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EXECUTIVE SUMMARY
1. Led and funded by SSATP, this assignment responds to the interest expressed by the Government of Uganda to review the implementation of the national gender equality policy commitments in the road sub-sector. The approach involved both a desk study and field work at the national and field levels using various methods including in-depth interviews, community consultations, gender capacity assessment and a semi-structured urban travel survey. 
2. Gender refers to the socially constructed relationship between women and men and the attributes and opportunities associated with being female and male. This relationship is typically one of difference and inequality where women are disadvantaged relative to men as regards access and mobility. Mainstreaming is a process of institutionalizing the gender dimension in both sub-sector institutions as well as in all stages of the road development and maintenance cycle. Considering that women are the majority disadvantaged, gender mainstreaming includes specific actions to empower women and to bring them at par with men.  
3. The road sub-sector plays a central role in mainstreaming gender in development. Road infrastructure and transport services influence women’s and men’s subsistence and domestic needs, employment opportunities, access to and utilisation of social services, as well as engagement in commodity and producer markets. Accordingly, supply side responses which address women’s and men’s mobility and accessibility needs have a catalytic effect on the gender responsiveness of the other sectors of the economy such as health, education and agriculture. 
4. Women’s work burden restricts their utilisation of health and other services as well as their engagement in the labour market. Gender responsive road infrastructure and transport services have the potential to change women’s time allocation, improve the returns on their labour and thus contribute to economic efficiency and growth. 
5. The first argument from an equity perspective is that women have a right to participate on an equal footing with men. Gender mainstreaming in the road sub-sector is therefore important to secure justice between the two sexes. The second is that women and men are the primary beneficiaries of investments in infrastructure and thus their accessibility and mobility needs should define minimum standards in road development and maintenance. The third is that women and men have different transport needs which should be taken into consideration. In practical terms, achieving gender justice this requires allowing both women and men equal voice during the identification, design and implementation of road policy, regulations, investment plans and transport services. 

KEY FINDINGS 

Legal and Policy Framework for Promoting Gender Equality
6. Uganda has a relatively enabling normative framework for promoting gender equality and women’s empowerment. This is reflected in the gender responsive constitution and National Development Plan [NDP] as well as various national gender, decentralisation, human resource and fiscal policies. Most of these have been codified into law which obligates sectors such as Works and Transport to incorporate a gender dimension in their: i] policies and strategies; ii] structures; iii] staffing; and iv] programmes of work. 

Institutional Mechanisms for Gender Mainstreaming

7. Uganda has multiple institutional mechanisms for promoting gender equality and women’s empowerment. These include the MoGLSD, the EOC and gender focal points in MDAs at national and local governments’ levels. Even so, there is a critical institutional drawback reflected in the apparent weak coordination between the MoGLSD and the MoWT
 and the related weaknesses in actively influencing road sub-sector policy. This is besides monitoring compliance to the national commitments outlines in section 7.1 above. 

Situation Analysis: Women’s and Men’s Mobility Patterns and Transport Needs

8. The findings of the field study pointed to the differences between rural as well as urban women’s and men’s mobility patterns and access needs. Women are less skilled, experience time poverty and have restricted access to means of transport. Many walk and carry their burdens. Due to their relatively lower incomes, urban working women experience catastrophic payments for transportation. 

The study established that public transport and road travel spaces are gendered. More women than men reported personal safety and vulnerability as an issue of concern which influenced their decision of whether, when and where to travel using what means of transport. Further, whereas men prioritised lack of regulation resulting into high transportation costs, for women it is issues such as sexual harassment and long commuting.

Further, that culturally sanctioned stereotypes about women’s and men’s work and ability persist. These limit women’s potential to participate in and benefit from the road sub-sector. 

Implementing National Gender Equality Policy Commitments in the Road Sub-Sector

9. There has been progressive improvement in promoting gender equality in transport policy and strategic investment planning. Amongst other things, the MoWT has a Gender Policy Statement as well as Guidelines for Mainstreaming Gender in the Road Sub-Sector. These have, however, not been fully disseminated to the sub-sector institutions and actors. Accordingly, they have not effectively translated in annual planning and budgeting suggesting that investments in the road sub-sector may not be benefitting women equitably with men.
Gender Equality Balance Sheet 1: Road Sub-Sector Policies, Sector Strategic Investment Development Plan and Budgets

	
	Level of Gender Sensitivity



	Status of Implementation of Gender Equality Provisions

	Legislation/Regulation


	Uganda Road Traffic and Safety Act [1998]
	Silent on gender.


