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Executive Summary 
 
Uganda is  c lass i f ied,  as one of the least  developed countr ies in the wor ld .   I ts  
per cap ita income1 is  US$ 250.  About 48% of  Uganda’s nat ional  budget is  
accounted for through fore ign aid .  Poverty  trends2 reveal  that  38% of  the 
populat ion (8.9 mi l l ion) l ives below the poverty l ine in 2003. Poverty is  
part icu lar ly acute for  women l iv ing in rural  areas with households headed by 
women, who const i tute 29 percent  hav ing a h igher  r isk of  poverty .   
 
Though poverty t rends look chal lenging, s igni f icant  ach ievement have been 
atta ined in  the past  decade. Poverty has fa l len both absolute and in re lat ive 
terms.  In 1992, 9.3 mi l l ion people were l iv ing in  poverty ,  whi lst  8.2 mi l l ion  
were out  of  poverty.  As of  2003,  8.9 mi l l ion were l iv ing in poverty,  whi ls t  
16.4 mi l l ion are out  of  poverty .  56% of the populat ion was l iv ing in poverty a 
decade ago, as compared to 38% now 

 
The Poverty Erad icat ion Act ion P lan [PEAP] prov ides the long-term framework 
for poverty  el iminat ion.   It  i s  made operat ional  through the Poverty reduct ion 
Strategy Paper (PRSP) in 1997. The PRSP is based on s ix core pr inc ip les that  
inc lude, 
•  Broad based part ic ipat ion by c iv i l  soc iety and pr ivate sector  in a l l  

operat ional  steps; 
•  Resul t  or iented approach focused on outcomes that benef i t  the poor; 
•  Comprehensive recognit ion of  the mult id imensional  nature of  poverty; 
•  Effect ive pr ior i t i sat ion to ensure that  implementat ion is  feas ib le in 

technica l  and inst i tut ional  terms; 
•  Partnersh ip or ientat ion that promotes the involvement and co-ord inat ion of 

development partners;  
•  Long-term perspect ive for  poverty erad icat ion. 

 
The PRSP is supported by the medium-term expenditure f ramework, which 
pr ior i t i ses publ ic  expenditure towards key ant i -poverty targets .   
The budget ing pol icy is  underp inned by two fundamental  object ives:  
•  Promotion of rapid economic growth: Fac i l i tat ing the growth of the 

pr ivate sector .   
•  Ensuring benefit  for al l:  Putt ing in p lace pol ic ies that  ensure that  a l l  

people benef i t  f rom growth, in part icu lar  the poorest  members of the 
community.  

Challenges of the PRSP 
The genera l  weaknesses in the PRSP process provide an important  backdrop in 
analys ing the role of  t ransport  in  poverty  reduct ion. 
•  Poverty and inequality:  Despi te the genera l  t rend of decl in ing poverty,  

income poverty has recent ly r isen f rom 34% in 2000 to 38% in 2003. This  
has been accompanied a marked increase in inequal i ty ,  which has been 
r is ing s ince 1997.In other words growth has become less pro poor .  

•  Universal  Primary Education (UPE): Although UPE enro lment has 
rap id ly expanded, the qual i ty of  educat ion and drop out  rates remain a 
prob lem. (Out of  2,159,850 pupi ls who enrol led in P1 in  1997, only 22% 
reached P7 in  2003) 

                                                 
1 Background to the budget for financial year 2004/5, Ministry of Finance and Economic Development, June 2004 
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•  Poor health services:  Ch i ld nutr i t ion, together wi th infant  and ch i ld 
morta l i ty ind icators ,  has deter iorated between 1995 and 2000. HIV/AIDS 
remains a chal lenge and is  a lead ing cause of  death amongst  the 
product ive age group of  15-49.  

•  Economic growth:  In addi t ion to being less pro poor,  in  the recent years,  
growth has also s lowed, with rea l  economic growth averag ing 5.5% per 
annum between 1999/00 and 2003/04, compared to 6.7% between 1985/86 
and 1998/99. 

•  Macro economic management  
Government large f isca l  def ic i t ,  caused by the h igh level  of  a id 
dependency, is  putt ing upward pressure on both interest  rates and the 
exchange rate.  The resu l t ing major expans ion in  the net issuance of  
government secur i t ies is  “crowding out”  pr ivate sector  investment by both 
reduc ing the volume of loans made by commerc ia l  banks to the pr ivate  
sector and increas ing the cost  of  borrowing.  The resul t ing apprec iat ion of  
the sh i l l ing is reduc ing the prof i tab i l i ty  of  the export  sector  and pr ices 
paid to farmers. 

•  Participatory role of designing PRSP:  There are concerns wi th in the 
c iv i l  soc iety that genuine engagements of  the grassroots  were insuff ic ient ;  

•  Impromptu budget cuts :  Impromptu budget cuts and re-al locat ions are 
common in Uganda.  The f i rst  pot of  money that is  a v ic t im of th is  is  
money for  soc ia l  development programmes.  A lot  of  the re-a l locat ion is 
towards the defense budget.  

•  Corruption:  The integr i ty of of f ic ia ls  respons ib le for  the implementat ion 
of  PEAP at  a l l  leve ls  is  cruc ia l .  Recent exper iences and ev idence f rom 
Inspectorate of Government shows that  publ ic  resource d ivers ion and 
misuse are as widespread. 

Revised PEAP 
Due to chal lenges of  the PEAP in address ing the poverty prob lem, a rev ised 
PEAP was drafted with a v iew to address and consol idate the achievements in 
the quest  to erad icate poverty;  The revised PEAP provides the main pol icy  
thrust  that  wi l l  be fo l lowed over the medium term to address the key 
emerging cha l lenges and pr ior i t ies for  poverty reduct ion. Bu i ld ing on exist ing 
good pract ices,  the government pol icy wi l l  a im at  s t rengthening economic 
management;  enhanc ing product ion; compet i t iveness and incomes; addressing 
secur i ty ,  conf l i c t  resolut ion and d isaster  management;  improving governance: 
and improv ing human development outcomes.  
 

TRANSPORT SECTOR IN THE CONTEXT OF POVERTY IN UGANDA 
 
The Uganda Transport  System consists of  road, water,  ra i l ,  and a i r  t ransport .   
In 2001, the t ransport  sector contr ibuted 6.01% to the GDP. Uganda has not 
yet  developed a Nat ional  Transport  Pol icy (NTP) a l though a Draft  Transport  
Sector Pol icy and Strategy Paper was publ ished in 2001 with the object ive of  
develop ing a Nat ional  Transport  Pol icy.  The Government ’s  medium term 
strategy h inges on the promot ion of  cheaper ,  eff ic ient  and rel iab le t ransport  
serv ices.   The extent  to which transport  can contr ibute to poverty reduct ion is  
inf luenced by the fo l lowing factors:  
•  The decentra l i sat ion programme in which the responsib i l i t ies have been 

devolved from the Centra l  Government to the Distr ic t  and Local  
Government admin istrat ive levels;  

•  Libera l i sat ion of  the economy which has made i t  poss ib le for pr ivate 
companies to manage publ ic  t ransport  bus iness;  
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•  Government ’s  contro l  of  infrast ructure investment and maintenance with 
purpose of  improv ing access as a way of f ight ing poverty.  

 
The road transport  is by far the most dominant mode of  t ransport .  It  
accounted for 99% of  passenger–km and 95 % of f re ight tonnes-km in 1998.  
The tota l  publ ic  road network is  64,558 km. Of these nat ional  roads are 9458,  
Dis tr ict  roads 22,300, urban roads 2800 and community access roads 30,000.  
Only 25% and 45% of nat ional  and urban roads are paved respect ive ly .  A l l  the 
others are unpaved. Roads have been ident i f ied as among the pr ior i ty areas 
that can fac i l i tate poverty reduct ion. The key e lement in the implementat ion 
of  the Government ’s  t ransport  sector strategy is the Ten Year Road Sector 
Development Programme (RSDP).  The object ives of  RSDP are to 
•  Provide an ef f ic ient ,  safe and susta inable road network in support  of  

market integrat ion and poverty reduct ion;  
•  Improve the manager ia l  and operat ional  ef f ic iency of  road administrat ion; 
•  Develop construct ion industry .  

  
Poverty responsive pol ic ies in t ransport  have been developed largely based on 
Road t ransport .  This i s  based on the argument that  the other modes of  
t ransport  put  together carry only 20% or less of  the f re ight  and passenger 
t raf f i c  and therefore less s ign i f icant as far  as poverty erad icat ion is  
concerned.  In the last  four years,  road inf rastructure has been government ’s  
fastest  growing programme with a doubl ing of resources provided to the main 
roads to over Uganda Shs.35 b i l l ion a year.  
 

Elements of transport strategy that support poverty reduction in Uganda. 
 

The fo l lowing elements pol icy e lements can be sa id to prov ide l inks between 
poverty reduct ion and the t ransport  sector st rateg ies .  
•  Recognition of transport as a means of poverty reduction: The PRSP 

recognises that  the major i ty of  the poorest  people are i so lated. They incur 
h igh t ransport  and accessib i l i ty  costs . These costs  are h igher in  rura l  
areas espec ia l ly for  in land water t ransport  that  is four t imes more 
expensive than road t ransport .   

•  Increase in roads expenditure: The or ig ina l  focus of  RSDP was main-
roads but wi th the background of PEAP there was sh i f t  to inc lude Distr ict ,  
Urban & Community Roads in order for  the rural  communit ies and the poor  
people to part ic ipate in nat ional  economy. Strateg ies have been worked 
out to ensure that Dist r ict  and Community Access roads that serve the 
agr icu l tura l  areas and rural  loca l  populat ions, and in turn feed into the 
nat ional  road networks are developed. Uganda is  a benef ic iary of  the 
Heavi ly  Indebted Poor Countr ies Debt In i t iat ive (HIPC) .  Much of  these 
resources f rom th is  in i t iat ive are being used to fund rura l  feeder roads.  

•  Policy response to externalit ies:  Improved road network has led to 
increased traf f ic  vo lumes,  leading to prob lems of worsen ing traf f ic  
acc idents,  and increasing ax le load v io lat ions. These external i t ies 
contr ibute poverty intens i f icat ion i f  they are not  adequately  addressed. 
Under the RSDP, severa l  pol icy and strategy stud ies have been undertaken 
to handle issues of  road network management,  road des ign/maintenance 
standards/spec i f icat ions, project  development procedures, road 
maintenance procedures,  road safety, envi ronmental  
assessment/protect ion and road f inancing.   
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•  Policy response to Gender:  Government has set  a po l icy of  involv ing 
women in labour-based works as a way of  address ing poverty  and equity .  
I t  requ ires  contractors to use at  least  30% of their  labour force as women. 

 

Positive Transport policies outputs 
As wel l  as  making i ts  own contr ibut ions to the growth of economy, t ransport  
is a fac i l i ty  that  helps other sector  to reach thei r  own potent ia l .  Transport  
a lso contr ibutes to the fo l lowing: 

1.  Generation of domestic revenue:  In terms of fuel  tax, road l icences,  
income tax and import  taxes represent ing 23% of the local  domest ic  
revenue to the treasury. The Kampala C i ty Counci l  publ ic  t ransport  
lev ies contr ibute up to 30% of the loca l  tax co l lect ions;   

2.  Employment opportunities:  I t  creates employment through transport  
serv ices as wel l  as in  construct ion act iv i t ies.  Transport  serv ice sector i s  
a large employer,  poor people are employed as dr ivers ,  cyc l i sts ,  
conductors ,  gu ides, boat operators ,  tax col lectors ,  and porters among 
others.  Boda boda serv ices in Uganda d irect ly employ up to 200,000 
people;  

3.  Improving the poor peoples l ivelihood :  Roads fac i l i tate the 
modernisat ion of  agro-bus iness and improv ing access ib i l i ty  to schools ,  
markets,  health care,  water and sani tat ion points ,  admin ist rat ion and 
secur i ty .  They also open v i l lages to the rest  of  the wor ld,  reduce 
transport  costs and increase poorer peoples compet i t iveness in  
markets;  

4.  Contribution of transport sector to cross-cutting objectives of 
poverty reduction strategy (e.g.  Aids,  HIV, good governance 
etc):  Transport  p lays a cruc ia l  ro le in meet ing t ransversal  object ives of  
poverty reduct ion.  In the case of  HIV/Aids for  instance,  the v ict ims are 
usual ly  taken back to rura l  areas for  care by the relat ives.  Dur ing thei r  
i l lness they need easy access to health serv ices for  drugs and other 
home care serv ices. 

 
 

Disconnection between transport sector policies and poverty reduction 
objectives. 

There are s i tuat ions where t ransport  pol ic ies have not  worked to reduce 
poverty.  In some cases pol ic ies have contr ibuted to increas ing poverty.  
 
•  Privatisation without adequate regulation of transport services: 

This has led to carte l  l ike operators who, without  any consul tat ion or  
intervent ion by Government determine the fares . The existence of  carte ls  
is  a contrad ict ion of  government pol icy of  compet i t ion;  

•  Value for money:  Road users current ly ,  do not  get  value for  money by 
the condit ion of  serv ices they get.  Dur ing the f inancia l  year  1998/9 for 
example, on ly USHS 60.49 b i l l ion were d isbursed to the road sector 
compared to USHS 261.21 b i l l ion that were actual ly co l lected from road 
users.  Th is  represents on ly 23%of the money col lected; 

•  Lack of  performance indicators:  The mechanism to monitor  tender ing,  
performance of contracted companies is  lack ing,  most of  thei r  agreements 
are kept secret  and not  provided to the publ ic .  The poor are the least  
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empowered to moni tor  performance; in many cases,  the Local  Author i t ies 
inef f ic ient ly  manage the publ ic  t ransport  system. 

