (o 67% in Nigeria,
where the impact of the oil-financed road con-
struction program was still evident (World
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Bank, 1994), In some other countries such as
Uganda and Mozambigque conditions were
substantially worse again, with only 100 and
| 2%, respectively, of paved roads in pood
condition.

Subsequently, there has been more emphasis
on road maintenance in sub-Sgharan Afnca
{encouraged by the World Bank SSATP Road
Muintenance Initiative). Labor-based road
construction and mamntenance programs are
now strongly [avored by donors (Plumbe,
Bascou, Eiounga-Manguelle, & Maiga, 1995;
Stock & de Veen, 1996), While some improve-
ment on major routes has thus occurred,
funding has tended 1o remain madequate to
attend to the majority of the network. Off the
paved road, access 5 usually even more difhi-
cult. Bryceson (1999) concludes that, while
market liberalization eventually led to major
donor-financed road rehabilitation programs in
sub-Saharan Africa, “liberalisation has tended
1o increase the transport service gap between
on-road and off-road villages.™

Some of the most detailed research con-
ducted on transport issues in Alrica has nken
place in Ghana (see Bryceson & Howe, 1993;
Doran, 1990; Grieco, Apt, & Turner, 1996;
Hine, 1993). Despite the considerable effort
that has gone imto road rehabilitation programs
in Ghana in recent years, road condition stud-
ies indicate that there has been limited overall
improvement, with only 29% of Ghana's paved
roads and 10%: of gravel roads in condi-
ton in 1997 (Wilbur Smith Associates, 1998).
So far as feeder roads are concerned, govern-
ment policy in Ghana now emphasizes main-
tenance of the so-called maintainable network:
some of the “nonmaintainable roads™ —which
require reconstruction—are consequently fall-
ing into disuse. Feeder roads are maintamed by
contractors using labor-based technigues which
reduces foreign exchange costs {Ashong, 1996).

In off-road settlements in areas such as
Ghana’s Centrul Region, the roads and paths
within and close to the village are generally
maintained by residents: women carry sand,
gravel and stones to the potholes, men fill and
level them, using their own shovels and pick
axes. When the road needs attention—which
may be as often as once per week during heavy
rains—the gong-gong is beuten and every able-
bodied inhabitant, including the Chiel and
older children, is expected 1o participate. Fines
are often imposed on those who do not assist.
The more important roads between settlements
are usually the responsibility of the Mimsiry ol
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Roads and Highways' Feeder Roads Depart-
ment: a common complainl is that “they just
weed along the roadside —not much else”
Many of these roads are shown on maps in use
in government offices in Accra as “gravel;”
ostensibly a class of road gquality below tarmac
but higher than earth roads, This 5 entirely
misleading since many of the so-called gravel
roads are indistinguishable from dirt tracks. In
the rolling ropography of Central Region, lor
example, the 4-6 in. gravel surface is rapidly
lost during the rains and gulleys appear. After
four vears the surface may have totally disap-
pearced. Graders are used to improve conditions
on these roads occasionally but, in 1999, of the
five graders operated by Feeder Ronds De-
partment in Central Region, four were broken.
The admimistrative decentralization program
currently in progress in Ghana (discussed be-
low) includes the Department of Feeder Roads,
which has been piloting decentralization of
road maintenance responsibilities 1o local gov-
ernments (Malmberg-Calvo, 1998). But short-
ages of staff including skilled engineers and
surveyors make for logistical difficulties.

Cihann, hke most sub-Saharun  countres,
imports large numbers of second- hand vehicles
from Europe. These are often old models for
which 1t s difficult o find spare parts (which
are taxed ) the popular slogan “no condition is
permanent.” gaudily displaved on so many
West Afncan vehicles, has very ronic conno-
tations for travellers whose journeys are regu-
larly disrupled by vehicle delays and
breakdowns. The particularly rckety yellow
taxis commonly used to ply off-road routes are
jokingly referred to as “tetanus cars.” Even
oblaining parts for new models can take con-
giderable tme, since agents cannol afford to
keep large numbers of spare parts in stock. The
vast majority of motorized wvehicles in rural
areas are based in settlements along the paved
roads and there is widespread reluctance
among vehicle owners to take their vehicles on
unpaved roads unless the rewards are high
Relatively low densities of demand for trans-
port off-road —in part arguably the result of
poverty induced by poor access—tend 1o mili-
tate agamnst this.

Transport charges are high in Ghana, as
elsewhere in sub-Saharan Africa, but off-road
charges are particalarly exorbitant. Interviews
with transporiers in Ghana's Central Region
suggest i1 15 common 1o charge approximately
double for journevs over bad roads, since
in these conditions vehicles deteniorate more
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rapidly. In [998 99 the standard charge by tro-
bt (mintbus) was around 100 cedis per pis-
senger per unpaved road mile, compared (o
around 50 cedis per paved road mile, over a
distance ol about 10 miles. (Ellis & Hine, 1998,
present figures for paved roads & poor quality
carth roads in Zambia which suggest differences
of even greater magnitude). Mot surprisingly,
Anyinam (1994} reported that agricultural
prices in some remote rural areas of Ghana
have dropped because of increased transpori
costs associated with road deterioration. Ac-
cording to Beenhacker (1987) tyre life is re-
duced 25-50F% of normal life under poor road
condinions: when six new truck tyres cost
around £300 (Ghana, May 1998) soch consid-
erations are important. Finding spare paris is 4
difficult and tme- consuming business, Lo,
They ure generally available, but only m the
major urban centers, in Ghana. Many are
counterfeit copies and soon break.