	N/A

	Uganda National Road Authority Act [2006]
	Provides for affirmative action for women’s representation on UNRA board.
	Fully implemented

	Uganda Road Fund Act [2008]
	Provides for affirmative action for women’s representation on URF board.
	Defined quota of one third women’s representation on board not always achieved. 

	Traffic and Road Safety [City Bus Services] Regulations [2011]
	Silent on gender.
	N/A

	Transport/Road Policy

	Transport Sector Policy and Strategy [2003]
	· Works component gender responsive. 

· Silent on gender dimensions of transport.
	Not implemented

	Gender Policy Statement for the roads sub-sector [2008]
	Outlines strategies and actions to promote gender equality in road sub-sector institutions and in road development and maintenance. 
	Yet to be fully operationalised

	National Construction Industry Policy [2010]
	Commits to various implicit and explicit measures to promote gender equality in road construction.
	Not implemented

	Non Motorised Transport  Policy [2012]
	Sensitive to, and promotes women’s transport needs. 
	Recently launched

	Draft Rural Transport Policy and Strategy [2013]
	Makes policy commitments to address women’s mobility and access needs in the prioritisation of rural transport improvements.  
	Not yet approved by Cabinet

	Transport/Road Sector Strategic Investment or Development Plan

	Transport Sector Strategic Plan [2011/12-2015/16]



	Completely silent on gender.


	The Annual Sector Performance Report [ASPR] which operationalised the Strategic Plan includes indicators on gende4.


	Draft Third Road Sector Development Plan [RSDP3 2012]
	Provides a strong basis to strengthen the gender dimension in the identification, design, implementation, monitoring, supervision and evaluation of road sub-sector investment projects.
	Still a draft

	Annual Investment Plans and Budgets

	Works and Transport Sector Budget Framework Papers and Ministerial Policy Statements
	· An attempt to plan for gender capacity building, gender sensitive M&E, and gender audits.

· But planning and budgeting are not informed by a comprehensive gender analysis.
	· Draft M&E to measure gender mainstreaming has been developed.

· Gender Policy Statement and Mainstreaming Guidelines partly disseminated.


10. There are mixed levels of gender sensitivity in the transport policy oversight tools which are used in the implementation, supervision and monitoring of road improvements. The specifications for the national roads make it a contractual obligation to address some aspects of gender in construction and rehabilitation projects. There is no specific tool for promoting gender mainstreaming in the maintenance of national roads. 
Whereas the MoWT road manuals incorporate some aspects of gender they are not applied uniformly across the district road network due to the multiplicity of guidelines from the different funding agencies. 
Gender Equality Balance Sheet 2: Policy Oversight Tools

	Policy Oversight Tool
	Extent of Gender Sensitivity
	Status of Application of Gender Equality Provisions

	District road works manuals [2002]
	· Prioritise community access roads.

· Promote women’s participation in road works.
	· Not applied 

· Multiplicity of gender guidelines by the different donors.

	General specifications for [national] road works and bridges [2005]
	Provides for:

· women’s representation in national road works

· a working environment which is sensitive to women’s needs  

· gender awareness creation of the road workforce

· gender sensitive monitoring and reporting by the contractors
	Applied to road development and not maintenance projects.

	Reference guide for road management committees [RMCs] 2009 
	· Provides for affirmative action for women on RMCs.

· Promotes women’s participation in road works.
	RMCs not functional



	MoWT/UNRA performance agreement
	Not yet developed
	N/A

	Annual technical audit tool for  district roads [2010]
	Silent on gender
	N/A



	MoWT client charter [2012]
	Commits the MoWT to promote the integration of gender in the sub-sector.
	Yet to be implemented

	URF road maintenance allocation criteria
	Yet to be developed
	N/A


	Monitoring and evaluation framework for crosscutting issues [2012]
	Contains only performance indicators to measure the gender sensitivity of the workplace.


	Some of the indicators feed into the MoWT annual sector performance. Report.