•  Capacity Building in transport service industry:  Benef i ts f rom 
serv ices are ins igni f icant because there is  no legal  f ramework or 
development strategy to support  serv ice providers in deve lop ing business 
strategies for  the benef i t  of  the users,  e.g. he lp ra ise the capac i ty  of  
operators in  publ ic  t ransport ,  dr iver  t ra in ing and local  t rucker 
organisat ions; 

•  Disadvantaged road user groups:  Poorer  people,  people wi th 
d isab i l i t ies (PWD) and other marg inal ized groups are not  of fered 
al ternat ives in the pr ivat ised t ransport  serv ice env ironment;  

•  Traff ic safety :  Pr ivat isat ion and the hands off  approach in regulat ion of  
the industry have intensi f ied safety prob lems for the poor; 

•  Economic rationale:  whi le pr ivat i sat ion has improved serv ices , the 
serv ices are now based on economic rat ionale and therefore exc lude many 
poor  people; 

•  Environmental issues :  The Env ironmenta l  Po l i cy and management 
assessment study was conducted to ident i fy  the status of  the country ’s  
procedures for conduct ing Environmental  Impact Assessments (EIA) of  the 
road sub sector .  I t  was found that  l i t t le  has been done in address ing th is  
issue and there is no framework for  mit igat ion or redress as in the case of  
o i l  sp i l ls  or  excavat ion s i tes created by road works,  which contr ibute to 
water ,  based d iseases. 

•  Traff ic security:  Secur i ty and cr ime in t ransport  i s  usual ly not  considered 
dur ing transport pol icy formulat ion yet i t  is  cr i t ica l  in the perspect ive of  
poverty reduct ion, as the poor are the most vu lnerab le. In Uganda the 
examples of r isks inc lude the c iv i l  war in the north where rebels target  
publ ic  t ransport  and usual ly  k i l l  and injure the poor  in the process.  In 
addi t ion, Intermediate modes of  t ransport  l ike donkeys and oxen are lost  
in the process. Road users are a lso vulnerable to cr ime in t ransport  thus 
undermin ing the ro le of t ransport  in t rade or provis ion of l ive l ihood,  
paradoxica l ly;  t ransport  prov ides a sense of  secur i ty .  Road users espec ia l ly  
the women are more secure h i r ing motorcyc les dur ing the n ight rather  
walk ing in dark spots.   

 

Conclusions 
Government has developed a strategy to address poverty cha l lenge by 
promot ing economic growth hand in hand with improved soc ia l  wel fare;  there 
is however  a number of  issues that needs to be addressed i f  the t ransport  
sector is  to contr ibute ef fect ive ly towards the poverty reduct ion goal .  
A l though Government has conf i rmed pr ivate and c iv i l  soc iety 's  ro le in pol icy 
formulat ion and prov is ion of t ransport  serv ices , the two ent i t ies hand in the 
pol icymaking process remains minimal .  There is  acknowledgement f rom the 
c iv i l  soc iety that  they lack of  capaci ty to engage donors and government in  
meaningfu l  d ia logue about t ransport  i ssues whether at  nat ional  or local  level .  
The danger of  not  involv ing the wider populat ion in the pol icy making process 
is  the loss of  popular  ownersh ip and fai lure of  poverty reduct ion programmes 
as ident i f ied by Vis ion 2025,  which is  a key e lement in  publ ic-pr ivate 
partnersh ip. This  leads to publ ic-pr ivate mistrust .  Th is  works to the 
d isadvantage of  the poor .  Transport  pol icy p lanning has been for  a long t ime 
been a publ ic  serv ice ro le.  S ince i t  i s  now a government po l icy to open up and 
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work with the pr ivate sector ,  p lanners of  in the transport  sector  ought to 
open up to co l laborat ion with other sectors .  

 
Secondly,  whi le the emphasis is  on road transport ,  po l icy makers usual ly  
emphasise roads rather than transport  serv ices.  There are a lso arguments 
that  emphasis  on roads has led to the neglect  of  other modes of  t ransport  
e .g. ra i l  and water t ransport .   The lack of  integrated transport  p lanning has 
led to b iased pol ic ies towards road transport  and roads in part icu lar  and the 
draft  t ransport  po l icy and strategy paper seems s i lent  on th is .  
 
Thi rd ly ,  whi le major ef forts have been made to in the recent years to improve 
the road transport  inf rastructure and operat ions much of the network remains 
in an unsat i sfactory  condi t ion lead ing to d i f f icu l t ies  in  mobi l i ty and h igh 
transport  costs .  In urban areas,  there is l i t t le at tent ion being paid in 
developing the urban infrast ructure for  ef f ic ient  urban mobi l i ty .  There is  
current ly  no prov is ion for the d isabled who require spec ia l  fac i l i tates l ike 
spec ia l  cabs and to i let  fac i l i t ies.   
F inal ly ,  Uganda i s yet  to art icu late an integrated rura l  t ransport  pol icy that  
looks at  more than the rura l  roads. Rural  t ransports are poor ly developed and 
expensive.   For example, there is  ev idence to show that the poor people use 
boda boda yet  i t  i s  more expensive compared to tax i .  L i t t le is being done to 
promote Intermediate Means of Transport  (IMT). Even the p lan for 
Modern isat ion of  Agr icu l ture l i t t le is  ment ioned on use of  IMTs to improve on 
rural  t ravel .  B icyc les,  which are widely  used in rural  Uganda, for  instance,  are 
heav i ly  lev ied with tax dut ies making the poor peoples ab i l i ty  to af ford the 
d i f f icu l t .   
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Objectives of  the paper 
This report  assesses the contr ibut ion of t ransport  to the poverty a l lev iat ion 
process in Uganda. I t  d iscusses whether or not t ransport  contr ibutes to 
poverty  a l lev iat ion. I t  i s  par t  of  the wider  s tudy cover ing 12 countr ies in 
Afr i ca and Lat in Amer ica to cr i t ica l ly  looking the transport  and infrastructure 
contr ibut ion to poverty reduct ion in i t iat ives.  
 
The study attempts to cr i t ica l ly  assess how the t ransport  po l ic ies anchor into 
the poverty erad icat ion pol i c ies part icu lar ly ,  the Poverty Reduct ion Strategy 
Paper (PRSP). This  is  due to growing concern that t ransport  largely  
contr ibutes to economic growth rather than to d i rect  poverty reduct ion. 
 
The study i s a lso interested in understanding the real i t ies on the ground 
regard ing the pol icy  outputs.  In other words, are t ransport  and poverty 
reduct ion pol ic ies actua l ly  contr ibut ing to upl i f t ing the poor peoples ’  
l ive l ihood or not? This is cr i t ica l  because good pol ic ies are supposed to t r ick le 
down to improve the poor peoples l ive l ihood. It  i s  a lso because for  some 
years now a lot  of  publ ic  investment expenditure has been d i rected towards  
poverty reduct ion in i t iat ives. 

 
The process 

The f i rst  phase of the project  has been designed to rev iew ex ist ing l i terature, 
spec i f ica l ly  focus ing on transport  pol i c ies together wi th poverty reduct ion 
pol ic ies.  The fo l lowing key documents were rev iewed. V is ion 2025,  Nat ional  
Long term Perspect ive Studies ,  Draft  Transport  Sector Pol icy and Strategy 
Paper,  Background to the Budget,  1999 to 2003, Road Management and 
F inanc ing study,  Transport  Sector  Strategy Study,  Poverty Eradicat ion Act ion 
P lan,  Poverty Reduct ion Strategy Paper.  The fu l l  l i st  of  the documents 
rev iewed is at tached as References. 
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Chapter 1 
Poverty reduction strategies in Uganda 

1.1 Introduction 
Poverty is  def ined as lack of  access to bas ic  necess i t ies of  l i fe  ( food, shel ter ,  
c loth ing) and other needs l ike educat ion and health.  It  i s  a dynamic process 
of  soc io economic ,  cu l tura l ,  pol i t ica l  or  other forms of depr ivat ion which 
af fects ind iv iduals ,  households or communit ies ,  often resul t ing into lack of  
access to basic needs of l i fe ,  a fee l ing of  powerlessness, iso lat ion and soc ia l  
exc lus ion.   

 
Uganda is  a poor country and is  c lass i f ied, as one of the least  developed 
countr ies  in the wor ld with income per cap ita is  US$ 250. About 48% of 
Uganda’s nat iona l  budget is  accounted for  through foreign a id.   
 
Poverty t rends3 reveal  that  38% of the populat ion (8.9 mi l l ion) l ives below the 
poverty l ine. The poorest  of  the nat ion are d ist r ibuted as fo l lows; Centra l  
17% Western 21%Eastern 25% and the North 37%.  
 
Though poverty t rends look chal lenging, s igni f icant  ach ievement have been 
atta ined in  the past  decade. Poverty has fa l len both absolute and in re lat ive 
terms.  In 1992, 9.3 mi l l ion people were l iv ing in  poverty ,  whi l st  8.2 mi l l ion 
were out  of  poverty.  As of  2003,  8.9 mi l l ion were l iv ing in poverty,  whi ls t  
16.4 mi l l ion are out  of  poverty .  56% of the populat ion was l iv ing in poverty a 
decade ago, as compared to 38% now 
  
Uganda’s poor  inc lude the smal l  ho lder  farmers in the country s ide, 
unemployed in the urban areas, jobless  youth, the i l l i terate,  orphans,  
beggars,  s t reet  ch i ldren and vulnerab le poor groups such as the land less 
pastora l i sts ,  set t lers  in  drought prone areas, and v ict ims of natura l  and 
human disasters l ike wars .   
 
The war in  the north has contr ibuted to poverty intensi f icat ion in the country.  
Research shows that  up to 2.2% of GDP4.  As of  October  2003,  1,405,976 
interna l ly  d isp laced persons were l iv ing in secur i ty  camps.  In addi t ion, catt le  
rust l ing are prominent in  the north and create insecur i ty ,  which intensi f ies 
poverty.   
 
Poverty i s  part icu lar ly acute for women l iv ing in rura l  areas. Households 
headed by women who const i tute 29 percent5 have a h igher r i sk of  poverty .  In 
addi t ion, poverty increases with the number of  female-headed households, as 
men migrate in search of  jobs. This phenomenon p laces h igher respons ib i l i ty  
for the wel l  be ing of  the fami ly ent i re ly on women. 
 
Uganda Vis ion 20256 ident i f ies poverty as a nat ional  weakness and shows how 
the erad icat ion of mass poverty and rura l  t ransformat ion has been a nat ional  
asp irat ion which has had l imi ted success.  The reasons for  the fa i lure of  the 
ear l ier  st rateg ies are (apart  f rom the usual  problems of  resource l imitat ions) 

                                                 
3 Household Survey, Uganda Bureau of Statistics, 1999. 
4 Larkin,2000 Day of analysis on Northern Uganda. 
5 “Women and Men in Uganda. Facts and Figures 1998” Ministry of Gender and Community Development. 
6 Vision 2025, A Strategic Framework for National Development, Volume 1,Ministry of Finance, February 1999.  
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lack of  people 's  part ic ipat ion in  formulat ion of  prescr ipt ions.  As such,  many of  
the previous strateg ies lacked popular  ownersh ip and commitment of  key 
actors in  soc iety in the i r  implementat ion.  Secondly,  many of  the act ion p lans 
were formulated on a p iecemeal bas is wi thout  l ink ing them to other 
development issues in an integrated manner.  
 

1.2 Need for Poverty eradication 
Poverty erad icat ion i s fundamenta l  to human development . Poor people are 
vulnerable and do not ef fect ive ly part ic ipate in the economy. Thei r  
involvement therefore in the economy, const i tutes a major premise for 
measur ing the benef i ts of  economic growth and development to the genera l  
populat ion.  

 
1.3 Government response to poverty eradication 

Government of  Uganda be l ieves the chal lenge of  poverty can be tack led by 
the implement ing the r ight pol i c ies.  Such pol ic ies have adopted the fo l lowing 
strategies:  
•  Mainta in ing and consol idat ing the exist ing macro economic pol icy 
•  Promot ing economic growth 
•  Prov id ing soc ia l  inf rastructure 
•  Creat ing nat iona l  capac i ty to fac i l i tate adequate and quick response to 

soc io economic prob lems such as structura l  unemployment 
•  Good governance 
•  Promot ing reg ional  development balance in Uganda  
•  Promot ion of  reg ional  cooperat ion 
 

1.4 Poverty Eradication Action Plan 
I t  was with th is background that  government embarked on the implementat ion 
of  the Poverty Erad icat ion Act ion P lan [PEAP].  Pr ior i ty areas were ident i f ied 
and resources are now being red ist r ibuted f rom non-pr ior i ty to poverty 
eradicat ion areas so that  resources match nat ional  ob ject ives. 
 
PEAP has the fo l lowing four p i l la rs 
•  Rapid and sustainable economic growth and st ructural  t ransformat ion 
•  Good Governance and Secur i ty  
•  Increased ab i l i ty  of  the poor  to ra ise their  incomes 
•  Enhanced improvement of  qual i ty of  l i fe.  

 
The PEAP c lear ly shows that there are essent ia l ly  s ix cr i t i ca l  sectors  that  
requi re substant ia l  budget expenditures i f  the object ive of  erad icat ing poverty 
is to be achieved. The f i rst  three sector  are d i rect ly  concerned with increasing 
rural  incomes and support ing the pr ivate sector [main roads, rural  feeder 
roads and,  agr icu l ture] the other  three [Educat ion Health and Water]  are 
d i rect ly  concerned with improv ing the qual i ty  of  l i fe of  the poor .  
 
The s ix areas are interdependent .  For example the modern isat ion of  
agr icu l ture is  cr i t ica l ly dependant on the improvement of  road network and 
higher levels of  l i teracy. Increased access to c lean water would have a major 
importance on heal th.  
 