L LIVING OFF-ROAD

Getting (o market to sell produce, getting 1o
school, obtaiming medical attention, finding
employment. buying spare purts, farm inputs
and consumer ilems not available locally, try-
ng to arrange a loan at the bank—these can be
difficult tasks for the rural poor in general, but
for the residents ol off-road settlements the
hurdles to be crossed are additionally complex.
Recounting a study ol 36 communities seross
Migeria, Francis ¢f al (1996, p. 8) nowe that
rural populations describe poverty in terms of
access to physical infrastructure (notably roads
and heath centres) rather than services per e
and similar perceptions were encountered in
Crhana, but the implication of infrastructure is
perceived 1o be service provision, Across Al-
nca,  banks, clinics, hospitals, secondary
schools, extension agents, produce markets and
the like all tend to be located in larger rural
service centres, usually situated on paved roads,
For women, the financial and time con-
straints—and, in some cases, the cultural con-
stramts—on mobility (and thus on access 1o
these facilines), can be particularly restrictive.
A review of three aspects of access: 1o medical
care, markets und credit facilities, illustrates the
difficulties, frustrations and costs ol ofl-road
residence. All have far-reaching developmental
implications, not least for agnicultural produc-
tvity {Porter, 1997): all contribule to a vicious

circle which impacts most severely on off-road
inhabitants,

jm] Aecess o health core

| commence this review ol uccess problems
with health care because this is usually the first
ssue 10 which both men and women draw al-
tention when asked about their access problems
and priorities in off-road setthements. During
the course of my research in Ghana, 1 heard
many sad stories of villagers, particularly chil-
dren, who failed 1o reach hospital alive, despite
the best efforts of the community to get them
there. Like most travellers driving in remoter
areas of rural Afnca, [ am particularly aware of
this problem, since | have ofien been waived
down by strangers needing 1o tuke sick people
to hospital.

Villagers emphasize the need for access 1o
health care in emergencies, but health facilities
of any kind are rare in off-roud locations
Meagher (1999), lor example, describes a sub-
stantial settlement of over 12000 people in
Maoslem northern MNigeria, aboul five kilome-
ters from @ main road, where there is a clinic
with no medicines and not even one trained
female health worker. In Moroceo, places with
better rural roads reportedly have twice the use
of health care facilities (World Bank, 2000,
p- T8). lronically, however, off-road inhabitants
are often the most m need of medical assis-
tance, since waler supplies are frequently poor
and poverty levels above regional averages, My
research in Ghana and a recent Uganda Par-
ticipatory Poverty Assessment (cited in Booth,
Hanmer, & Lovell, 2000) both indicate thai
vaccimation programs tend to miss off-road
settlements, exposing these populations 1o fur-
ther nsk, To compound thése problems, ill-
health is often at its peak m rural populations
during the wel season (related to high work
laads and low food availability) a1 precisely the
time when iravel conditions, even for pedestri-
ans, are al their worst

Al Sampa. in coastal Ghana, most walter is
drawn from the River Odi, hall a kilometer
distant: there is o (padlocked) standpipe but, at
S0 cedis per bucket of water, most people
continue to depend on river waler, Sampa ex-
periences sporadic outbreaks of guines worm,
but the only health personnel in the settlement
are two traditional birth anendants. Drug
sellers occasionally visit the village by bicycle
with a very limiied range of medicines. The
nearest clinic is seven miles away, Il anyone is
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seriously ill the usual procedure is to walk (o
the village at the road junction five miles away
and hire a taxi to return to the village 1o collect
the patient. It will cost 20,000 cedis 1o take the
taxi to hospital and, if the taxi is kept for the
return journey, 30,000 cedis (over £10), this
being the cost of daily hire of a taxi.

Such arrangements are the norm across
coastal Ghana and elsewhere in Africa, though
in less densely populated areas the distances to
hospital are often much greater and it may be
impossible to make the journey at all. Research
suggests that visits to clinics for more routine
reasons fall off rapidly after four 1o five miles
{Howe & Richards, 1984, p. 15). As Airey
{1992) concludes from a study of hespital uti-
lization in Meru district, Kenya, high cosis of
medical treatment—exacerbated by the intro-
duction of hospital user fees in many countries
as part of structural adjustment—are likely to
be an even preater barrier to treatment than
distance. But where high medical costs are
compounded by high travel costs the barriers (o

treatment must inevitably be even more pro-
nounced.

(b) Adccess io traders amnd morkers

Produce traders are often unwilling 10 move
into rural areas with poor access, to purchase
goods, unless supplies from accessible areas are
insufficient (Porter, 1995, 1997}, Moreover,
when urban-based traders visit areas where
access is difficult, the competition from other
triders 15 likely to be limited and prices
achieved by local farmers will thus be poor,
especially for perishable produce. The bar-
gianing power of visiting traders will also be
strengthened i, as appears 1o be the case in
some regions, off-rond farmers have less
knowledge of supply and price conditions in
major bulking markets (Lyon, 2000).

Mot surpnsingly, many off-road f{armers
prefer to send produce for sale in major mar-
kets usually located on paved roads. This has
particular impact on women in sub-Saharan
Alrica sinee, in much of the continent, they are
the prncipal marketers and porters of agricul-
tural produce. When it is necessary to take
produce to market, women who live off-road
Irequently face arduous treks. This is a problem
which has certainly grown in recent years in
Ghana (and probably elsewhere i Africa,
though | have only anecdotal evidence), as a
result of the decline of off-road rural periodic
markets. My research in northern Migeria,

e L

central Nigeria and coastal Ghana, and inci-
dental information in ather studies (for exam-
ple, Filani & Richards, 1976), sugpesis that
there has been a major reorganization and ra-
tionalization of rural market systems associated
with the expansion of molorized transport since
independence. This has led o the decline and
closure of many small markets with poor access
(Porter, 1988, 1995). Indeed, market decline
and closure in off-road locations appears fre-
quently to be one of the unforeseen efects ol
road construction programmes. In some parts
of sub-Saharan Africa. such as Moslem Borno
(northeast MNigeria), where there are cultural
constraints which restrict women™s movements,
m addition to physical and economic con-
straints, off-road market closures following
road construction have had a particularly se-
vere impact on women living off-road.