Institutional and regulatory weaknesses

11. There are various institutional and regulatory weaknesses which compromise the effective incorporation of a gender dimension in the road sub sector institutions. These include:
a. Capacity gaps to effectively mainstream gender in respective mandates.

b. Lack of accurate, relevant and appropriate sex and gender disaggregated data to inform policy, planning, budgeting, performance monitoring and technical auditing.
c. General lack of awareness and application of the MoWT Gender Policy Statement and Mainstreaming Guidelines. 

d. Insufficient resources for mainstreaming within the sub-sector institutions.
e. Persistent gender stereotypes.
f. Ineffective gender focal point set up.
g. Regarding gender as a crosscutting issue resulting into its compartmentalization, marginalisation and being perceived as the business of only one unit and/or individual. 
h. Limited critical engagement with mobility and access in the women’s movement and non prioritisation of gender equality amongst the road sub-sector CSOs.
Application of Gender Equality in Road Projects

12. Contractors of road development projects typically employ sub-contractors to facilitate compliance to gender equality requirements. This has seen an improvement in the proportion of women employed as well as some changes in the gender sensitivity of the working environment. However, not all sub-contractors have effected meaningful change. This is because the approach used does not challenge the status quo: the conditions that have led and continue to lead to gender inequalities in transport. Rather, an attempt is made to find space for women within existing opportunities. 

13. One of the key findings from the field is that there is stagnation in the promotion of gender equality in labour-based road works. This is particularly so for district roads where there is a potential risk of reversal of the gains achieved under past gender responsive programmes. This is partly attributed to a shift from project funding modalities to sector budget support. 

LESSONS LEARNT AND GOOD PRACTICES FROM THE APPLICATION OF GENDER IN ROAD WORKS  

14. There are some lessons to be learnt from the application of gender equality in road projects especially in terms of expanding opportunities for women’s employment. The best practices include: 
· Gender being a contractual obligation.

· Funding agency keen on promoting gender equality.
· Contractor management buy-in and a consultant with some good understanding of gender equality.
· Road project design informed by a gender responsive social impact assessment.

· Sub contracting to specialists with appropriate gender capacities.

· Gender sensitive monitoring and reporting on gender.

· Gender being a certifiable item which affects payment.

· Involving respective workers’ union to support the promotion and protection of workers’ labour rights, including egalitarian governance, fair and equal remuneration as well as paid maternity and paternity leave. 

· Contractors preparing and implementing resource-bound and verifiable gender management plans. 

RECOMMENDATIONS


Short-term recommendations

15. Disseminate the Gender Policy Statement and Mainstreaming Guidelines in a manner that clarifies the concept of 'gender mainstreaming' as it relates to the sub-sector. Enforce compliance to the Gender Policy Statement through regulation and/or putting in place an incentive mechanism. 
16. The MoWT should institute a gender management team, with well defined ToRs, comprising of the GFP and representatives drawn from senior management of the entire road infrastructure and transport services departments as well as the Human Resource Management Unit. The team should include designated UNRA and URF GFPs. The team should include men to deconstruct the persistent stereotype that gender is exclusively a women’s concern. 

17. Engender the review and revision of the Transport Policy and Strategy. This can be achieved as follows:
· Conduct a baseline study to identify women’s and men’s specific travel needs in both rural and urban areas. The baseline should also include gender dimensions of transport from both the user and operator perspectives.

· Consult CSOs with transport and gender equality mandates.

· Define strategies and objectives which embody the prioritised gendered transport needs.

· Define gender sensitive indicators for tracking progress of implementation and impact of the new transport policy.

18. Annual technical audits should include the following indicators: i] Gender responsiveness of the work-plans and budgets; ii] Gender sensitivity of BoQs; iii] Employment in road works disaggregated by work days and sex; iv] Income from road works disaggregated by sex; v] Number of women-owned compared to male-owned firms awarded contracts.
19. Gender equality provisions should be incorporated in prequalification, bidding and contract documents and it should be a provisional sum rather than competitive BoQs item [e.g. 1% of project cost]. Compliance to gender equality should be a certifiable item.
Medium-term

20. If transport and road policy and regulations are to be responsive to women’s as well as men’s mobility patterns, access needs and prioritised concerns, it is essential that planning data are disaggregated by sex. Women make up more than half of public transportation in the city and are the primary movers in the rural areas, thus their needs deserve singular attention and they should be prime targets for transport planning.