The development of  the PEAP led to the product ion of  a Poverty reduct ion 
Strategy Paper (PRSP) in September 2000. In May 2001, The World Bank 
approved a Poverty Reduct ion Support  Cred it  (PRSC) which estab l ished a 
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ro l l ing medium-term pol icy f ramework sett ing out a three-year reform 
programme with performance benchmarks, po l icy measures and outcomes 
targets.  

1.5 Poverty Reduction Strategy Paper (PRSP) 
PRSP is  the government framework strategy that  out l ines how a country p lans 
to ut i l i se the debt savings in order to erad icate poverty.  
 
The development and implementat ion of  PRSP is  based on s ix core pr inc ip les 
that  inc lude, 
•  Broad based part ic ipat ion and invo lvement by c iv i l  soc iety and pr ivate 

sector  in  a l l  operat ional  steps.  
•  Resul t  or iented approach focused on outcomes that benef i t  the poor .  
•  Comprehensive recognit ion of  the mult id imensional  nature of  poverty 
•  Effect ive pr ior i t i sat ion to ensure that  implementat ion is  feas ib le in 

technica l  and inst i tut ional  terms. 
•  Partnersh ip or ientat ion that promotes the involvement and coord inat ion of 

development partners 
•  Long-term perspect ive for  poverty erad icat ion.   

 
Formulat ion of  PRSP starts  with developing a comprehens ive understanding of  
poverty and i ts  determinants.  This  involves:  
•  A part ic ipatory analys is of  causes of  poverty,   
•  An understanding of who the poor are and where they l i ve and thei r  main 

barr iers to moving out of  poverty.   
•  Ident i f i cat ion of  the r ight poverty reduct ion outcomes, and the key publ ic  

act ions, pol icy changes, inst i tut ional  reforms, programmes and projects 
needed to ach ieve the outcomes. 

 
Last ly,  target ind icators and monitor ing systems are estab l ished to moni tor  
implementat ion of  po l icy progress in poverty reduct ion. 

 
1.6 Re-focusing public expenditure 

The Government of  Uganda has refocused publ ic  expendi ture on poverty 
eradicat ion. A l l  publ ic  expendi ture has been reor iented to pr ior i t ise poverty 
eradicat ion without  compromis ing the overa l l  s t rategy for  acce lerated growth.  
Government 's  budget pol icy can be summarised by two s imple fundamenta l  
object ives 

1.6.1 Promotion of rapid economic growth 
As the pr ivate sector i s the engine for  economic growth, susta in ing rapid 
growth means prov id ing the r ight  environment for pr ivate sector to f lour ish.  
In part icu lar  th is means ensur ing overa l l  secur i ty ,  the maintenance of macro 
economic stab i l i ty ,  the expansion of  the road system, the prov is ion of  a wel l  
funct ion ing legal  system and the implementat ion of  wide ranging structura l  
reforms, such as the l iberal i sat ion of  markets.  

1.6.2 Ensuring benefit for all  
Rapid growth alone is not  suff ic ient .  I t  i s  v i ta l  to ensure that a l l  people 
benef i t  f rom the growth, in part icu lar  the poorest  members of the community .  
This means putt ing the r ight  pol icy f ramework in p lace regard ing land; access 
to cred it ;  support  to micro and smal l -scale enterpr i ses;  industr ia l  re lat ions 
and tra in ing; the env ironment and d isaster management. But  i t  a l so means 
focus ing Government spending on three object ives: 
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1.  Strengthening good governance 
2.  Increas ing incomes for the poor  
3.  Improving the qual i ty of  l i fe of  the poor  ( in part icu lar  through 

increasing provis ion for three basic serv ices:  heal th;  water and 
educat ion)  

 
In t ranslat ing these pol ic ies into pract ica l  object ives into pract ica l  budget 
proposa l ,  the fo l lowing card inal  pr inc ipals  of  good budget pract ice are 
observed: 

•  The overal l  cost  must be af fordable 
•  Al locat ion across sectors  should conform wi th st rateg ic  

object ives 
•  Al locat ions should be pr ior i t ised accord ing to where the l imited 

resources can make the greatest  d i f ference 
 

1.7 Past budget performance 
Past budget scored wel l  on overa l l  af fordabi l i ty .  Inf lat ion is  under control .  
There was substant ia l  increase in regard to h ighest  pr ior i ty areas dur ing the 
years:  Secur i ty  and Roads. Heal th has a lso been increased.  

     1.7.1Challenges of the PRSP 
The genera l  weaknesses in the PRSP process provide an important  backdrop in 
analys ing the role of  t ransport  in  poverty  reduct ion. 
•  Poverty and inequality:  Despi te the genera l  t rend of decl in ing poverty,  

income poverty has recent ly r isen f rom 34% in 2000 to 38% in 2003. This  
has been accompanied a marked increase in inequal i ty ,  which has been 
r is ing s ince 1997.In other words growth has become less pro poor .  

•  Universal  Primary Education (UPE): Although UPE enro lment has 
rap id ly expanded, the qual i ty of  educat ion and drop out  rates remain a 
prob lem. (Out of  2,159,850 pupi ls who enrol led in P1 in  1997, only 22% 
reached P7 in  2003) 

•  Poor health services:  Ch i ld nutr i t ion, together wi th infant  and ch i ld 
morta l i ty ind icators ,  has deter iorated between 1995 and 2000. HIV/AIDS 
remains a chal lenge and is  a lead ing cause of  death amongst  the 
product ive age group of  15-49.  

•  Economic growth:  In addi t ion to being less pro poor,  in  the recent years,  
growth has also s lowed, with rea l  economic growth averag ing 5.5% per 
annum between 1999/00 and 2003/04, compared to 6.7% between 1985/86 
and 1998/99. 

•  Macro economic management  
Government large f isca l  def ic i t ,  caused by the h igh level  of  a id 
dependency, is  putt ing upward pressure on both interest  rates and the 
exchange rate.  The resu l t ing major expans ion in  the net issuance of  
government secur i t ies is  “crowding out”  pr ivate sector  investment by both 
reduc ing the volume of loans made by commerc ia l  banks to the pr ivate 
sector and increas ing the cost  of  borrowing.  The resul t ing apprec iat ion of  
the sh i l l ing is reduc ing the prof i tab i l i ty  of  the export  sector  and pr ices 
paid to farmers. 

•  Impromptu budget cuts :  Impromptu budget cuts and re-al locat ions are 
common in Uganda.  The f i rst  pot of  money that is  a v ic t im of th is  is  
money for  soc ia l  development programmes.  A lot  of  the re-a l locat ion is 
towards the defense budget.  
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•  Corruption:  The integr i ty of of f ic ia ls  respons ib le for  the implementat ion 
of  PEAP at  a l l  leve ls  is  cruc ia l .  Recent exper iences and ev idence f rom 
Inspectorate of Government shows that  publ ic  resource d ivers ion and 
misuse are as widespread. 

1.8 Weaknesses of the PRSP. 

1.8.1 pro poor policies 
Exper iences f rom communit ies ’  shows that there is need to br idge out the 
micro level  dev iat ions between ex ist ing pol ic ies and grassroots rea l i t ies .  
Ord inary Ugandans need bas ic understand ing of local ,  nat ional ,  and g lobal  
l inkages to apprec iate some of  the nat ional  issues that af fect  them. Pol icy  
makers on the other  hand need a deeper understanding and apprec iat ion of  
the l ive l ihood chal lenges of  ord inary Ugandans to make propoor po l ic ies .  
There are widening gaps between the poor people and pol icy makers 
regard ing some propoor po l ic ies .  For instance, up to two th i rds of  the adul ts  
are out  of  remunerat ive employment, they pay tax but bas ic publ ic  soc ia l  
serv ices are pr ivat i sed.  Up to 90% of the Ugandans rely on imported used 
c loth ing but these c lothes have become a target of  tax increments of up to 
57%. Whereas the PEAP is  expected to s ign i f icant ly  t ransform the nature of  
agr icu l ture that i s large ly subs is tence (75%) to commerc ia l  agr icu l ture and up 
to 85% of  Ugandans der ive l ivel ihood from agr icu l tura l  sector  but  the sector  
a l locat ion i s just  2% of nat ional  budget resources and the extension system is  
pr ivat ised.  

1.8.2 Participation in designing PRSP  
Civ i l  societ ies were involved in the deve lopment of  the PRSP; there are some 
concerns that genuine engagements of  the grassroots were insuff ic ient .  
Part ic ipatory methodolog ies that  d irect ly  engage the poor were not exp lored 
or explo i ted and there was no c lear  inst i tut ional  f ramework for  part ic ipat ion. 
In essence, the procedure for  part ic ipat ion,  decis ion-making process and ro les 
of  d i f ferent stakeholders were not c lear ly  spel t  out .  In addit ion there was a 
prob lem of  understanding the meaning of the word part ic ipat ion.  Whi le some 
understood i t  as in format ion shar ing,  others regarded i t  as consul tat ion or  
col laborat ion. It  brought in a var iance in understanding the what ,  the who,  
and the how of  part ic ipat ion. 

1.8.3 Context of PRSP 
There are arguments that  PRSP should be of some d i f ference to the o ld 
structura l  adjustment approach.  Whi l st  poverty reduct ion should be the 
pr imary goal  of  PRSPs, the PRSP is  “up s ide down”7.  The macro economic 
pol icy f ramework is  the start ing point  and overr id ing factor.  PRSP is  more 
interested with macro economic stab i l i ty as i t  centra l  to government nat iona l  
economic p lanning. I t  ignores cr i t ica l  i ssues l ike soc ia l  serv ices, food secur i ty  
and agr icu l tural  extens ion which a l l  need to be rev is i ted.   
 
The main concern of  a l l  development actors is why macro economic stab i l i ty  
and h igh economic growth of  more than a decade has not  t rans lated into 
actua l  poverty reduct ion.  Uganda has the poorest  l i fe  expectancy, morta l i ty ,  
dependency,  teenage pregnancy and fert i l i ty  ind icators compared to most of  
i ts neighbours and i ts  latest human development index,  desp i te some 
improvements i t s  st i l l  much lower than sub Saharan Afr i ca averages.  

                                                 
7 Liking and Learning on PRSP, report by Joyce Kortlandt (NOVIB), John Ruthrauff (OXFAM),  
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There are now suggest ions for  more stud ies8 to f ind out why good macro 
economic pol ic ies do not  t r ick le down to the grassroots.  Indeed there are 
arguments that  c iv i l  soc iety organisat ions are advocat ing for home grown 
PRSP. In th is  way, increased local  resource mobi l i sat ion would f inance poverty 
reduct ion in i t iat ives and al low the country to focus on the pr ior i t ies i t  has 
ident i f ied i tsel f .   

 
1.9 Revised PEAP 

Due to challenges of the PEAP in addressing the poverty problem, a revised PEAP was drafted with a 
view to address and consolidate the achievements in the quest to eradicate poverty; The revised PEAP 
provides the main policy thrust that will be followed over the medium term to address the key 
emerging challenges and priorities for poverty reduction. Building on existing good practices, the 
government policy will aim at strengthening economic management; enhancing production; 
competitiveness and incomes; addressing security, conflict resolution and disaster management; 
improving governance: and improving human development outcomes.  
 

The four main core challenges remain and require urgent attention. These are:  
i) Restoration of growth in the incomes of agricultural households; 
ii) Restoring security in the parts of the country experiencing insecurity, and dealing with the 

consequences of insecurity 
iii) Consolidating the achievements of and addressing challenges in human development; 
iv) Using public resources more efficiently to address poverty 

                     
 
 
 

                                                 
8 Liking and Learning on PRSP,  
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Chapter 2. 
2.0 Uganda Transport System 

2.1 Introduction 
This chapter  prov ides a br ief  descr ipt ion of  the transport  system in Uganda 

 
2.2 Transport Modes 

The Uganda Transport  System cons ists of  road, ra i l ,  water and ai r  t ransport  
modes with road be ing the most  dominant .  

 
2.3 Transport Activities 
 

Table 1.0: Estimated Transport activity within Uganda, 1998 
 International Transit Domesti

c 
Total 

Passenger Traffic 
(Million passenger-km) 

    

Road 100 - 12,253 12,353 
Rail (inc. URC Marine) 1 - - 1 
Inland Water (excl. URC Marine) - - 107 107 
Air - - 10 10 
Total 101 - 12,370 12,47

1 
Freight Traffic 
(Million tonnes-km) 

    

Road 173 65 2,673 2,911 
Rail (inc. URC Marine) 137 - 10 147 
Inland Water (excl. URC Marine) - - 11 11 
Air - - - - 
Total 310 65 2,694 3,069 

Percentage Distribution 
 

International Transit Domesti
c 

Total 

Passenger-km     
Road 99.0 - 99.1 99.1 
Rail (inc. URC Marine) 1.0 - - 0.0 
Inland Water (excl. URC Marine) - - 0.9 0.9 
Air - - 0.1 0.1 
Total 100.0 - 100.0 100.0 

Freight tonnes-km 
    

Road 55.8 100.0 99.2 94.9 
Rail (inc. URC Marine) 44.2 - 0.4 4.8 
Inland Water (excl. URC Marine) - - 0.4 0.4 
Air - - - - 
Total 100.0 100.0 100.0 100.0 
Source:  Parkman, Hyder & IDC: Transport  Sector Strategy Study,  F ina l  Draf t  
Main Report,  RAFU/ MoWHC, June 2000.  
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2.4 Transport contribution to the GDP  
Stat ist ics f rom Uganda Bureau of  Stat is t ics9 shows that the t ransport  sector  
contr ibutes 6.01% to the GDP in 2000.  