Off-road journeys to market by motor vehi-
cle—when wvehicles are available—tend to be
more expensive, because of the increased costs
of maintenance. In coastal Ghana journeys off
the paved road are roughly double those along
paved routes, Women are less likely than men
to be able to afford transport, even i vehicles
pass near their village. Thus, while it is possi-
ble, for example, to get from Sampa 1o its
nearest market center by vehicle in under one
hour, many women trek for three hours with
maize, cassava and tomatoes and then return
home carrying fish and groceries to sell in the
village, Men are supposed to give their wives
transport money but do not necessarily do so
and, i’ they do not, the wives must spend their
own money, or walk. About four or five tro-
tros and taxis come to Sampa to pick people up
on market days in the main agricultural season
(there 15 no transport based in the village), but
sometimes only one or two vehicles turn up. In
the minor season there was no transport from
Sampa to the main road in 1999, Although
Sampa s a relatively wealthy off-road settle-
ment (by comparison with some of the other
survey villages) only two inhabitants—both
men-—own bicycles.,

Al another study village, Adabra, women in
the first few months of the research similarly
talked about the difficulties of getung produce
to the main market at Kasoa, 15 miles away,
Adabra had once had its own market. but the
market collapsed aboul 25 years ago, report-
edly due to deterioration in loecal road condi-
tions. No transport was based in the village and
frequently noe vehicle whatsoever armved in the
settlement on markel day. Sometimes, alter
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heavy rmns. the road was completely washed
away and it was oo dangerous for anvone o
travel. IT vehicles arrived. they were ofien al-
ready full. The women interviewed here em-
phasized that men are ncher and “can afford
more transporl.” In the drv season women
generally cannot afford the fare to Kason and
have (o walk. (In this settlement, later in the
season. the sccessibility problem diminished
remarkably, albeil temporarily, a5 a result of
the grading of the main road and a consequent
mcrease in passing traffic, )

Interviews with women traders in Ghana
emphasized the costs of late arrival at marker.
Delays m getting 1o market occasioned by
transport unreliability can have serious impli-
cations for off-road women, since dealers in the
markets mav have already purchased sufficient
produce from better located local women who
arrived earlier, Delays resulting in failure 1o lnd
a buver al market, or total fmlure o get o
market, can also resull in major losses through
spoilige. 1t s not only fruit and vegetables
which ure affected. Fresh cassava, for example.
changes color around four days after harvesting
and, il it has not been possible o take sell it
immediately at market, it then has to be dried
and sold at a lower price. Hine ( 1984), reporting
work conducted in the Ashanti region of
Crhana, observes that “little evidence was [ound
1o suggest that produce was lost becauuse of
impassable roads,” and this may be the case in
the Central Region study villages (though some
focal [armers indicate otherwise), bul i is 1m-
portant Lo also consider the reduction in markel
prices received due to detenoration in produce
quality and to late arrival at market. * There are
other benefits from market visits oo, for it s
usually possible to purchase items unavailable
in the village and transport them home for re-
sale. In settbements such as Adabra, which once
had & market, the difficuliies of market access
seem 1o be most keenly felt. Old men and
women here remimisee about the days when they
had a big market and “evervone came. . from
Accrn, Mankessim, Fettah. .. The costs of
head loading heavy baskets of maize and other
produce to market are born by women not just
in terms of time unavalable Tor other tasks or
leisure, but also m terms of physical injury (sec
Doran. 1990, p. 58; Steele. 1993),

(c) Orealit ondd rurad Tanks

Acoess to capital and credit is o vexed prob-
lem for rural communities across Al The

stgnificance ol credit availability and costs of
informal credit lor Farmers and others 15 a
theme taken up in much recent literature. In
Cihann, Sarris and Shams (1991, p. 131), and
Cirteco er al. (1996, p. 120) citing Steel and
Aryeetey, suggest interest rates for informal
credit as high as 10006 over 9 12 months. Daf-
ficulties for women in obtuining formal credit
are particularly great. partly because of their
low zocial status, partly because they lack col-
luternl. Gnigco ef al. (199, p. 33), make the
important point that lack of access to capital
among women traders has consequences for the
size of load generally transported and the fre-
quency of trips made.

In remote and ofl-road areas, however, the
problems associaled with obtaining credit seem
olten even more unsurmountable than in more
accessible locations. This has implications for
production, marketing and, of course, ability 1o
purchase vehicles. Some studies have observed
that farmers in remote arcas of Ghana have
particular difficulties in obtaiming formal bank
credit for setting up stormge und processing
activities {Creightney, 1993 Hine & Riverson,
1982), As Richards (1985, p. 127) pointed out
in the context of rural Sierra Leone, this is
hardly surprising since loan recovery is more
difficult from distunt creditors and the costs in
transport and staff tme may exceed the cost of
the loan. This 15 a particulurly pertinent point
with relerence o creditors in off-road villages,

In Ghana, the rural banks established (in the
mid-1970s) in response to the need and demand
1o make institutional credit and banking ser-
vices accessible to small farmers and other
small-scale rural entreprencurs. might seem
potentisl source of credit Tor off-road dwellers.
They are community institutions, locally-
owned, controlled and managed by the people
ol the locality, mobilizing resources from the
catchment ares (.20 miles radius) and on-
lending 1o customers in the same area. The
banks have been required to give a mimmum of
0% of their loans and advances to agriculture
and 3% 1o cottage industries. But, since the
decision in 1990 to pay salaried workers
through the banking system. the banks’ ad-
viances go mainly to workers whose salarics
pass through the bank, because agreed fixed
monthly deductions can be made from their
salaries (Mikol, 1996),

Few permanent off-road residents have jobs in
the lormal sector and thus have very hittle op-
portunity 1o access credit from the banks. For
the mujority of rural dwellers in the informal
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sector, loans and gifis from (riends and relatives
are a crucial means of surviving hard times. In
off-road willages in Ghana's Central Region,
such sources tend to be few, and the sums
available small, since fellow residents are olten
equally impoverished, particularly as income
sources tend 1o be very similar in off road areas.
There are often fewer opportunties lor partici-
pation i off-farm activities in such locations
{Maduly, 1998} and consequently most villagers
are likely to be dependent on (the same kind of)
agricultural produce. Meagher (1999), writing
about an off-road village in northern Nigeria,
sugpests that while nsing transport costs under
structural  adjustment have reduced contact
with urban relatives, demands lor assistance are
now concentrated on rural relatives, often litle
better off than those seeking financial help. For
the most part, in the five villages 1 studied in
coastal Ghana, the credit granted and received
amounted to minuscule sums. Elderly cooked-
food sellers talked of having 1o wait a whole
month o receive payment from other village
women for tiny quantities of food. They them-
selves purchased corn on credit and even rented
bowls to make food, because they had insuffi-
cient funds to purchase their own.