21. Gender capacity building for:

a. Road sub-sector institutions. This should include general awareness creation for the highest level of management in order to get political commitment for gender mainstreaming as well as very specific training sessions, transferring specialized knowledge.
b. The GMT to provide effective policy oversight for gender mainstreaming in the sub-sector.

c. The sub-sector NGOs and encourage them to work with CSOs with a gender mandate. That way, they will use the directives and commitments within the transport policies, plans and strategies to engage the MoWT for improved gender sensitivity. Furthermore, they will be able to mobilize public opinion around the implementation of national commitments to gender equality in the road sub-sector.  

22. The MoGLSD [which has the mandate of both gender equality and labour] working in collaboration with the ELU and the Uganda Building Construction, Civil Engineering and Allied Workers’ Union should conduct a comprehensive baseline data mapping levels of employment of women, relative to men in different aspects of road projects. The database should be updated on annual basis. To that end, the MoWT should institute a regulation requiring all sub-sector implementers to collect and report on employment in road works, by sex. 
23. The following are the key performance indicators for the road sub-sector. These should be incorporated in the MOWT Transport Sector Data Management System [TSDMS] currently under development. Whereas the different sub-sector institutions will be responsible for collecting monitoring data, as appropriate, the MoWT Policy and Planning Unit will hold the coordination function. 
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24. To promote gender mainstreaming in the road sub-sector in a sustainable manner, it is important to illustrate to the policy makers the value added. This could be through conducting a cost benefit analysis quantifying women’s time savings on account of improved transport efficiencies and the related contribution to economic growth and illustrating the [negative] implications of gender inequality to the achievement of road sub-sector objectives. 

1
INTRODUCTION
1.1
Background to the Project
Since its launching in 1987, the Sub-Saharan Africa Transport Policy Program [SSATP] has progressively become a champion of gender equality in transport policy. Amongst other things, it has actively sponsored meetings and forums intended to advance women’s [economic] empowerment in the 36 SSATP member countries and the eight African regional economic communities [RECs]. In 1999, SSATP working with the World Bank Gender Group launched the Gender and Rural Transport Initiative [GRTI]. The objective of the GRTI was to promote the incorporation of gender into rural transport policies. Subsequently, SSATP developed a Gender and Transport Action Agenda for 2005-2006 as a well as a Resource Guide on Mainstreaming Gender in Transport
. 
SSATP’s work has greatly contributed to the generation of knowledge on gender and rural transport in Africa over the past decade. More specifically, it has drawn attention to the following:

a. Women do not typically have access to intermediate means of transport [IMTs] which are critical for them to engage in domestic and income earning activities. This, coupled with unaffordable transportation costs, constrains their participation in marketing.  
b. The typical mode of transport for a woman is a woman herself largely through head loading. Women can carry up to three times more volume than men per kilometre per year. 

The most recent activity in Uganda was at the SSATP annual meeting in October 2010 which built on the existing community of practice on gender mainstreaming in transport to renew dialogue and knowledge sharing. 
Led and funded by SSATP, this assignment responds to the interest expressed by the Government of Uganda to review the implementation of the national gender equality policy commitments in the road sub-sector. 
1.2
Objectives of the Project
The overall objective of this project was to review and assess the experience and performance of the road sub sector in mainstreaming gender over the past five years with a specific focus on the following: 
1. Assess the extent to which gender has been addressed in transport sector policy formulation, planning, budgeting, implementation, performance monitoring and impact assessment.

2. Conduct a gender audit of the key road sub-sector institutions in terms of structure, capacity development, gaps and associated needs.  

3. Document the ways in which gender is addressed in different stages of the road project cycle. 
4. Document lessons learnt, including opportunities and constraints, as well as good practices in promoting gender equality and women’s empowerment in the road sub-sector.

5. Outline a monitoring and evaluation [M&E] framework for measuring the performance of the road sub-sector in promoting gender equality.
6. Make recommendations for future action, including any technical support requirements for the MoWT.
1.3
Overview of the Road Sub-Sector in Uganda
The transport sector is comprised of road, water, rail and air infrastructure and services. Transport infrastructure includes roads, railways, piers and jetties, aerodrome runways and taxiways, pipelines and the interchange facilities that enable transport services to operate.  Road transport is dominant in terms of scale of infrastructure, volume of freight and passenger movement and is estimated to provide over 90 percent of the transport services in the country. It is for these reasons that the project focus is inclined towards the road sub-sector. 