 
2.5 Road Transport 

Road transport  i s by far  the most dominant mode of t ransport .  I t  accounted 
for 99% of passenger–km and 95 % of  f re ight tonnes-km in 1998. In FY 
1998/99, the vehic le f leet  was est imated to compr ise some 180,000 vehic les 
and was growing at  about 8% a year.  Passenger vehic les made up to 52% of  
a l l  motor i sed vehic les and l ight  goods vehic les accounted for  a further 35%. 
Heavy vehic les  (buses and t rucks) accounted for  10% of  the f leet .  

Table 2: The Ugandan Road Network 
 

Category of Road  Length 
Comments 

National 9,458 25% paved 
District 22,300 Virtually all 

unpaved 
Urban 2,800 45% paved 
Community Access 30,000 All unpaved 
Sub Total 64,558  
Private Unknown Mainly unpaved 

Source :  Updated 10-Year RSDP, MFEP 
   

2.6 Rail Transport 
Uganda Rai lways Corporat ion (URC) is  the so le prov ider of Rai l  serv ices with in 
Uganda. In addi t ion URC operates three wagon ferr ies across Lake Victor ia.  
The greatest  potent ia l  for the ra i l  sub-sector  l ies in the internat ional  
movements of  export  and import  goods. 
 

2.7 Air Transport  
Uganda being a land locked country requires an ef f ic ient  a i r  t ransport  
industry for  the movement of  passengers and non-trad i t iona l  exports  
especia l ly f lowers,  vegetables and f ish.   A i r  Transport is a lso v i ta l  for  the 
promot ion of  tour ism and is  a gateway access to the outs ide world.  
 

2.8 Water Transport 
Water t ransport  is seen as an essent ia l  component of  the nat ional  road 
network through the prov is ion of  “road br idges” between ind iv idual  road 
systems severed by water .  L ike road, water  t ransport  fac i l i tates the movement 
of  agr icu l tura l  produce and f i sh products to markets and process ing centres.   
 
Uganda Rai lways Corporat ion (URC) operates formal water t ransport  in 
Uganda in form of steamer sh ips .  URC ferr ies connect  K isumu (Kenya),  Bukoba 
(Tanzania)  with J in ja and Port  bel l  ( in  Uganda).   
 

                                                 
9 Statistical yearbook, 2001, Uganda Bureau of Statistics. 



 19

Apart  f rom URC, in formal or rura l  in land water t ransport  p lays a s izeable 
port ion in the t ransportat ion of  passengers and cargo on the nav igable r ivers 
and lakes of  Uganda. They prov ide serv ices l ike f ish ing and movement to and 
f rom the is lands. 
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Chapter 3 
Uganda Transport System 

3.1 Introduction 
This chapter prov ides a descr ipt ion of  Uganda’s  t ransport  Po l icy  Framework. 

 
3.2 Transport Sector Policy purpose.  

The purpose of  the transport  po l icy i s  to estab l ish the means by which 
Government sets out to achieve i ts  t ransport  object ives in support  of  nat ional  
and development a ims. The t ransport  system has been p lanned with in wider 
context of  nat ional  development. The Government ’s  medium term strategy 
hinges on the promot ion of cheaper ,  ef f ic ient  and re l iab le t ransport  serv ices 
as a means of  provid ing effect ive support  to increased agr icu l tural  and 
industr ia l  product ion, t rade, and tour ism, socia l  and admin ist rat ive serv ices .   

 
3.3 Factors impacting on Transport Sector Policies in Uganda 

There are a number of aspects that  have impacted on transport  p lanning 
process,  these inc lude 
•  The decentra l i sat ion programme in which the respons ib i l i t ies and powers 

are devolved from the Centra l  Government to the d istr ic t  Local  
Government administ rat ive levels .  S ince 1993, the administ rat ive and 
f inanc ia l  responsib i l i t ies have been entrusted to local  author i t ies wi th  
purposes of  better  serv ice de l ivery. 

•  Libera l i sat ion of the economy has made i t  poss ib le for  pr ivate companies 
to manage publ ic  t ransport  bus iness. Government d ivested state owned 
companies that used to run publ ic  t ransport  bus iness.  I t  has d isengaged 
i tse l f  f rom bus iness pract ices.  

•  Government ’s  retent ion of  the ro le of  regulat ion and taxat ion of  t ransport  
operators 

•  Government ’s  contro l  of  infrast ructure investment and maintenance with 
purpose of  improv ing access as a way of f ight ing poverty.  

 
3.4 National Transport Policy 

Uganda has not yet  developed a Nat ional  Transport  Pol icy (NTP) a l though a 
Draft  Transport  Sector Pol icy and Strategy Paper10 was publ i shed in 2001 wi th 
the object ive of  develop ing a Nat ional  Transport  Pol icy.  An NTP is important  
for the harmonizat ion of the d i f ferent pol ic ies.  Exp lanat ions for the delay 
have been p laced on the need to carry out a Transport  Master-P lan study, 
which is  underway a l though there are suggest ions that there is no need for 
another study but  engagement of  a consul tant  to carry out  th is  ro le11.  
 
In pract ice therefore,  each transport  sub-sector has i ts own sectora l  po l ic ies 
and i t  i s  hoped that  in future a nat ional  t ransport  pol icy wi l l  eventual ly  be 
developed.  
 

3.5 Problems of absence of a National Transport Policy 
Absence of  an NTP is  a d isadvantage to the country.  Many cruc ia l  issues are 
not be ing addressed as a resu lt .  Cr i t ica l  areas such as, urban mobi l i ty  i s  not 
be ing g iven the at tent ion they deserve as emphas is  is being la id on main 

                                                 
10 The Draft Transport Sector Policy and Strategy Paper, Government of Uganda, Ministry of Works, Housing and Communications, 
December 2001. 
 
11 Transport Sector Strategy Study, Final Report, Volume 2, IDC, Hyder and Parkman 2000 
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roads. In addi t ion,  the country i s not  opt imis ing the benef i ts  of  donor 
support .  In i t iat ives l ike the Rura l  Travel and Transport  Programme (RTTP) of  
the Sub Saharan Afr ica Transport  Pol icy Programme (SSATP) are being missed 
in the process.   
 

3.6 Draft Transport Sector Policy and Strategy Paper 
The Draft  t ransport  pol icy and strategy sector paper i s  a result  of  var ious 
in i t iat ives drawn together wi th the latest  government th ink ing in a s ingle  
document of  t ransport  sector  pol icy and strategy. Transport  sector i s  
expected to p lay a centra l  ro le in the development of  the economy, 
eradicat ion of poverty and the economic integrat ion as a whole. S ign i f icant  
improvements are required however i f  t ransport  i s to p lay th is  ro le 
ef fect ively ,  i t  has to have improvements. 
 

3.7 Institutional framework for transport policies 
The Min is t ry of  Works, Hous ing and Communicat ions,  (MOWHC) sets out  po l icy 
for t ransport  sector .  The Dis tr ic t  and Urban Counci ls wi th p lanning assistance 
f rom MOWHC manage the Distr ic t ,  Urban and Community Access Roads. 
 

3.8 Road sector policies 
Roads have been ident i f ied as among the pr ior i ty  areas that  can fac i l i tate 
poverty reduct ion and are cr i t i ca l  in the transformat ion and development of  
the economy. The key element in  the implementat ion of  the Government ’s 
t ransport  sector strategy i s  the Ten Year Road Sector Development 
Programme (RSDP).  The Roads component of  the Programme wi l l  cost  USD 1.5 
b i l l ion. The object ives of  RSDP were to 
•  Provide an ef f ic ient ,  safe and susta inable road network in support  of  

market integrat ion and poverty reduct ion 
•  Improve the manager ia l  and operat ional  ef f ic iency of road administ rat ion 

and, 
•  Develop the construct ion industry.   
 
The RSDP has had 3 main components . These have been 
•  Inst i tut ional  Development 
•  Nat ional  Roads management 
•  Distr i c t ,  Urban Roads & Community Access Roads management .   
         

3.9 Air Transport Policies 
Government pol icy on the av iat ion industry is  to ensure that the a i r  t ransport 
industry i s  safe, secure, regular and ef f ic ient .  I t  i s  a lso to ensure that  the 
Entebbe a i rport  turns into a reg ional  hub.  
 

3.10 Rail Transport Policies 
The pol icy on ra i l  is  h inges on reduct ion of  d irect  ro le of  government in the 
sub sector,  promot ion of pr ivate sector part ic ipat ion and commercia l i sat ion of  
URC. 
 

3.11 Water transport Policies 
An Inland Water t ransport  study was concluded in 1998. Among other th ings,  
the study aimed at  rev iewing the current water t ransport  pol ic ies  and 
regulat ions with a v iew of formulat ing new ones. Var ious laws relat ing to 
water  t ransport  were found to be d is jo inted and out  of  date.  Government is  
work ing on the bas is of the study recommendat ions and wi l l  soon come out  
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with a new pol icy for the sub sector .  Otherwise the current pol icy is  for  
government to prov ide port  inf rastructure and serv ices.  The pol icy  is however 
be ing reviewed and i t  i s  env isaged that  in future, as a general  pr inc ip le,  
Government wi l l  cont inue to prov ide port  inf rastructure but the operat ion of  
ferry and other serv ices wi l l  be t ransferred to the pr ivate sector .  
 

3.12 Emphasis on Road Transport 
Poverty responsive pol ic ies in t ransport  have been developed largely based on 
Road t ransport .  This i s  based on the argument that  the other modes of  
t ransport  put together carry only 20% or less of  the f re ight  and passenger 
t raf f i c  and therefore less s igni f icant as far  as poverty erad icat ion is  
concerned12.   They have thei r  unique qual i t ies.  For example, ra i l  t ransport  is  
wel l  su i ted for bulky cargo such as cof fee cement etc .  A i r  t ransport  i s  a lso 
wel l  su i ted for  h igh value,  low volume and per ishable products such as  
f lowers and fresh f ish.  In these two instances, the poor on ly benef i t  ind i rect ly  
f rom the increased capaci ty  of the exporters to purchase the ir  produce. 

3.13Inadequate funding of  road infrastructure  
There are reports  of  delayed payment to the pr ivate sector  providers.  This 
has led to prob lems for  the pr ivate sector at  t imes lead ing to indebtedness in 
some cases lead ing to the c losure of  bus inesses. This has led to the 
retardat ion of  pr ivate sector development. Th is t rend undermines the 
government pol icy of  develop ing a v iab le loca l  construct ion industry and 
promot ion of  pr ivate sector  part ic ipat ion.  

3.14 Inadequate focus on transport services. 
Although i t  i s  ment ioned that  emphasis  is  on road transport ,  the pol icy  
makers usual ly  emphasise roads rather than transport  serv ices . Many road 
transport  pol ic ies h inge on roads instead of t ransport13.  Road transport  
serv ices and rura l  in land water  transport  are largely neglected on the pretext  
that  i t  i s  sh i f ted to the private sector .  Th is is  a weakness that puts poor users 
at  a d isadvantage. 
 
There are also arguments that  emphas is  on roads has led to the neglect  of  
other modes of  t ransport .  Us ing the ra i lway mode as an example, there are 
arguments that  a v ibrant ra i lway system contr ibutes to the preservat ion of  the 
road infrastructure assets .  Uganda before 1990’s  had a v ibrant ra i lways 
system that was run down by poor management and reduced f inancing from 
Government. The poor people used to use the passenger t ra ins to move wi th 
the i r  goods. Lake and water t ransport  has dec l ined in the s igni f i cant ro le i t  
p layed when the road network was complete ly underdeveloped.  Infrastructure 
and vesse ls are in poor condi t ions and there has been inadequate funding for 
the i r  impact .  Th is i s being done with the c lear  knowledge. 
 
“A l though water t ransport  is  inexpensive,  energy ef f ic ient ,  ef f ic ient  and 
environmenta l ly  f r iend ly form of t ransport .  I t  i s  not  exp lo i ted”. 14 
 
In other words,  lack of integrated transport  p lanning has led to b iased 
pol ic ies towards road transport  and roads in part icu lar  a l though the draf t  
t ransport  pol icy and strategy paper seems s i lent  on th is ;  
 

                                                 
12 G.O. Wandera, “The role of transport in the Economy of our country,” How is poverty linked to transport?. Paper presented at 
the inauguration of MUTMA, August 1999 
13 Budget speech, 2003/4, 12th June 2003. 
14 ECA ibid 
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Transport  modes must  compete with each other ’ s for  ava i lab le  funds. 
Government wi l l  undertake a study to ident i fy  pol i c ies that  wi l l  ensure equal  
t reatment of  d i f ferent modes of  t ransport  so that they may compete on a leve l  
p lay ing f ie ld15 

 
3.15 Road Infrastructure Investment 

The cr i t ica l  importance of roads in t ransforming and develop ing the economy 
has been recognised by the government .  In the last  four years Road 
infrastructure has been government ’s  fastest  growing programme with a 
doubl ing of  resources provided to the main roads to over shs.35 b i l l ion a 
year.  Donors have also been increas ing ly wi l l ing to commit  substant ia l  
resources and thei r  spending is  expected to r ise f rom around US$30mi l l ion in 
1997/98 to over US$150 mi l l ion in 2000/01. Ten Year Road Investment  P lan  
envisages investments on a total  network of  29,372km of d ist r ict  and urban 
roads from year 2003-4 to FY 2012-13.  The total  investment  is  about US$ 
476mi l l ion ( inc luding about 35.3 mi l l ion investment for  the d i lap idated 
Kampala Ci ty roads) 
 

                                                 
15 Transport Sector Strategy Paper. Ibid 2003. 
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Chapter 4 
Transport and Poverty reduction 

4.1 Introduction  
This chapter  examines how t ransport  pol ic ies are coherent with to the poverty 
reduct ion in i t iat ives.  I t  at tempts to look at  a  number of  i ssues to assess 
whether or  not  the pol ic ies favour the poor.  In th is way the strength and 
weaknesses of  the pol ic ies  are d iscussed. 