Even better-offl off-road residents can en-
counter difficulties in their business transac-
tions due to their location. In Assin Aworabo,
the richest of the five villages 1 studied, and
home to a few relatively large cocoa farmers,
the two cocoa buying agents in the village pay
larmers by check. The farmers must take their
checks to the bank at the district headquarters
{on the paved road) 25 km away to cash them.
Sometimes, having found and paid for trans-
port, farmers say they amve to discover that
the bank is without cash, or the cashiers may
tell them that the cash they are holding is “for
[formal sector] workers, nol cocoa farmers.” In
that case, the farmers have to rely on credit in
the village—usually no one has ready cash—
until the bank has replenished its reserves.

(d) Gendered parterns of mobility among
off-rowd villagers

The foregoing discussion has suppested, at
various points, the particular disadvantages
faced by women resident in off-road settlements,
There is growing evidence of the enormity of
wormen's transport burdens in sub- Saharan
Alrica (Bryceson & Howe, 1993; Doran, 1990;
Malmberg-Calvo, 1994a; Urasa, 1990). The
need Lo learn more about gender issues recently

prompted the commissioning of & series of 31
cuse studies by the International Forum [or
Rural Transport and Development across Asia
and Africa (Fernando & Porter, forthcoming),

While it is true that women often cannot af-
ford transport, even when they live in settle-
ments with good road access, the burden faced
by women resident off-road is additionally
heavy because of the roles they are commonly
expected to play in sub-Saharan Africa as por-
ters and (particularly in West Afnca) as produce
traders. In addition to their many household
duties, women are widely required to transport
their hushands” produce (as well as their own
goods) 1o the nearest good road, or directly to
bulking markets {which are now mostly situated
on paved roads). In coastal Ghana (and else-
where) they may also have to travel to richer
roadside settlements for other household tasks
such as taking maize to the grinders for food
preparation, since poorer off-rond settlements
olten do not have their own grinding machines.
Kaur (2000, cited in Booth er al., 2000, p. 70),
provides a rare on-roadfoff-road comparison of
women's income which illustrates this point.
Women in a village on & main road in Camer-
oon were found to be able to make an average
income over double that earned by women in an
isolated village 90 minutes travel from the road,
because of the greater time they had available to
produce food 1o sell.

In common with women resident in roadside
locations, off-road women have less funds than
men Lo pay fares when transport is available
but. additionally. as discussed above, the off-
road fares tend to be substantially higher than
those for journeys on paved roads. Given their
low purchasing power, sometimes coupled with
cultural constraints, off-road women are also
far less likely to own a bicycle, animal-drawn
cart or hand cart than their menfolk (Bryceson
& Howe, 1993), an issue discussed in greater
detail below. Thus, while this paper points to
off-road disadvantage in general, the gendered
nature of disadvanlage requires specific ac-
knowledgement.

4. DECENTRALIZATION AND THE
POLITICS OF OFF-ROAD RESIDENCE

To live off-road is 1o be invisible; this is the
strongest message which has emerged from my
recent work in Ghana and earlier work in
Nigeria. As villagers in one small lagoon-side
settlement put it, “we are pan of Keta district
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but are forgotten.”™ Lack of a good road and
other [acilities 15 not infrequently blamed by
immhabitants of off-road settlements on ther
powerlessness to influence decision-making by
policy makers. In countnies across sub-Saharan
Alrica. personal contact is oflen an essential
component in the decsion-making process. Off-
road villagers argue that it is particularly diffi-
cult for them to maimtain the intensive lobbying
at government offices required 1o obtam facih-
ties such as clinics and schools and, indeed, o
get their road improved (Porter, 1997). There
may be other factors al work too: off-road
residents are somenmes viewed condescend-
mgly as “bush people™ by local professionals.
This 15 well illustrated by the comments of a
village headmaster resident in one Ghananin
off-road settlement who, only hall m pest, be-
moaned his position: “IUCs like a doctor living
with the lepers.. . I've been here six years.
I'm becoming like them.™

The link between political influence and road
constroction 15 an mteresting one. Poltcal -
terests have had a strong influence on roud
alignments across much of sub-Saharan Africa,
and Ghana s no exception. In 1960, shortly
altler Ghanuan  independence. Gould  asks
rhetorically, “If an ares s known as a strong-
hold of the Opposition, will i1 get funds for
tarring its roads? And those roads that swing
around the villages of Opposition chiefs, was it
suimply a matter of terrmn and dramage?” The
stuation has changed little (Nugent, 2001, p
4091 Clearly. roads cannot be built everywhere.
but it is important 1o acknowledge the political
fuctors which influence both road construction
and road maintenance progroms. Priontization
of road improvement i Ghana. according to a
senior roads officer, is shaped by reference 1o
three factors: (a) areas of ligh agricultural
production, (b) construction of “missing hnks.
1o euse regional road networks und (c) politics.
“since politicians make the final decisions.™ In
this context the mmphcations of the current
trend toward decentralization in sub-Saharan
Adnca need consideration.