According to the MoWT Strategic Plan [2011/12-2015/16], the road infrastructure comprises about 81,329 km categorized into national, district, urban and community access roads. The national roads interconnect districts and also connect the country with its neighbours and constitute about 25 percent [20,000 km] of the total infrastructure. By June 2012, only 16.6 percent were paved of which more than three quarters were in fair to good condition.

District roads are the main links from the national roads to towns and villages and are key to accessing the major markets, hospitals and schools and make up an estimated 28 percent [22,750 km] of the total network. These are all unpaved gravel roads of which 61 percent are in good to fair condition. Urban roads, representing about 4 percent [3,579 km] of the network, are located within the boundaries of city and town authorities. 
At an estimated length of 35,000 km, community access roads constitute the highest proportion [43%] of the network. These provide rural communities with access to administrative centres, basic social and economic services such as health facilities, schools, and markets as well as recreational and religious activities. Community access roads are also predominantly used by the rural citizens in securing their livelihoods, largely in agriculture and for the women, in particular, in undertaking activities in the care economy such as obtaining water, fuel wood and food. All community access roads are earth and only 12 percent [4,200 km] are motorable all year round
.
Road transport services include motorized and non-motorized modes. The motorized vehicle fleet in 2008 was estimated at 470,488 of which slightly more than 50 percent were motorcycles. The rest of the fleet is composed of 60 percent passenger vehicles [buses, minibuses and cars]; 25 percent light goods vehicles [pickup vans and 4-wheel drives] and 12 percent heavy vehicles
. Motorized public and private rural transport services concentrate on routes from villages to market towns and from towns to cities, where there is greater demand and better infrastructure. The number of motorcycles in the country has significantly increased from nearly zero percent of the motorized vehicle fleet in the early 1990s and is a growing phenomenon in both rural and urban areas. This, in combination with the increasing access to mobile phones has redefined the concept of accessibility. One can “easily” access a service if they can afford to pay for a phone call to the motor cycle operator as well as the cost of hiring. This, to some extent, renders indicators such as the World Bank rural access index: “rural population living within 2 km of an all-weather road” inadequate measures of accessibility. 
Non motorized transport [NMT] includes walking and cycling and is the predominant mode in the country
. Other IMTs, besides bicycles, are tractors, ox carts, donkey carts, pack donkeys, handcarts, wheelbarrows, wheelchairs as well as human-powered tricycles. There is no information available on the number of IMTs in the country although the bicycle fleet is estimated at 3 million
. 
1.4
Road Sub-Sector Institutions and Key Actors
The road sub-sector is constituted of several autonomous institutions with complementary mandates. 

· Ministry of Works and Transport [MoWT] has the overriding responsibility for management of all functions within the road sub-sector. It is mandated to: i] formulate policies and develop strategic investment plans and budgets; ii] oversee the legislation, regulations and standards for road infrastructure and transport services; and iii] provide policy oversight for sub-sector institutions including monitoring performance. The Mount Elgon Labour-Based Training Centre [MELTC] is responsible for training in labour-based approaches to road works. The Environmental Liaison Unit [ELU] has the technical oversight role of mainstreaming gender in the sub-sector.
· Ministry of Finance, Planning and Economic Development [MoFPED] is responsible for formulation of fiscal policy which guides investment in the sub-sector as well as resource mobilization and allocation. 
· Uganda National Road Authority [UNRA]. Established in 2006, the UNRA became operational in July 2008 and is responsible for the management and maintenance of the national road network. It is constituted of 22 stations countrywide. A Safeguards Unit is responsible for addressing crosscutting issues, including gender. The Ministry exercises its policy guidance and oversight over UNRA based on an annual Performance Agreement. 
· Uganda Road Fund [URF] Established in August 2008, the URF became operational in January 2010 and is responsible for financing periodic and routine maintenance of national, district and community access roads undertaken by designated agencies namely UNRA and local governments. The MoWT, in collaboration with the MoFPED exercises its policy guidance and oversight responsibility to URF based on a Performance Agreement. 
· Ministry of Local Government [MoLG] Mandated to inspect, monitor and offer support supervision as well as training to works departments in district, urban and sub-county local governments. 
· Local Government Authorities [LGAs] Responsible for the development and maintenance of district, urban and community access roads. Include 112 districts, Kampala City Council Authority [KCCA], several town councils each with a works department headed by an engineer. 
· Transport Licensing Board [TLB] A statutory body which regulates the use of public transport vehicles; private omnibuses as well as goods transport vehicles. 
· National Roads Safety Council [NRSC]. Promotes road safety through, inter alia, public awareness campaigns.  