 
4.2 Poverty reduction achievements. 

Records from the Uganda Bureau of Stat is t ics ind icate a reduct ion of  poverty  
f rom 66% in 1997 to 38% by 2003 a l though i t  had reached 35% in 2002. This  
reduct ion has been att r ibuted to implementat ion of  good transport  pol ic ies .  The 
actual  contr ibut ion of  t ransport  in th is  reduct ion is  not ava i lab le.16 Government 
documents reveal  the commitment to f ight poverty.  For  instance, U Shs 18.49 
Bi l l ion wi l l  be spent  on road development budget in the FY2004-5 f rom the 
Poverty act ion Fund. 
 

4.3 Transport policies coherence with the Poverty reduction strategies  

4.3.1 Recognition of transport as a means of poverty reduction 
In terms of poverty,  i t  has been proved that the major i ty of  the poorest  people 
are iso lated. This i s  because they incur  high t ransportat ion costs re lated to 
both phys ical  and non-phys ica l  barr iers .  These costs are h igher in rural  areas 
espec ia l ly  for  in land water t ransport  that  is four t imes more expens ive17.  The 
recogni t ion of  the l inkage of  t ransport ,  as a prerequis i te to f ight  poverty by 
government should be seen as st rength of  the Government.  
 
“Transport  inf rast ructure and serv ices can s ign i f icant ly contr ibute to reducing 
poverty s ince on one hand there is  a l ink between infrastructure and economic  
growth, and on the other ,  the poor are usual ly  ident i f ied as having inadequate 
access to infrastructure serv ices such as c lean water ,  sani tat ion and 
transportat ion and communicat ions,  which are cons idered as “ input indicators”  
of  poverty.”  18 

 

4.3.2 Increase in roads expenditure. 
The or ig ina l  focus of  RSDP was main roads but with the background of  PEAP 
there was shi f t  to inc lude Distr i c t ,  Urban & Community Roads in order for  the 
rural  communit ies and the poor people to part ic ipate in nat iona l  economy. 
 
Government ’s  strategy of  increased expendi ture on roads is de l iberate 
at tempt, together wi th other in i t iat ives to erad icate poverty.   Poverty  
reduct ion is not  just  expected to be a by-product  of  economic growth but a 
result  of  the part ic ipat ion of  the poor in the economy. For economic growth 
and poverty reduct ion to be susta inable,  the largest  proport ion of  the 
populat ion,  who are the poor  rura l  dwel lers,  should be inc luded in  the 
regenerat ion of  the economy. 
 

                                                 
16 Ministry of Finance. 
17 Kwamusi Paul, Waterways and livelihood, IFRTD, 2003. 
18 UNECA, The Way Forward, 12th meeting of the conference of the African ministers of  transport and communications. May, 2002. 
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PEAP is the background to the change in pr ior i t i sat ion of  the nat ional  road 
development and maintenance investment p lan.  The provis ion of  an ef f ic ient  
road network (Nat ional  and Dis tr ic t)  is  p ivota l  to the PEAP. G iven the 
complementary nature of  the Nat ional  Roads and the Dist r ic t  Urban and 
Community Access Roads (DUCAR),  strateg ies have been worked out to ensure 
that harmonious and synchronized development of  these networks is  
undertaken in support  of  Government ’s poverty  reduct ion strategy. Whereas 
Dis tr ict  and Community Access roads serve the agr icu ltural  areas and rura l  
loca l  populat ions,  they in turn feed into the nat ional  road networks that  
connects centres of  the country and eventua l ly into the neighbour ing 
countr ies .  
 
Uganda is  a benef ic iary of the Heav i ly  Indebted Poor Countr ies  Debt In i t iat ive 
(HIPC) . This in i t iat ive wi l l  save the country US$ 650M in debt over the next  
30 years.  Under th is  arrangement , a Poverty Act ion Fund has been created.  
Much of these resources are being used to fund rura l  feeder roads. For 
example,  UGSHS 13.86 b i l l ion was earmarked in 1999/2000 for rura l  road 
development. In addi t ion,  the Government is  procur ing a ship for  use in Ssese 
Is land under the funding of  Poverty Act ion Fund.  

4.3.3 Policy response to externalities 
Road improvement had in the past  been done wi thout much attent ion on 
traf f i c  management ,  t raf f ic  safety,  t raf f ic  ax le load l imits ,  envi ronmental  
protect ion and soc ia l  impact  mit igat ion. Government has real ised the 
importance of  develop ing pol icy and regulatory f rameworks under which road 
users,  road assets ,  and the envi ronment can be protected. Improved road 
network has led to increased t raf f ic  vo lumes, lead ing to worsen ing t raf f ic  
acc idents,  and increas ing ax le load v io lat ions.  These external i t ies contr ibute 
poverty intens i f i cat ion i f  they are not adequate ly addressed. 
 
Under the RSDP, several  po l icy and strategy studies have been undertaken.  
The stud ies have h ighl ighted the need to update, harmonize and improve the 
current po l ic ies/  Strateg ies /  pract ices in;  
•  Road network management 
•  Road des ign and maintenance standards,  and spec i f icat ions 
•  Project  development procedures 
•  Road maintenance procedures 
•  Road safety 
•  Environmenta l  assessment and protect ion,  and, 
•  Road f inanc ing 

 

4.3.4 Policy response to Gender 
Government has set  a pol icy of  involv ing women in labour-based works as a 
way of address ing poverty and equity .  I t  requires contractors to use at  least  
30% of  their  labour force as women. 
 

4.3.5 Positive Transport policies outputs 
As wel l  as  making i ts  own contr ibut ions to the growth of economy, t ransport  
is a fac i l i ty  that  he lps other sector to reach the ir  own potent ia l .  Transport  is  
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referred as “oi l  of  the wheel  of  the economy”19.  The eventual  output  of  the 
t ransport  pol ic ies is  supposed to be ef f i c ient t ransport  system espec ia l ly  for  
the other sectors .  

4.3.5.1: Contribution of transport sector to domestic revenue 
Transport  re lated operat ions in  terms of  fuel  tax,  road l icences,  income tax 
and import  taxes contr ibute up to Ushs 260 b i l l ion by 1998 represent ing 23% 
of  the loca l  domest ic  revenue to the t reasury.  This contr ibut ion is  s igni f icant  
because government uses these resources to fund var ious poverty reduct ion 
programmes in the country .  In addi t ion, t ransport  operat ions in form publ ic  
t ransport  lev ies and tender fees are the s ingle most important source of  tax 
revenue for  local  governments.  Kampala C ity Counci l  for  instance,  publ ic  
t ransport  lev ies contr ibute up to 30% of the local  tax col lect ions. 
 

4.3.5.2.Employment opportunities 
This is espec ia l ly  so wi th regard to enhanc ing rura l  household incomes. The 
MOWHC is  implement ing a del iberate pol icy to encourage contractors to use 
labour-based methodolog ies as a way of  a l lev iat ing poverty.  
 
In regard to t ransport  serv ices , publ ic  t ransport  is  one of the largest  informal  
sector employment providers .  Poor people are employed as dr ivers,  cyc l i s ts,  
conductors,  gu ides,  boat operators,  tax co l lectors ,  and porters among others.  
Howe est imates that  Boda boda serv ices in Uganda employ up to 200,000 
people20.  In addi t ion several  people are employed as mechanics,  art isans, fue l  
company employees and traf f ic  enforcement of f icers.  

4.3.5.3.Improving the poor peoples livelihood. 
The prov is ion of  an ef f ic ient  road serv ice is  at  the core of poverty erad icat ion 
st rateg ies and enhancing rural  incomes. Roads benef i t  the poor in many ways. 
Roads fac i l i tate the modernisat ion of  agro-bus iness and improving 
accessib i l i ty to schools ,  markets ,  health care, water and sanitat ion points,  
admin ist rat ion and secur i ty .  
 
Rura l  roads open v i l lages to the rest  of  the wor ld,  reduce transport  costs  and 
i f  the market is  compet i t ive,  increase the pr ices they get f rom their  produce.  
They also improve food secur i ty for  the nat ion as a whole, through easier  
t ransport  of  produce to areas of  shortage.    
 

4.3.5.4 Contribution to meeting crosscutting objectives of poverty  
reduction. 
Transport  p lays a c ruc ia l  ro le in meet ing t ransversal  object ives of  poverty 
reduct ion. In the case of  HIV/Aids for instance,  the v ict ims are usual ly taken 
back to rura l  areas for  care by the relat ives.  Dur ing their  i l lness they need 
easy access to heal th serv ices for  drugs and other home care serv ices.  

 
4.4 Transport policy inconsistency with poverty eradication. 

People l iv ing in poverty are more interested in seeing tangib le improvements 
of  thei r  l iv ing standards through increased access to af fordable and adequate 

                                                 
19 Road sector management and financing. 
20 Howe John, Boda boda Uganda’s Rural and Urban Low Capacity  Transport Services in Uganda, 2002. 



 27

basic  serv ices in order to apprec iate the benef i t  of  t ransport  pol ic ies.  
Unfortunately ,  th is is  in many not a lways the case. Road users pay heav i ly  in 
terms of taxes lev ied by the Government yet  there are many cases when they 
receive less va lue for  money for  the taxes lev ied.  
 

4.4.1 Reasons for poor transport policy outputs 
The ECA, summarised the past  decade in t ransport  development as fo l lows 
“Dur ing the last  decade, t ransport  and communicat ions development has made 
some posit ive contr ibut ions to the economic development of Afr ica. At  the 
same t ime, i t  has const i tuted an important  source of  external i t ies,  which are 
not internal ized in many cases due to the fa i lure of nat ional  po l ic ies  in 
reaching the aim of equal iz ing pr ivate and soc ia l  cost  as wel l  as sat is fy ing the 
needs of  users .  The current development of  t ransport  is  st i l l  nei ther  
sat is factory,  or  has not  contr ibuted to the reduct ion of  poverty in Afr ica 
part icu lar ly in  rural  areas where most  of the poor ,  espec ia l ly  women l ive.”21 
 
There are a number of  reasons that lead to poor pol icy outputs.  These 
inc lude: 
Non- implementat ion of  the t ransport  po l ic ies,  poor implementat ion,  absence 
of  the relevant t ransports pol ic ies and negat ive impact  of  the t ransport  
pol ic ies.   
 
ECA22 however,  bel ieves that the poor  t ransport  performance i s due to lack of  
appropr iate pol icy formulat ion and implementat ion; Inadequate f inanc ing; 
High cost  of  t ransportat ion;  lack of appropr iate human and inst i tut ional  
capac i ty;  poor t ransport  and communicat ion fac i l i tat ion; inadequate safety 
and secur i ty;  poor contr ibut ion of  urban and rural  areas to deve lopment and 
to poverty reduct ion;  unexplo i ted technolog ical  development;  lack of  
appropr iate database and; d is jo inted market integrat ion and inappropr iate 
infrastructure network.  
 

4.4.2 Privatisation of transport services: the cons 
The quest ions around the actual  benef ic iar ies of pr ivat isat ion of t ransport  
serv ices and whether such pol ic ies intervent ions benef i t  the poor  and 
contr ibute towards poverty erad icat ion are re levant to the d iscuss ions in th is  
paper.  
 

4.4.2. 1.Cartels. 
Recent  stud ies by Transport  Research Laboratory,  UK have shown that publ ic  
t ransport  agenc ies in Uganda pract ice carte l  systems lead ing to inef f ic ient  
de l ivery of  serv ices23.  The Uganda Taxi  Operators and Dr ivers Assoc iat ion 
(UTODA) for  instance,  makes abnormal  prof i ts at the expense of  the poor.  
Pr ices are left  to the market forces and the serv ices are l imi ted to people who 
can af ford them. The operators without any consul tat ion or intervent ion by 
Government determine the fares. The ex istence of  carte ls i s a contrad ict ion of  
government pol icy  of  compet i t ion. 
 

                                                 
21 ECA ibid, May, 2002 
22 ECA ibid, May, 2002 
23 M. Benmaamar, Improved Vehicle Operations in Uganda, TRL, UK,2001 
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“Government wi l l  not  as a ru le d irect ly  part ic ipate in the provis ion of  
t ransport  serv ices. Its  ro le is to prov ide pol icy and guidel ines and to c lear ly  
def ine the laws and ef f ic ient ly  exerc ise i ts  regulatory powers to ensure 
estab l i shment of a level  p lay ing f ie ld  for  the compet i t ive prov is ion of  
serv ices” . 24 
 
Pr ivat isat ion often neglects the soc ia l  responsib i l i t ies in  del ivery of  bas ic 
serv ices that  are cruc ia l  to the poor .  The poor lack the capac i ty  to gain 
access to the benef i ts of  pr ivat isat ion of publ ic  t ransport .  The above 
observat ions have severe impl icat ions on how the poor should  be ass isted to 
access bas ic  serv ices – t ransport ,  water ,  sani tat ion,  educat ion and heal th. 
The af fordabi l i ty of  such serv ices to the poor is  a concern that government 
should , i r respect ive of  g lobal  t rends do everyth ing poss ib le to safeguard.  
 

4.4.2.2. Value for money. 
For the poor to gain f rom pr ivat isat ion and improved basic  serv ices resu l t ing 
f rom l ibera l i sat ion there i s need to develop pol icy and regulatory mechanisms 
that  encourage retent ion of  resources generated as wel l  as re investment 
wi th in the publ ic  t ransport  and sustainable contr ibut ion to soc ia l  cap i ta l  by 
the pr ivate sector .  Road users current ly ,  do not  get  va lue for  money by the 
condit ion of  serv ices they get.  Dur ing the f inancia l  year 1998/9 for example,  
on ly UGSHS 60.49 b i l l ion were d isbursed to the road sector  compared to 
UGSHS 261.21 b i l l ion that were actual ly  co l lected f rom road users.  This 
represents only 23%of the money col lected. 
 