Admmisirative  decentralizntion has  been
promoted by the World Bank as an clement of
gpood governance in recent struetural adjusi-
ment programs and, in theory, maght be ex-
pected to improve the lot of less accessible areas,
including off-road settlements and their imhab-
ints, since it brings government closer 1o the
people. But in Ghana, where o decentralization
program has been in place since 1988, the evi-
dence 15 not, as yet, encouraging. The District

Asgemblies themselves have lacked sufficient
funds to undertuke substantial development
projects and. where projects eventually emerge.
their location may well more strongly reflect
local power relations than relative need. On the
basis of a detaided study of two Ghanaian dis-
incts, Avee (1996) suggests, “decentralisation
may help to augmeni the dominance of those
wha, becanseé of wealth or status, are already
powerful at the local level.” Kyei (1999), in @
recent study of deceniralization i two Ghana-
uin districts. one in Ashanti and one in Upper
West, made & companson of service provision
in on-road and off-road settlements and found
significant differences. District Assembly mem-
bers are required to meet the people of ther
electoral area once 4 month. but as both Ayee
and Kyel have observed, many are emploved
oulside the district allogether and cannot afford
transport fares to ther clectoral areas: it is
particularly unlikely that they will venture into
ureas where road nccess is difficul.

This conclusion is in line with experience
elsewhere: Samoff ( 1990) observes that “many.
perhaps most, decentralization efforts appear
nol to have improved local service delivery or
the general standard of living in rural areas.”
Litvack. Ahmad. and Bird ( 1998) suggest that
murket solutions 1o service delivery need to be
considered when rethinking  decentralication
But given the relative poverty of most off-road
preas, these are unlikely to improve conditions
The World Bank 200072000 World Develop-
ment Report, “Attacking  poverty™ (2000,
p. 106 108). recognizes that decentralization
cin “holster the power of elites in settings with
highly unequal power structures” and notes
that transferring power and resources to the
“sub-municipal level —such as neighbourhoods
or villages —requires special effort™; but the
specilic case of off-road settlements is not pur-
sued. Tronically, while “off-road™ vehicles con-
tinwse to proliferate in the regional capitals of
sub-Saharan Africa, government officials and
others are no keener now than they ever were 1o
tuke their shiny landcruisers along the bush
trucks which were the ostensible resson for
their acguisition,

5 PROSPECTS FOR CHANGE
(a) Tproving physica aecess

The funds for adequate feeder road con-
struction and mamienance by government and
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other agencies 1o serve all current off-road areas
in regions like coastal Ghana will not be
available [or the foreseeable future. It is clearly
necessary 1o explore allernative means by
which the isolation and associated poverty of
off-road dwellers can be reduced. The potential
for improvement in roads, conventional trans-
port services and the availability of IMTs are
considered in turn.

An extension of community participation in
road maintenance through unpaid labor con-
tributions of the type currently found within
(Ghana's coastal settlements could be one way
forward, though as Ostrom and others have
pointed out, this approach should be pursued
with caution, since it is difficult to ensure an
equitable distnibution of work among commu-
nity members, and “free nders™ are likely 1o
take advantage of community efforts (Ostrom,
Schroeder, & Wynne, 1993, pp. 77, B35\ 4 One
of the questions which needs to be explored is
the equity of current village-level road mante-
nance between men and women and richer and
poorer groups and attitudes within the villages
1o extending communily mainlenance (partic-
ularly small-scale spot improvements) 1o inter-
village roads. In the former tin areas of the Jos
Plateau, Nigeria, i the early 199%0s, off-road
villages were attempting fairly extensive road-
works, culvert repair and even bridge con-
struction; here the constraint on extension of
such activities scemed to be merely absence of
support from the Local Government for more
complex tasks. The fact that many of the Pla-
leau roules were onginally developed by pri-
vile tin mining companics may partially
explain why roads there are not perceived as
simply I:H:lnng:ng to government. Recent re-
search in northern Nigeria (Meagher, 1999
Porter, 2001) suggests that commumty road
work has been crucial to maintaining access
over the 1990s. In coastal Ghana, however, the
common perspective seems to be that intervil-
lage roads belong 1o the government (and spe-
cifically the Depariment of Feeder Roads) and
it 15 likely that this inhibits community main-
tenance efforts. (This view 5 common in
Ghana, according to Mimistry of Agniculture
Village Infrastruciure Project stallly Samular
difficulties have been reported in East Africa
(Airey & Wattam, 1998). Malmberg-Calvo
(1998) emphasizes the need to develop an in-
stitutional framework Tor managing and fi-
nancing the lowest level of the road/path
network. She stresses stakeholder involvement
and the need for a redefined public-private
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partnership, whereby local governments or
their agents manage the core rural roads and
communities and farmers’ associations choose
which roads and paths they will own, Defiming
ownership is clearly crucial to improvements in
road and path management, but the process is
likely 1o be both difficult and tme-consuming
in practice.

Very lew individual off-road inhabitants can
afford to buy conventional motor vehicles and
when they buy vehicles (generally saloon cars
used as taxis), evidence from coastal Ghana
suggests the vehicle is usually kept elsewhere, at
the paved road, because of local road condi-
tions. There may be potential, however, for
community ownership of more robust (but ex-
pensive) lorries and smaller four-wheel drive
vehicles in settlements with basic motor acoess,
There are few cases reported in the literature
and very few examples of local imitiatives by
off-road villages have emerged from my field
studies in Ghana: just one community bus
service operated by a church group for a short
period. and one vehicle operated by a family
group. In the former case, once the bus re-
quired major repairs it was rerouted to run
from a paved road base, reportedly because this
was the only way the villagers could recoup the
cost of repairs. In the latter case (a village in
Greater Accra Region) a satisfactory arrange-
menl seems to operate whereby the chiel runs a
pickup for general use by the village. But, this is
essentially a one- family village. Most villages
have more complex family structures and there
may be the additional complicating factor ol
recent/temporary immigrant populations.