4.4.2.3. Lack of performance indicators 
In many cases, the Local  Author i t ies ineff ic ient ly manages the publ ic  
t ransport  system.  In the tender ing system for instance, there i s l imi ted 
involvement of  the c i t izen groups, whi le ex ist ing regulatory mechanisms have 
a lso proven ineffect ive at  ensur ing needs of the poor  are put into 
considerat ions dur ing the tender ing process. The mechanism to moni tor 
performance of such companies is  lack ing, most of  thei r  agreements are kept 
secret  and not provided to the publ ic .  Indicators to show impact and qual i ty  
are a lso lack ing and the poor are the least  empowered to monitor  
performance.   
 

4.4.2.4 Capacity Building in transport service industry 
There is no legal  f ramework or development strategy to support  serv ice 
prov iders in develop ing business strateg ies for the benef i t  of  the users.  
Desp i te t ransport  sector being one of the h ighest  sources of  revenue for  both 
central  and local  governments,  there are no purposive steps taken to help 
ra ise the capac i ty of  operators of  t ransport  serv ices .  
 

4.4.2.5. Disadvantaged road user groups. 
 

                                                 
24 Draft Transport Sector Policy and strategy Paper. 
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The disabled, sen ior  c i t i zens (e lder ly) ,  and chi ldren are most vu lnerab le 
members of  soc iety who are usual ly at a d isadvantage in regard to access to 
t ransport .   
PWDs are usual ly  lef t  behind dur ing the rush hours due to the relat ive ly long 
t ime they take to board or d isembark publ ic  t ransport  and yet  there is  no 
ef fort  to or ient them towards cater ing for  such d isadvantaged persons.  PWD 
a lso have to wai t  for  hours in rush hours t i l l  everybody has lef t  before they 
are t ransported.  Tax i  operators are reluctant to stop espec ia l ly when i t  is  
ra in ing and ass ist  them into the tax i .   In addi t ion, publ ic  t ransport  vehi8c les 
have no provis ions for  t ransport ing d isab led passengers.  In Kampala for  
instance, there i s no s ing le vehic le f i t ted wi th sky jacks ta i l i f t s .  The d isab led 
requi re to be accommodated in the design and operat ions of  the t ransport  
system because i t  i s  the ir  basic  r ight .  The benef i ts  of prov id ing transport  to 
people with d isabi l i t ies are c losely re lated to poverty reduct ion. They are as 
fo l lows; 
Mobi l i ty a l lows a d isab led person to earn a l i v ing 
Prov id ing t ransport  improves the opportunity for soc ia l  acceptance 
I t  he lps to develop personal  sk i l l s  and knowledge 
Supports  the d isab led to fu l f i l l  pol i t ica l ,  soc ia l  and economic goals 
Increases their  independence 
Helps recover the investment in  human potent ia l ,  for  instance where a tra ined 
d isab led person i s economical ly  act ive  
The general  layout of the tax i  parks in  the Kampala c i ty and other urban 
areas has no prov is ion for the wheelchair  use.  The taxi  parks to i lets have no 
prov is ion for  wheelchai r users or a spec ia l  to i let  with support ing ra i l s .  The 
entrance to the old tax i  parks prov ides for  sta i rcases with no prov is ion for  the 
wheel  chai r  use. Useable s idewalks provid ing access to pedestr ian t raf f ic  are 
usual ly not  access ib le due to vendors and c losed access by shop owners due 
to secur i ty  fears.   
Current ly ,  in Uganda there is  no inst i tut ion for  hear ing publ ic  compla ints 
about publ ic  t ransport  serv ice del ivery.  Though the pr ivate sector  prov ides 
publ ic  t ransport ,  there are certa in aspects that  should be handled by 
government especia l ly the deve lopment of  accessib le t ransport  serv ices.  

 

4.4.2.6. Traffic safety  
There is  ev idence to show that  pr ivat isat ion has not increased traf f ic  safety  
especia l ly publ ic  t ransport  industry.  Instead i t  has intensi f ied safety prob lems 
for the poor .  For instance, taxi  dr ivers are known have quest ionable 
profess ional ism and qual i ty .  S imi lar ly ,  there is  ev idence to conf i rm that most  
taxi  dr ivers per form poor ly in the traff i c system.  The pol ice f igures show that  
publ ic  t ransport  vehic les  involvement in acc idents wi th about 29% chances 
compared to smal l  veh ic les .  S ince most of the publ ic  t ransport  users carry 
poor people, the poor  are more suscept ib le to acc idents.  In addi t ion, the poor 
people are not ab le to have proper medical  care in post  acc ident s i tuat ion.  
This impl ies that  the i r  vu lnerab i l i ty  to sever i ty  of  acc ident i s therefore more 
pronounced. Research in Uganda shows that road acc idents impacts the poor  
most25.  This  is  because they are more vu lnerab le as pedestr ians and cyc l i sts  
to injur ies.  Pedestr ians and cyc l is ts  are unprotected road users in the traf f ic  
system. The data shows that about 60% of  the fata l i t ies are pedestr ians many 

                                                 
25 Work done by Injury Control Centre, Uganda, 1998. 
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of  whom are chi ldren. The r ich reduce such r isks by being passengers in the 
traf f i c  system.  
 
Uganda has no t raf f ic  safety pol icy.  Al though government has set  up a new 
traff i c  Act  and inst i tuted safety stud ies,  safety concern remains min imal  and 
uncerta in . One recent  study26 states that  acc idents are cost ing the Ugandan 
economy up to $101 mi l l ion per  annum. This  represents 2.3% of the GNP. This 
is  a heavy loss i f  one cons iders that  t ransport  sector  contr ibutes 6% of the 
GNP. This impl ies that  a lmost hal f  of t ransport ’s contr ibut ion to GNP is lost  in 
traf f i c  acc idents a lone. 
 
There i s an overs ight on the part  of Government p lanners over fa i lure to p lay 
a lead ing ro le in promot ing l iberal i zat ion at  the expense of safety.  For 
instance, importat ion of  used tyres undermines safety commitment  by 
Government.  In addi t ion, unl ike the HIV/AIDS v ict ims in Uganda, in regard to 
the legal  process, the poor road users are f rust rated by the system that t reats 
them as mere ev idence. There is fa i lure in protect ing the road user ’s  r ights 
and guaranteeing fa i r  compensat ion.  Road acc ident v ic t ims do not have a 
prov is ion for  mater ia l ,  medical ,  jud ic ia l  and counsel ing ass istance. The system 
is  b iased towards dr ivers .  Dr ivers are usual ly  powerfu l  and inf luence the 
outcome of the jud ic ia l  process, as the poor cannot be p i t ted against  them. 
They see themselves as weak and are not t reated with d igni ty they deserve 
due to inab i l i ty to h i re legal  serv ices .  Unfortunately such issues are not  
ref lected at the t ransport  pol i cy p lanning stages and therefore not tackled.  
 

4.4.2.7. Economic rationale 
It  i s  t rue that pr ivat isat ion has improved serv ices s ince the government 
d ivested i tsel f  f rom the prov is ion of  serv ices;  however ,  the serv ices are now 
based on economic  rat ionale and therefore exc lude many poor  people.  For 
example, roads in poor state of  repair  users  suffer  f rom overcharg ing or 
complete wi thdrawal  of  serv ices by the operators.   

 

4.4.2.8 Retrenchment 
The respons ib i l i ty  for  road administ rat ion and execut ion of  road act iv i t ies has 
been separated f rom the MOWHC by the creat ion of  semi-  autonomous Road 
Agency Format ion Uni t  (RAFU).  The creat ion of  RAFU as a precursor to the 
future Road agency has led to implementat ion of  RSDP that has been 
transferred to RAFU. In th is respect ,  i t  has led to decrease of  s taf f  of  MOWHC 
with an increase of  staf f  in  RAFU. However f rom Figure below, i t  i s  apparent 
that  many workers of  MOWHC are being la id of f ,  as RAFU employment 
opportuni t ies are l imi ted and open to expatr iates.   
 
In other words sector  reforms are impact ing negat ively to the poor employees  
who lose their  l ivel ihood thus increas ing poverty as they end up being 
redundant .  

 

                                                 
26 Road safety Study, Uganda, Economic working Paper, Phoenix Engineering & Research Ltd, 2001 
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Table 3. Impact of reforms on employment in the road sector. 

Approved staff of MOWHC 
Year 1996/

7 
1997/8 1998/9 1999/00 2000/01 

Establishment 2291 2159 na 1706 1603 

Posts filled in RAFU 
Month/Year March 

1999 
September 
1999 

March 
2000 

September 
2001 

April 2002 

Establishment 4 4 22 44 64 
Source:  Road Sector  performance monitor ing Report ,  Gibbs Ltd for  the RSDP-
CU, MoFED 

 

4.4.2.9. Labour based technologies: Lip Service? 
Despi te the conf i rmed commitment by the government for  promot ing labour 
based technologies ,  a recent  study27 shows that there appears to be a  
profess ional  b ias in  favour of  equipment intensive methods compared to 
labour based method. Labour-based contractors thereby st r ive to become 
equipment based in order  to secure more contracts .  This undermines the 
chances of  creat ing employment chances for  the poor.   
 

4.4.5 Implementation problems 
Although decentra l isat ion has taken p lace s ince 1993, in pract ice,  however ,  a 
lack of  inst i tut iona l  capac i ty  has meant that ef fect ive inst i tut iona l  f ramework 
remains to be estab l ished. In the d istr ic t  and urban areas of f i c ia l s are often 
overburdened by thei r  many tasks, contract ing industry suf fers from 
procedures that are compl icated, cumbersome and d i f f icu l t  to interpret  and 
long drawn out procurement process. A lso there is a lack of  serv iceable 
equipment at the d ist r ic t  and urban levels .  In addit ion, there are coord inat ion 
problems between the centre and the d ist r i c ts  as shown below 
 
“  Poverty status report  po ints out some anomal ies such as a l locat ions of  a 
feeder roads grants to Kalangala (Is lands),  where most t ransport  is  water 
borne”28 
 

4.4.6 Road condition. 
Major ef forts  have been made to in the recent years to improve the road 
transport  infrastructure and operat ions and these are beginn ing to be 
successfu l ,  however ,  much of  the network remains in an unsat is factory 
condit ion lead ing to loss of  access and mobi l i ty and h igh t ransport  costs .  This 
t rans lates into rest r ic t ion of  economic growth,  low standards of  health and 
educat ion and an impediment on poverty erad icat ion programme. 
 
“  Desp ite an improvement in the network, 63% of the populat ion st i l l  do not 
have access to proper means of  t ransport .  Lack of  af fordable t ransport  is  

                                                 
27 Transport Sector Strategy Study, Final Report, Volume 2, IDC, Hyder and Parkman 2000. 
28 Revised PEAP, Volume 1, Draft 2, Ministry of Finance, May 2002. 
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rest r ic t ing rural  communit ies f rom access ing markets for  the i r  produce,  hence 
adversely af fect ing l i ve l ihoods and food secur i ty29” .  

4.4.6. 1 Urban Infrastructure 
Whereas government has conf i rmed commitment to improv ing and preserv ing 
transport  infrastructure, there i s l i t t le at tent ion be ing paid in develop ing the 
urban infrastructure for  ef f ic ient  urban mobi l i ty .  Only 1% was spent on urban 
roads expenditure dur ing the 3 Year 1996-99 per iods.  Under the RSDP on ly 
4% wi l l  be spent,  imply ing that  l i t t le  change is  l ike ly  to be seen in the short  
term. Loca l  and urban author i t ies are reluctant  to improve urban mobi l i ty  
a l though on average,  10-30% of the loca l  author i t ies funds are col lected f rom 
road users f rom operat ing l i censes and park ing fees. These funds are used 
into other act iv i t ies but not improv ing the urban mobi l i ty .  This  aggravates 
poverty as i t  i s  est imated that  18% of the urban poor people ’s income is 
spent on t ransport . 30 
 
Urban roads are in a part icu lar ly  poor condi t ion and deter iorat ing rap id ly .  
Using Kampala c i ty as an example, I t  i s  est imated that 80% of the total  
vehic le f leet  operates in and around Kampala and the rest  20% upcountry31.  
The current t ransport  system in the c i ty  is character i sed by the fo l lowing; 
congested centra l  business d ist r ic t ,  poor  qual i ty of  serv ice f rom publ ic  
t ransport ,  h igh exposure to road acc idents.  This i s seen in long commuting 
t imes and journey delays, lengthy wait ing t imes for publ ic  t ransport ,  h igh 
acc ident rates.  These have resu l ted f rom a number of  factors inc luding: 
•  Poor terminal  organisat ion and management ,  which restr ic ts the opt imum 

use of the avai lab le publ ic  t ransport  capaci ty.  
•  Use of smal l  minibuses that  contr ibute to congest ion of roads.  Poor 

standards of  road traf f ic  awareness, veh ic le maintenance,  and dr iver 
behav iour 

•  The low af fordabi l i ty of  the poor to use publ ic  means of  t ransport .  
•  The lack of  funding avai lab le to the operators ,  who are thus unable to 

rep lace the ex is t ing vehic le stocks wi th modern, ef f ic ient  and comfortab le  
buses.  

•  The low capac ity  of the exist ing road network,  and i ts inef f ic ient  use. 
 
Draft  t ransport  po l i cy summar ises the problems of  Kampala as 
 
The prob lem of  Kampala is  lack of  road maintainace, at  least  due part ly to an 
inadequate revenue base from c i ty counci l  a fa i lure to develop infrastructure 
in l ine wi th the rapid urban growth and inab i l i ty  to proper ly  provide and 
regulate the supply of  publ ic  t ransport .  
 

 4.4.6.2.  Rural infrastructure. 
Uganda has no rura l  t ransport  pol icy a l though Government is  committed to 
improv ing rural  roads. Rura l  t ransport  is expens ive and there is  ev idence to  
show that the poor people use boda boda yet i t  is  more expensive compared 
to taxi 32.   
 

                                                 
29 Extract of “ Background to the Budget 1999/2000” 
30 ECA, ibid, 2002. 
31 Road management and Financing study, Volume 2 BKS (pty), 2000.  
32 John Howe, Boda Boda, Uganda’s Rural and Urban Low Capacity Transport Services, Un published report, 2002 
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4.4.6.3. IMT promotion 
Although Poverty Erad icat ion Act ion Plan (PEAP) ment ioned of the need to 
promote the use of  draught an imals ,  l i t t le i s  being done to promote 
Intermediate Means of  Transport  (IMT). Even the p lan for  Modernisat ion of  
Agr icu l ture l i t t le is  ment ioned on use of  IMTs to improve on rura l  t ravel .  A 
recent  basel ine survey33 shows that 
 
“V i l lagers expressed a need for  a better  avai lab i l i ty  of  means of  
t ransportat ion. In part icu lar ,  h igh cost and lack of avai lab le t ransport  were 
ind icated by both men and women as main household t rave l  and transport  
prob lems” 
 
Bicyc les ,  which are widely used in rura l  Uganda, for instance, are heav i ly 
taxed, making the poor  people ’s  ab i l i ty  to af ford the d i f f icu l t .  This is  in 
contrast  to Government of  Kenya that  removed a l l  taxes on b icyc les .  
 
“The avai lab i l i ty of  adequate t ransport  i s  a prerequis i te for  development,  
poverty erad icat ion, at t ract ion of  pr ivate investments,  and the fac i l i tat ion of  
reg ional  economic integrat ion and internat ional  t rade. I t  is  th is  context  that  
Ugandans asp ire for  a modern, integrated,  ef f ic ient ,  safe and environmental ly  
f r iendly t ransport  system. In addi t ion, they wish for  t ransport  modes that 
complement one another…. They aspi re walk ing long d istances and 
transport ing heavy loads by porterage should be eradicated. In th is regard,  
Uganda asp ire for  use of  motor ised t ransport  by a l l ” 34.  
 
In regard to water  t ransport ,  Government ’s approach is b iased towards 
acquis i t ion of ships or formal  water t ransport  that  cannot  serve a l l  the 
is landers and there is  no attempt in p lace to he lp the pr ivate sector  wi th 
technology transfer for  safer  and more economical  vessels .  The resu l t  has 
been that the poor people l iv ing around the lakes and r ivers in Uganda are 
iso lated. I t  is  ev ident that the prov is ion of  serv ices to such communit ies is  
d i f f icu l t  and t ransport  i s  one of  the most press ing problems h inder ing 
development of  these areas35.  
 
“Desp ite  an improvement in the road network,  63% of the populat ion not  have 
access to proper means of  t ransport .  Lack of  affordable t ransport  is  
rest r ic t ing rural  communit ies f rom access ing markets for  the i r  produce,  hence 
adversely af fect ing l i ve l ihoods and food secur i ty36” 
 

4.4.9 Trade Issues.  
Trade i s one of  the most powerfu l  forces l ink ing our  l i ves and sources of  
unprecedented wealth.  Trade could be a powerful  veh ic le  that  can reduce 
poverty and support  economic growth but that potent ia l  i s  being lost  both at  
loca l  and internat ional  t rade.   

                                                 
33 Kleih et el Improved Food Marketing Through Appropriate Transport for Poor Farmers in Uganda, NRI report No. 2734, Final 
Report, 2003. 
 
34 Vision 2025, ibid ,1997. 
 
35 Kwamusi Paul, Waterways and Livelihoods, 2003. 
36 Background to the Budget, 2000, MOFED, adopted from Road Management and Financing study, Volume 2 BKS(pty), 2000.  
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4.4.9.1.Low produce prices. 
In many cases, poor  farmers are g iven less than 20% of the f inal  product in 
the markets found in  the urban areas.  Th is is  due to the presence of many 
middlemen and women who handle the produce on i ts way to the market .  
Studies37 have found out that  the poor people se l l  the i r  produce to the 
middlemen even before the harvest ing takes p lace due to press ing fami ly  
prob lems thereby gett ing even lower pr ices.  

4.4.9.2. Taxation 
There are cases of inappropr iate government pol icy to tax commodit ies used 
by the poor.  The tax on used c lothes (Mivumba) for  instance, is  unreal is t ic .  
Uganda lev ies15% as import  duty,  17% as VAT and 15% as exc ise duty.  This  
i s a tota l  cumulat ive rate of  over 50%. This is  h igher tax than what i s  lev ied 
on luxury vehic les.  There i s no tax that has such an adverse impact on poor  
people. It  should be noted that i t  is  est imated that the employment 
opportuni t ies of  up 100,000 with 6,000 being located in Owino market  in 
Kampala. This i s double the number of the people employed in the text i le  
industry who are be ing ‘protected ’ .  

4.4.9.3. International Trade 
Oxfam est imates that  in Afr ica a lone,38 i f  t rade could be increased by only  1% 
this would  mean that  $70 b i l l ion approximately f ive t imes what the cont inent 
receives in a id.  There is  unleve l  p lay ing f ie ld that  has made many poor 
farmers even poorer,  or  forced them out  of  the land complete ly .  
 
Uganda heavi ly  re l ies  on coffee.  Coffee boom leads to improved l ive l ihood and 
improved transport  serv ices as Howe39 t raced the or ig in of  Boda boda to the 
booming cof fee trade. Current ly,  however,  there are heav i ly losses that  are 
be ing encountered by Uganda, part icu lar ly  the smal lholder farmers due to 
unfa i r  t rade pract ices.  
 
“  There is  a cr is is  in the wor ld coffee pr ices…. Mass ive overproduct ion has 
pushed the pr ices down to an al l  t ime lot…. mi l l ion of  coffee producers face 
ru in.  Fami l ies are unable to buy medic ines, enough food, or  to send thei r  
ch i ldren to school .  The four g iant  cof fee companies make huge prof i ts whi le  
paying farmers less than i t  costs to grow i t”40 
 
“The r i ch countr ies  s tress their  commitment to f ight  poverty ,  yet  in  pract ice 
have r igged ru les and double standards lock poor people out  of  the benef i ts  
of  t rade. For instance, the r ich te l l  the poor countr ies to get  r id of  subs id ies 
but cont inues to spend $1 b i l l ion per day on subs id is ing i ts own farming 
enterpr i ses .  The resul t  i s  dumping on the wor ld markets undermin ing the 
l ive l ihood of  mi l l ions of  the smal lholder  farmers in poor countr ies .”41 
 
When developing countr ies export  to r ich countr ies ,  they face barr iers that  
are four t imes h igher than those encountered by r ich countr ies.  These 
barr iers cost  $100 b i l l ion the developing countr ies per year much more than 

                                                 
37 Kleih et el Improved Food Marketing Through Appropriate Transport for Poor Farmers in Uganda, NRI report No. 2734, Final 
Report, 2003. 
38 www.maketradefair.com. visited on 10th June 2003. Please visit www.maketradefair.com/Uganda. 
39 John Howe, Boda Boda, Uganda’s Rural and Urban Low Capacity Transport Services, Un published report, 2002 
40 www.maketradefair.com.  
41 www.maketradefair.com. visited on 10th June 2003.  



 35

what they get  as fore ign a id.  Ugandan f ish products for instance,  are so ld to 
European middlemen who eventual ly se l l  on the Amer ican markets .  Uganda 
has no d irect  access to the Amer ican f ish market .  
 
There are suggest ions that s ince developed countr ies are agree on trade 
issues for  example through Par is  c lub,  developing countr ies should a lso form 
a “poverty c lub” in  which they could art icu late issues f rom develop ing 
countr ies .  There is  need to create a network that re jects the imposi t ion of  
measures that  deepen trade inequal i ty  and poverty.  

4.4.9.4. Cross border informal trade. 
Alongside the formal  internat ional  and b i latera l  t rade, there exists a v ibrant 
cross-border informal  t rade between countr ies.  Th is t rade i s usual ly  referred 
to as in formal  because i t  largely works outs ide the nat ional  and reg ional  
pol icy f ramework. I t  is  usual ly  seen as i l legal .  Customs and government 
agents d iscourage th is form of t rade, as they bel ieve i t  contr ibutes to 
smuggl ing and revenue losses.  Quite on the contrary, i t  a lso based on the 
nature of  Afr i can product ion systems, which is  based on subs istence 
agr icu l ture whose product ion levels are too low to benef i t  f rom economies of  
sca le.  
 
Informal t rade is important in a number of ways;  f i rs t ly ,  i t  contr ibutes to food 
secur i ty across the countr ies involved in the t rade. Maize is  usual ly exported 
to Kenya f rom Uganda in return for manufactured goods. Secondly,  i t  creates 
employment for  a number of  p layers,  inc lud ing, t ransporters ,  boat operators 
and women who use th is act iv i ty to increase the i r  household income. Third ly 
i t  creates soc ia l  integrat ion with in the people of  the reg ion 
 
Transport  p lays a c ruc ia l  ro le in the fac i l i tat ion of  cross border  t rade.  Given 
the l i t t le  product ion volumes, and the low volumes require co l lect ion and are 
wide spread, the intermediate means of t ransport  (e.g. b icyc les,  motorcycles,  
wheelbarrows and boats) are the most appropr iate means of  th is  t rade. A 
reth ink ing of  new pol icy for  t rade and transport  on th is  informal t rade is 
necessary.  The government has to design s impl i f ied the customs procedures 
and qua l i ty  assurances standards among others.   

4.4.10 Environmental issues 
There have been intervent ions to address the prob lems re lated to 
environment issues and Road sub sector .  The Environmenta l  Pol icy and 
management assessment study was conducted to ident i fy  the status of  the 
country ’s  procedures for  conduct ing EIAs of  the road sub sector .   
 
L i t t le has been done in ra is ing awareness of envi ronmental  i ssues that are not  
adequately  addressed be i t  by the Road agency or the NEMA.  For instance,  
the road users are not  aware of  how to cope with issues l ike f i re  f ight ing oi l  
sp i l l s .  Oi l  sp i l l s  are a common occurrence in Uganda espec ia l ly  a long the 
Northern corr idor usual ly  lead ing to fata l  f i res k i l l ing the poor people who 
usual ly want to draw from the wrecked vehic les.  In addi t ion, communit ies on 
the project  areas are not  ass isted in deal ing wi th burrow that is  left  behind 
after  road works.  These usual ly  become mosqui to breeding grounds usual ly  
causing malar ia s ickness. 
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4.4.11 Traffic security 
Secur i ty ,  just  l i ke safety i s an issue that is important in regard to assessing 
transport  pol icy outputs.  However ,  secur i ty or cr ime in t ransport  is  usual ly  
not cons idered dur ing transport  pol icy formulat ion yet  i t  is  cr i t i ca l  in the 
perspect ive of  poverty reduct ion as the poor are the most  vu lnerable.   
 

4.4.11.1: Civil war. 
Civ i l  insecur i ty  in  the north that has kept near ly 800,000 people d isp laced 
f rom the d ist r icts of Katakwi ,  Pader ,  Gulu, and Ki tgum. Poor people current ly  
l ive in internal ly d isp laced camps (IDC). In addi t ion in areas of  Katakwi,  
Moroto and Nakapir ip i r i t  the poor peop le are in protected camps due to 
at tacks by the Karamajong catt le ra iders.   In both cases food transport  
networks are d isrupted lead ing to prob lems of food insecur i ty as  i t  has kept 
away traders  from br ing ing food. The rebels target publ ic  t ransport  and 
usual ly  k i l l  and in jure the poor in the process.  In addit ion, Intermediate 
modes of t ransport  l ike donkeys and oxen are lost  in the process. These 
events devastate and inf l ic t  enormous trauma onto thei r  v ic t ims,  leav ing them 
economical ly  poorer and food insecure. 

4.4.11.2. Criminal gangs 
Road users  are vulnerab le to cr ime in t ransport  thus undermin ing the role of  
t ransport  in trade or prov is ion of  l ivel ihood. Traders for  instance,  are 
targeted when they are leav ing market  p lace. Publ ic  transport  users lose 
money and va luables to p ickpockets .  In regard to Water t ransport ,  p irates 
usual ly  harass the t ransporters .  In regard to road publ ic  t ransport ,  the 
operators are a lso vu lnerab le.  For instance,  cr imina l  who pose as p i l l ion,  
usual ly  steal  motorcyc les by injur ing or k i l l ing the operators.  Cr iminal  gangs 
usual ly  inf i l t rates the publ i c  t ransport  operators and terror ise the poor road 
users.  

4.4.11.3. Transport as a source of security for the poor. 
Transport  on the other hand provides a sense of  secur i ty.  Road users  
especia l ly the women are more secure h i r ing motorcyc les dur ing the n ight 
rather wa lk ing in dark spots.   
 

4.4.12 Involvement of private sector stakeholders in policy formulation 

4.4.12.1. Policy formulation process 
Although Government has conf i rmed pr ivate sector involvement in prov is ion of  
t ransport  serv ices, c iv i l  soc iety and pr ivate sector ’s  hand in the pol icymaking 
process remains min imal .  Start ing with the process i tse l f ,  the way by which 
t ransport  pol ic ies and strategies are made is top-down. Government usual ly  
engages consul tants  to carry out studies ,  which eventual ly end up into 
pol ic ies for  the country.  Though arrangements are usual ly put in p lace main ly  
through the workshop contr ibut ions of the stakeholders .  These workshops are 
largely seen by the c iv i l  soc iety as merely ‘endorsements ’  of  the proposals  
that  were submitted by the government than provid ing inputs into the debates 
backed by in-depth analys is of  the present  s i tuat ion concern ing the ord inary 
road users42.   