For some off-road villages the capital cost
even of community vehicle ownership, when
compounded by very high maintenance costs
along poor access routes, would be too high.
Monetheless, the potential for cooperative
transport needs further research. Groups such
as off-road women marketers may obtain par-
ticular benefits (rom cooperative arrangements.
Across sub-Saharan Afrca, the majority of
transport services are owned and operated by
men. In areas where women are major crop
marketers 1t would seem advantageous for
women to obtain greater control of transport.
Support for expanded ownership of transport
by such women, whether as individuals or as
groups, through improved credit arrangements,
could be important in providing transport
services more precisely tallored to women's
needs. © An alternative or complementary
approach could be to explore the potential lor
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subsidised  off-road transport, with subsidies
provided to transporiers prepared to provide a
regulur service along routes (o selected off-road
seltlements. The approach of targeting subsi-
dies by route has been recommended by the
World Bank (1996, cited by Booth er af., 2000,
p. &1 ) m an urban context,

Given the difficulties in oblaining access 1o
convenhional transport i sub-Saharan Africa.
programs lo miroduce cheaper. more sustain-
iable, intermediate transport technologes which
can operate over sullable tracks seem to be the
miost ehvious roule to improving access in most
off-road villages. Use of bicyeles and other In-
termediate Means of Transport (IMT) varies
widely across the continent, though commonly
ownership and use is much higher among men
than women. In addition 10 a number of recent
mitiatives by donors (including the World
Bank's Village Infrastructure Project now un-
der way in Ghana), nongovernmental organi-
sations (NGOs) are now playing a small bul
significant role, in some regions of Africa. not
only through provision of IMTs, but also
through initiatives such as “Riders for Health™
which provides training in motorcycle mainte-
nance and drving (Scholten, 1997). Motorcy-
cles are often perceived as a particularly useful
IMT because they combine relatively high
speed with reasonably modest cost, In Nigeria,
matorbike taxis have played a growing role in
IMproving access in rural areas in recent yeurs
(Porter, 20017 Yunusa, 1999). Barwell (1996,
among others, points out, however, that IMTs,
though cheap by comparison with a motor ve-
hicle, are stll expensive for poor farmers. In
rural Tanzania in the early 1990s the price of a
new bicycle was the equivalent of almost a
year's mimmum wage (Bryceson & Howe,
1993). Barwell { 1996, p. 62), argues that there is
need 1o establish rural credit svstems for IMT
which are more widely distributed, impose less
rigorous conditions and have more appropriate
adminisirative procedures than those which
typically exist at present, and accept the IMT as
segurity for the loan.™

In coastal Ghana bicyele and other IMT
ownership 18 not common, though it B much
higher in roadside than off-road settlements. In
the five off-road study villages only three men
in tokl owned handcarts mm the late |99k,
Between two and six men owned bicycles in
each village, but there was only one woman
bicyele owner in all the villages (and the bicycle
wis acquired through her job with an NGO, A
live-year old second-hand bicycle could be

ubtamed (4t & roadside center) in this region, al
that time, for around 50,000 cedis {under £20),
My research uncovered no cultural restrictions
on women niding bicycles (by contrast with
carlier fieldwork in northeast Nigeria) and most
ol the women imterviewed —especially younger
women—seemed receplive to the use of hicycle
transport. Few women can afford 1o buy bicy-
cles, however, und m the study villages only one
husband was prepared 1o loan his bicycle 1o his
wife. A similar reluctance among men to loan
their bicveles to wives was noted in a Ugandan
study, where the reason given was fear of
damage (Bryceson & Howe, 1993; also see
Malmberg-Calvo, 19%4b, who reports a range
of cultural, educational and economic con-
sirainis which inhibited cycle use among
Lgandan women). One of the factors which
may also deter bicycle use in off-road settle-
ments in coastal Ghana is that fact that re-
pairers and bicycle repair equipment such as
puncture kits are usually only found at major
roadside settlements.

A project in northern Ghana in the 19805
which included IMTs, funded by the World
Bank, provides evidence of some of the diffi-
culties IMT projects may encounter (Buabeng,
Sarfo-Mensah, & Dennis, 1995; Salifu, 1994;
White, Erlank, & Matthews, 2000), An ar-
rangement was made with a local manufacturer
to construct bicycle trailers, but these were 1oo
heavy and needed redesigning. Women in-
volved in the labor-based road construction
component of the project were expected to
purchase the trailers. Unloriunately, the pro-
gram assumed prior bicycle ownership but few
people could afford to purchase both bicycle
and trailer. Atlempts at community traider
purchase apparently failed because of argu-
ments Concerning mainlenance.

There muy also be some resistance to IMTs
among policy makers. In Ghana’s Central
Region there has been some pessimism about
the value of an IMT program among govern-
ment stafl, based on the argument that the
terrain is unconducive, the heavy loads in cash
crop areas would be unsuitable for IMTs, and
“the culture of the people here may nol even
permit i7" (interview: feeder roads engineer).
Government  officials in Accra  similarly
suggesied that hicycles are more appropriate
for the north (ie., deprived areas) of Ghana,
“in the south people want 1o buy a car, bicycles
are generally a northern thing.” In discussions
with many men in the survey villuges, there was
a clear view expressed that a conventional
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motor vehicle would be of far more use than
any sort of IMT. Further north, in Ashanii
Region, bicycles ure apparently looked down
on as 4 mode of transport: according to one
urban Ashanti informant, “a bicycle makes vou
lower cluss.”

Because of the difficulties experienced in
many IMT projects, there is an ongoing debate
in transport circles about how to stimulate IMT
Hdﬂptil.'m (lor instance, in an e-mal discussion
on rural transport services organized by the
International Forum for Rural Transport and
Development, OctoberNovember 20000, A
strong emphasis on the concept of “cntical
mass” is now emerging. This stresses that
trunsport technologies of all types need a viable
supporting infrastructure. especially in terms of
repair facilities, and recognizes that there are
other components to cntical mass, including
the erosion of sociocultural inhibitions. Exam-
ples such as the spread ol ox-carts in northwest
Zambia (presented by Paul Starkey) appear to
provide excellent illustration of the relevance of
this approach in a sub-Saharan context.

ib) Nontransport interventions; from processing
technolagies 1o cvberspace

In addition to improving access to the paved
road system there may be complementary
measures which could be implemented o im-
prove vilue- added to local production, such as
improvements in crop storage, expansion of
local processing technologies, and assistance
for women in acquisition of grinding machines
and similar equipment (those | encountered in
oll-road wvillages m coastal Ghana were all
owned by men). The development of specialist
high-value agricultural products would also be
advantageous. There may be particular oppor-
tunities for the development of organically
grown products for export, given the high cost
of transporting inputs such as chemical fertil-
izer and insecticides o off-road areas.