                                                 
42 For Example, the private sector recommendations were discarded in the Uganda Road safety study in 2001. 
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There i s however acknowledgement f rom the c iv i l  soc iety that  they lack of  
capaci ty to engage donors and government in meaningfu l  d ia logue about 
macro economic or  t ransport  issues whether at nat ional  or  loca l  level .  
 
“Only a few c iv i l  soc iety organisat ions have the capac i ty to in f luence pol icy 
p lann ing. The actors are not even aware that space i s open for them to 
part ic ipate. There is  a danger that  CSO might endorse pos i t ion, which they 
have l i t t le  knowledge about .  There is  a c lear  need to empower CSO for 
greater  impact  on pol icy  p lanning,  implementat ion,  moni tor ing and 
evaluat ion”43 

4.4.12.2. Public–private sector mistrust 
The danger of  not  involv ing the wider populat ion in the pol icy making process 
is  the loss of  popular  ownersh ip and fai lure of  poverty reduct ion programmes 
as ident i f ied by Vis ion 2025,  which is  a key e lement in  publ ic-pr ivate 
partnersh ip. In other  words i t  leads to publ ic  -pr ivate mist rust .  This works to 
the d isadvantage of  the poor .   

4.4.12.3. Lessons from other sectors 
Transport  pol icy p lanning has for  a long t ime been a publ ic  serv ice ro le.  S ince 
i t  i s  now a government pol icy to open up and work with the pr ivate sector,  
p lanners of  in the transport  sector ought  to learn f rom elsewhere for  best  
pract ices.  The heal th sector for  instance, takes the pr ivate sector as partners  
for a win-win s i tuat ion. Pr ivate health providers are involved in  the 
formulat ion, p lanning and in the implementat ion of  heal th pol ic ies  and 
strateg ies.  Dur ing the recent budget for  instance,  government has subs id ised 
pr ivate heal th providers with Ushs 17.2 b i l l ion ($8.5m) thereby underscor ing 
thei r  v i ta l  ro le in del iver ing heal th care.44 Instead, in the transport  sector ,  
they are more concerned with f ines as a form of  regulat ion rather than in the 
p lanning. 
 

4.4.13 Infrastructure financing 
Commerc ia l isat ion i s an aspect  of  Government ’s t ransport  pol i cy.  Al though the 
past  budgets have scored wel l  in terms of matching resources to st rateg ic 
object ives of improving f inanc ing of t ransport  investments and there has been 
substant ia l  increase in regard t ransport  areas dur ing the years ,  long term 
f inanc ing of t ransport  investment  need to be p lanned. Even in the last  
2002/3FY, there was a cut in maintenance of  funds due to increased defense 
budgetary spending. The Transport  Sector St rategy Study and Road 
Management and Financ ing Study have advised for  the need for  both the 
creat ion of  a Road Fund and a Nat iona l  Maintenance Fund.  
 
The argument i s that  the burden of t ransport  expendi ture should be shi f ted 
f rom the general  taxpayer to the road user ,  who becomes a pay ing customer 
demanding va lue for money, subject  to pr inc ip les of  fu l l  cost  recovery,  
ef f ic iency and equi ty .  The reasons for  poor condit ion of  the in frastructure and 
non- funding of t ransport  serv ices l i ke road safety are therefore a resu lt  of  
less investment into the sector as resources are d iverted elsewhere.  

                                                 
43 Opportunities and challenges for CSO, Deniva newsletter, Volume 13, Oct-Dec 2002. 
44 Uganda Government budget, 2003. 
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The estab l ishment of  the Road Fund does not  appear to be near or  in  
advanced stages. Cr i t ics of  Road fund argue that the a l locat ion of  revenues 
( fuel  tax) reduces the Min ist ry of  F inance’s  f lex ib i l i ty  in the p lanning the 
a l locat ion of  publ ic  expenditure.  
 
Most  of  the road inf rastructure depends on donor funding,  as such, donor 
funding may dry up without much warn ing.  Government should ensure that 
there are plans to become independent of such donor funding. Sel f - funded 
maintenance can be sustainab le in the long term but  maintenance funded on 
loans or grants i s not  necessar i ly so. The need for  reduced donor dependency 
is  cruc ia l  to reduce on shocks of  donor wi thdraws. 
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Chapter 5 
Conclusion 

There is  need to ensure that  revenues from the transport  sector are re-
invested in suf f ic ient  quant i t ies to guarantee ef f ic iency of  the sector 's  
operat ions.   At  the moment, the road transport  infrastructure remains in an 
unsat is factory condit ion leading to d i f f icu l t ies  in mobi l i ty  and h igh transport  
costs .  In urban areas, there is  l i t t le at tent ion being paid in develop ing the 
urban infrastructure for  ef f ic ient  urban mobi l i ty .  Only 1% was spent on urban 
roads expenditure dur ing the 3 Year 1996-99 per iods.  Under the RSDP on ly 
4% wi l l  be spent imply ing that l i t t le change is  l ike ly  to be seen in the short  
term. Local  and urban author i t ies are re luctant to improve urban mobi l i ty .  The 
ro le of  transport  in poverty a l lev iat ion is  with out doubt s igni f icant .  This is  
conf i rmed by the fact  that  6% of the GDP comes f rom the sector.  The sector 
prov ides one of the b iggest  sources of revenue for both centra l  and local  
government leve l .  This is  largely through fuel  taxes and local  taxi  parks 
management tenders respect ive ly.  This  revenue is  in turn i s used by 
government to implement poverty reduct ion programmes. Transport  sector 
a lso contr ibutes pos i t ive ly towards poverty reduct ion as a fac i l i tator  i t  
s t imulates the development of  other re lated sectors In addi t ion, the 
development of  other sectors ,  which also contr ibutes towards poverty 
reduct ion ef forts .  
I t  c reates and prov ides employment espec ia l ly to the urban poor and is  a 
means by which the poor to conduct  thei r  business and a source of  l ive l ihood. 
The pr ivate sector  in the transport  sector has part icu lar ly  been at  the 
forefront at  creat ing and mainta in ing employment. This has been large ly seen 
in the areas of  boda boda, mechanics,  spare part  dealers and fuel  dealers.  
Road infrastructure works is  a lso benef ic ia l  in  employment prov is ion. 
A rev iew of  government documents reveals that there i s over emphas is  on 
roads to poverty a l lev iat ion rather than transport as  a tota l i ty .  There are a lso 
arguments that  emphasis on roads has led to the neglect  of  other modes of  
t ransport  e.g. ra i l  and water t ransport .   The lack of  integrated transport  
p lanning has led to b iased pol ic ies towards road t ransport  and roads in 
part icular and the draf t  t ransport  po l icy and strategy paper seems s i lent  on 
th is .  
Desp i te the above contr ibut ion of the sector towards poverty reduct ions,  
there are obstac les  that current ly  compromise the sector ’s  contr ibut ion 
towards poverty reduct ion. It  i s  important  to address them because they are 
an explanat ion for  inef f ic ient  t ransport  serv ices in Uganda. Such impediments 
requi re urgent at tent ion i f  the poor are to benef i t  in terms of cheaper yet 
ef f ic ient  t ransport  serv ices.   
The current government-p lanning framework for  the transport  sector requires 
a comprehensive rev iew i f  the goal  of  poverty reduct ion is  to be atta ined.  
This i s cruc ia l  because,  f i rst ly ,  the f ramework is  unfa ir ly  t i l ted and b iased 
towards in frast ructural  investment with less regard to serv ice prov is ions that 
af fect  the poor .  Roads are not  enough; they should be complemented with 
af fordable pro-poor t ransport  serv ice system.  
Secondly,  the current  p lanning f ramework is not  wel l  integrated to ef fect ively  
address poverty focussed transport  serv ice provis ion. Uganda is  yet  to 
develop a rural  t ransport  po l icy to ef fect ively address rural  t ransport  serv ices 
(espec ia l ly  water t ransport)  and intermediate means of  t ransport  (IMTs).  Lack 
of  c lear po l ic ies and strateg ies to address these issues is one explanat ion why 
the sector  is  not  contr ibut ing to the reduct ion of  poverty,  as expected.   
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Third ly ,  the implementat ion processes of  laws and regulat ions wi th in the 
transport  sector for  protect ing the poor are weak. The water t ransport  laws in 
country for  instance are ext remely weak. Even the newly enacted laws have 
implementat ion problems. The superv isory inst i tut ions under the Min ist ry of  
Works l ike the Transport  L icensing Board and Nat ional  Road Safety Counc i l  
are too weak and under-funded to control  the serv ice providers .  This has led 
to poor superv is ion of  the pr ivate sector  by the l ine Min ist ry.  This has had 
impl icat ions to the qual i ty of  serv ice prov is ion espec ia l ly  for  the poor .   
L ibera l isat ion of  the transport  serv ice sector by government of  Uganda into 
the hands of  pr ivate sector was important  g iven the fact  that  government is  
not  good p layer in regard to bus iness and the overal l  g lobal  t rends. This is  
based on the premise that the forces of  supply and demand of  the business 
wi l l  create an ef f ic ient  t ransport  serv ice. However,  carte ls  and pol i t ica l  
patronage have created art i f ic ia l  hurd les towards compet i t ion. This s i tuat ion 
requires government to develop a f ramework that has in-bui l t  mechanism to 
protect  the poor .   
This is  important because the dr iv ing force behind the pr ivate sector is  prof i t  
rather than serv ice for  the poor . There are for instance, reported cases of  
wi thdrawal  of  t ransport  serv ices due to low demand or poor  road condi t ion. 
The current investment env i ronment i s  unfavourable for  both local  and fore ign 
investment  in the area of  mass t ransi t  serv ice for Kampala. Kampala is  long 
due for mass t rans i t  serv ice as the publ ic  t ransport  serv ice is ineff ic ient  and 
is character ised by low capac ity tax is usual ly caus ing t raf f ic  jams and delays.  
The potent ia l  investors are reluctant to invest  in publ ic t ransport  desp i te the 
r i s ing transport  demands due to the poor  and host i le compet i t ive act ions of  
the present actor .  UTODA agents for instance, stoned the buses in 2004,  
which had started provid ing a cheap t ransport  serv ice for Entebbe-Kampala 
route.  The serv ice was suspended as a resul t .  No act ion has s ince been taken 
against  them. Such chaot ic  s i tuat ion does not  benef i t  the poor;  on the 
contrary,  i t  a f fects  them negat ively  thereby intens i fy ing poverty.  
I t  should however be note that ef f ic ient  t ransport  serv ices for  the poor  
cannot be created through government ef forts a lone.  This requires 
government in partnersh ip wi th both the NGO and pr ivate sector  to review the 
t ransport  p lanning process with poverty focused perspect ive.  This wi l l  then 
resu lt  into development of  a concrete t ransport  f ramework.  These c iv i l  soc iety  
organisat ions are ef fect ive “ fee lers” on the ground for the benef i t  of  
government. They also understand issues af fect ing the poor quite accurately .  
This is because thei r  advocacy ro les are deeply rooted in thei r  work that is  
large ly based on act ion research and th is paper is  one of the many such 
resu l ts .  However ,  the c iv i l  soc iety organisat ions in the transport  sector are in 
infancy stages compared to those in other  sectors in  Heal th. Government has 
recognised the role of  product ive partnersh ip with the pr ivate sector  and has 
he lped the development of the loca l  contractors assoc iat ion. However,  The 
MOWHC needs to expand th is  partnersh ip to inc lude other organisat ions l ike 
the Fi rst  Afr i can Bicyc le in format ion Off ice (FABIO), Uganda Pr ivate Road 
users Associat ion (UPRUA) and Transport  forum Group (TFG).  A strong and 
v ibrant c iv i l  soc iety is  important for  government as c iv i l  soc iety organisat ions 
advocate for  interests of  groups who might  otherwise be neglected.   
There is  an urgent need to address the i ssues of  safety i f  t ransport sector is  
to contr ibute to poverty a l lev iat ion. This  is because i t  has been found out by 
studies in the country that the poor suffer  compared to the r ich in  cases of  
acc idents.  This is  because they depend on publ ic  t ransport  that  are unsafe 
and thei r  access to post  acc ident ass is tance is  l imi ted due to inab i l i ty  to 
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access and af ford qual i ty  med ica l  serv ices.  Publ ic  awareness in regard to 
prob lems related to safety need to be made r ight  f rom the pol icy makers who 
a l locate the resources to the poor road users who are the v ict ims. This i s  
important  because the pol icy makers under-a l locate resources for  th is  safety.  
The nat ional  Road safety counc i l  is  dormant  and one reason is  due to low 
resource a l locat ion. The road users need to be made aware of dangers of  
unsafe road behaviours us ing a susta inable yet cons istent  approach.  
 
There is need to address the prob lem of safety i f  water t ransport  needs to be 
improved. Water t ransport  users are a vu lnerab le user group who use unsafe 
vessels  and more of ten the boats caps ize in the process. Water t ransport  is  
important for  Uganda, as i t  i s  the source of  foreign exchange through export  
of  f i sh.  Th is i s because there are poor  are iso lated from rescue and recovery 
serv ices.    
 
F inal ly ,  Uganda i s yet  to art icu late an integrated rura l  t ransport  pol icy that  
looks at  more than the rura l  roads. Rural  t ransports are poor ly developed and 
expensive.   For example, there is  ev idence to show that the poor people use 
boda boda yet  i t  i s  more expensive compared to tax i .  L i t t le is being done to 
promote Intermediate Means of Transport  (IMT). Even the p lan for 
Modern isat ion of  Agr icu l ture l i t t le is  ment ioned on use of  IMTs to improve on 
rural  t ravel .  B icyc les,  which are widely  used in rural  Uganda, for  instance,  are 
heav i ly  lev ied with tax dut ies making the poor peoples ab i l i ty  to af ford the 
d i f f icu l t .   
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