A particularly interesting question s the
potential role of electronic communications in
improving rural access. Honson (1998) con-
trasts conventional life “on the road™ with a
new kind ol “off the road™: the “frictionless
realms of cyberspace,” which can bring new
kinds ol interaction, increasimg access and
equity through the substitution of telecommu-
nication for travel. In rural Africa, the potential
of telecommunications, for instance, to provide
distance learning, advice, market price infor-
mation and a host of other services, 15 ex-
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tremely exciting. In theory, there is huge
potential for IT 1o transform access, with
enormous implications for social equity. Bul
although e-mail has reached rural Mali, Kenya
and South Africa, for example, and Mandela
reporiedly pledged support for a telecommu-
nmications development fund that aims to extend
communications “to every village in Africa,”
the developmeni of even district-level telecen-
tres is probably some far off in most coun-
tries, ® The South African pilot program for
rural telecenters has been very slow to take off
and has experienced substantial operating
problems (Schreiner, 1999). The result of many
such programs when {and if) they arrive. may
be to produce cven greater gaps between dis-
trict admunistrative headquarters and marg-
nalized off-road centers. Their impact will need
to be carefully monitored. Telecommunications
have the potential 1o both destabilize and re-
formulate, sometimes with important social
consequences (Hillis, 1998). Graham (1998},
reviewing information technology literature
with a pohtical economy perspective, presents
the development of new telecommunications
infrastructure as “'an asymmetnc sooal struggle
to gain and maintain social power, the power to
control space and social processes over dis-
tance,” referring to their potential to extend
domination over excluded groups and so sup-
port the production of divided spaces (see also
Mawdsley, Towsend, Porter, & Oakley, forth-
coming).

(c) Groups amd networks: buillding social capital
in off-road areas

Given the poverly of many off-road popula-
tions, the question of group ownership and
operation has ansen both with reference to
IMTs and conventional transport. Commumnity-
level action is also an essential component of
many road maintenance schemes. A group/
community approach 1s now widely favored by
donors and NGOs in Africa as a means of
providing services Tollowing the withdrawal of
much public sector service support with siruc-
tural adjustment. The World Bank in its cur-
rent Village Infrastructure Project in Ghana,
for example, focuses its support on farmers’
RrOUpS,

We need to look very careflully, however, al
the potential for group ownershipfaction in
specific circumstances, since there is ample ev-
ience of faillure of past group/communily
projects across Africa. Ghana might seem an
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idesl location for such schemes, since the
country has 4 nch heritage of indigenous as-
soctations, such as the asafo companies. ol
labor groups and sasy groups. But a review of
thear activities in the study area and elsewhere
in Ghana (Lyon, 2000) suggests that the sue-
cessful groups are those which have been es-
tublished by thewr own imitative, evolved
slowly, and allow individual members 1o iden-
tify their own ohjectives and manage their own
ingome. They have shared norms of trust and
copperation and are embedded in social rela-
tons which have evolved over time. Groups
undertakimg  joint  financial decision-muking
and operation, particularly those which have
been estnbhshed as a response 1o donor initia-
tives, are far harder 1w sustain and most disin-
tegrate rupidly  once external support s
withdrawn. Arveetey and Appah (1995) make
the point that the success of groups seems Lo be
very dependent on “the extent to which pre-
vailing local norms and values regarding group
formation and action are Wken into account.”
Group formation is considered in this paper
with specific reference 1o transport-related in-
terventions. Given the disappointing results of
many externally-initiated group projects, there
15 now growng emphasis on the potential {or
strengthening existing local social capital, The
World Bank thus talks about building social
institutions by “scaling up” (World Bank,
2000, p. 131). This could have repercussions far
beyond hasic transport access. Building orga-
mizntions and networks can huve a remarkable
impact m the negotiation of relationships be-
tween tocalities and the market and the stale, us
Bebbington (1997) has illustrted in & rural
Andean context, He shows how involvement in
organizations and networks can strengthen the
hands of individual farm families in accessing
and negotiating with non-local actors, institu-
tions and orgamzations, leading to an intensi-
fication of agncultural production and local
capital accumulation. Bebbingion (citing Ev-
ans, 1'%, b) emphasises that social capital can
be constructed and that key individuals—no
necessarily resident—can play a critical role.
Evidence from sub-Saharan Afnca suggests
that rather than intervening by iniliating or
supporting the development of new groups,
donors and NGOs need 1o explore the potential
for working with and helping to build organi-
ntions and networks already in existence and,
in tandem, promoling policy contexts that will
encourage the emergence of indigenous rural
orgamzations and networks, The pohcy contexi

needs carcful attention. The expansion of the
formal bureaucratic organization of the stale
may be seen as crowding out informal networks
(Evans, 1"6a), and this seems to have hap-
pened in the case of leeder road maintéenance in
areus like coastal Ghana, Putnam's synergistic
apprisach  {Putnam, 1993, cited i Evans,
1996a) provides a more positive view of civic
engagement, bul suggests positive stute-civil
sogiety links will need careful nurturing. In the
confext of stare decentralization, fnancial as-
sistance Lo village/urea representatives, local
admimistrators and technical staff {agricultiral
cxtension swall, health workers, etc.) specifically
for off-road travel, and a policy environment
which supports their interactions with off-road
seltlements, (perhaps, for example, through off-
road transpon subsidies and/or provision of
hicycles or motoreyeles), would seem to be un
essential step in encouraging state-civil society
hnks und thereby reducing the isolation and
invisibility of off-road populations. Unfortu-
nately, although the financial costs of such ac-
ton could be remarkably modest, particularly
by comparison with road construction, they are
probably still too high for most local govern-
ment adminstrations in countries like Ghana
to contemplate. Similarly, while donors seem 1o
hold out hopes that NGOVdecentralized gov-
ernment collaboration could provide a lertile
seedbed for development work, through NGOs
supporting initiatives at district level, the evi-
dence from Ghana and elsewhere in sub-Siaha-
ran Alnca o date suggests [rictions commonly
emerge around issues of political popularity
and legiimacy, Most colluboration between
MNCOs and local government has conseguently
been very limited and ad hoe (Clayton, 1998
Koyed, 2000). We might thus be wise 1o ponder
Bryceson's (1999, p. 47) caution regarding the
emphasis on building social capital. She sug-
gests it may be counter productive, “repre-
senting donors' atlempts al making do with
decliming physical resource transfers, rather
than reflective of the actual needs of rural
dwellers.” and proposes that an emphasis on
human capilal 15 more critical.

6. CONCLUSION

The poverty and ill-health prevalent among
rural populations scross Africa is compounded
by poor physical access. There 1s ample evi-
dence to suggest that accessibility and mobility
are embedded m the development nexus in
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complex and far-reaching ways. Inhabitants of
ofl-ropd  settlements in constal Ghana, as
elsewhere in sub-Saharan Africa, are fre-
quently marginalized and invisible, even—or
perhaps especially—to members of local ad-
minisirations. Although some international
and local NGOs appear 1o be making more
concerted efforts to reach the hidden rural
poor, “larmac bias” 15 probably as pervasive
among governmenl officials and their ilk today
as Chambers (1983, pp. 13-16) observed it
nearly 20 years ago. Decentralization pro-
grams now in place in many African countries
bring some devolution of power down to local
admimistrative headquarters, but between local
government headquarters and men and women
living in off-road settlements contact often re-
mains minimal and opportunities for lobbying
extremely rare,

Expanded community track/road mainte-
nance, IMTs, cooperative transporl arrange-
ments and low-cost off-road crop processing
may all have a role to play n alleviating ac-
cess problems in specific locations, but eco-
nomic and cultural constraints and the politics
of implementation (including gender relations)
need to be very carcfully explored prior to and
during the development of new initiatives. As
Leinbach (2000} emphasizes in a recenl review
of mobility/development issues. we need a
deeper understanding of personal and family
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mobility needs in order to develop more ap-
propriate transport policies. 1 would argue
that, additionally. we need a greater appreci-
ation of access guality issues, including a spe-
cific recognition of the significance (in
symbaolic as well as practical terms) of the
tarmiac road,

Finally. while we will need to look to ways of
supporting the growth ol social and human
capital in off-road arcas through nuriuring
improvements in state-society relations, we also
need to be aware of the complexities of such an
approach. Effective NGOYLocal Government
collaboration is probably crucial to this, but is
unlikely to be successful without substantial
state transfers of both human and financial
resources from the centre to district level: de-
centralization in deed as well as in name. Local
government stafl will need to be more confident
of their professional skills and better financed il
they are to interact effectively both with inter-
national and local MNGOs and with the com-
munitiecs they arc supposed 1o serve.
Strengthened local organizations and networks
could then have a critical role to play in raising
the profile of off-road areas and of integrating
their populations into a more democratic, de-
centralized Local Government system. The
gains in terms of local democracy, social equity
and. not least, improved rural livelhoods
would be very substantial.

NOTES

. Moore's (1979) paper is a notable exception (of
Moore, 1979), The World Bank’s sub-Saharan Africa
Teansport Policy Programme—S5ATP—has mitiated a
number of village-level travel and transport studies
{including Barwell, 1996) which have begun to draw
greater attention to the catkeal importance of sccessib-
hity, There are, abviously, exceptions (o my peneraliza-
tion regarding the relative poverly of off-road villages,
For example, Lyon (J0KH, in 4 study of Ghanadan
vepetable producers, poinis fo varnations in wealth
among villages which may more closely relate to
productivity of the land, snd capital and other benefits
umassed dunng the cocon boom, than o current road
BCCESS,

2. Though see Chumbers (1997, pp. 20-21) re overes-
timation of posi-hirvest crop losses,

1 Distnet Assembly sub-commitiees sisch as Dastrict
Environmental Manugement Committees Face saimilir
problems { Perter & Young, 1997},

4, There huve been contnibutions (o this debate on the
GREAT  nmetwork  and  rurel-transport-develop-
menteimiilbasenc.uk (D, Seddon, M. Wiiltam, P,
Winkelmann, M. Sicher), Winkelmann provides a case
study in Flores, Indonesin, where self-help initiatives on
village acoes roads huve been successful

5  In the Ghona study | encountered only one woman

transport owner, 4 farmer and petty trader in one of the
off-road villages,

fi, Telecenters have received some atilention in the
AFR-FEM Intermet Working Group's online  disous-
siome on ICTs (Information and Commiasbcations
Technology), with debates about telephome coopera-
tives, wse of the internet by women’s groups, and HE-
raddio, In Accra o Centre for Women's Information
Research and Support (CWIRS) has been established.
Che interesting community media pilol project by Eco
Nows Alnca, based in Nairobi, will put up FM
community radio stations i three rural communitics
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i Tansma, Ugnonds and Kenva using solar power anod
HE- radiofinierned links, in anens wilh Bitle or no gocess
iiv ehecircity ane telephome Tmes (M Wambui, AFR-
FEM. August 4, |%H). In Bangladesh, the Gramern
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Bank apparently provides loans for el women 1o
purchuse mobile phones but the mpoct of this pro-
gramime 15 somewhal controversinl (Pramads Menon.
CGREAT netwaork, Apral 9, 1998),
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