· Engineers Registration Board [ERB] A statutory body which regulates engineers. 
· Development partners Include the African Development Bank [ADB], European Union [EU], Danish International Development Agency [DANIDA], Japan International Cooperation Agency [JICA] and the World Bank. They contribute to financing road development. 
· Private sector Includes consultants involved in road design and supervision as well as contractors who implement road construction, rehabilitation and maintenance projects. It also includes owners/operators of transport services as well private road owners.
· Uganda Institution of Professional Engineers [UIPE] Established in 1972 as a membership organisation, the UIPE promotes the advancement of the science and practice of engineering and its applications. 
· Civil Society Organisations [CSOs] Engage for effective, efficient and equitable road infrastructure and transport services.
· Road users Female and male pedestrians, cyclists, passengers and drivers who are the primary stakeholders whose interests should meet priority.
Figure 1 below presents an overview of road sub sector institutions and respective mandates. It also includes key actors.
FIGURE 1: ROAD SECTOR INSTITUTIONS AND ACTORS







1.5
Conceptualisation of Gender in the Road Sub-Sector

Gender refers to the socially constructed relationship between women and men and the attributes and opportunities associated with being female and male. This relationship is typically one of difference and inequality where women are disadvantaged relative to men. 
Figure 2: Manifestation of Gender Differences and Inequalities in the Road Sub-sector 
	
	
	

	Women’s work is in the domestic, and men’s in the public/market economy.
	
	Road works are not for women.

	Engineering is a male profession.
	
	Few women graduating in and practicing civil and mechanical engineering.

	Women are subordinate to men
	
	Men predominate in management and women in support positions in road sub-sector institutions.

	Women are weaker than men.
	
	Some activities such as driving heavy equipment are the preserve of men.

	Women are nimble fingered.
	
	Women are better than men at road activities such as grubbing and leveling gravel.

	Women cannot own resources.
	
	· Women have limited access to means of transport either due to lack of ownership or inability to pay.

· Partly explains why women in some parts of the country do not ride bicycles.

· Few women road contractors.



	
	
	


	Rural women are disproportionately burdened with work in the domestic economy.


	
	· Women’s labour is not easily transferrable to road works.
· Road infrastructure and transport services can potentially reduce time spent on domestic tasks.


	In rural areas, women’s work in both the domestic and market economies is usually undertaken using community access roads. Men’s work is undertaken using both community and higher level roads.

	
	· Investments in higher level rural roads are likely to benefit more men than women.

· Improvement of community infrastructure is likely to benefit women.

	Women are the primary movers in the rural economies i.e. they carry water, firewood, and babies without the benefit of labour- or energy-saving technologies.


	
	Investments in IMTs have the potential to alleviate women’s transport burden.


Gender mainstreaming is an internal and external process intended to address the abovementioned inequalities and take into consideration the differences to benefit women equitably with men. The goal is to promote gender equality. Considering that women are the majority disadvantaged, gender mainstreaming includes specific actions to empower women and bring them at par with men.  
The internal mainstreaming process entails gender being integral to road sub-sector institutional: i] policies, legislations, regulations, strategic investment plans and budgets; ii] structures and management information systems; iii] decision-making and representation in leadership; and iv] capacities and expertise. The external mainstreaming process comprises of two aspects. First, it requires the gender dimension to be explicit and verifiable at all stages of the road improvement cycle including identification, design, implementation and supervision as
well as monitoring and evaluation. Second, it calls for transport services being responsive to both women’s as well as men’s accessibility needs and mobility patterns. 

1.6 
What is the Value Added Incorporating a Gender Dimension in the Road Sub-Sector
The road sub-sector plays a central role in mainstreaming gender in development. Road infrastructure and transport services influence women’s and men’s subsistence and domestic needs, employment opportunities, access to and utilisation of social services, as well as engagement in commodity and producer markets. Accordingly, supply side responses which address women’s and men’s mobility and accessibility needs have a catalytic effect on the gender responsiveness of the other sectors of the economy such as health, education and agriculture. 
Women’s work burden restricts their utilisation of health and other services as well as their engagement in the labour market. Gender responsive road infrastructure and transport services have the potential to change women’s time allocation, improve the returns on their labour and thus contribute to economic efficiency and growth. 
The first argument from an equity perspective is that women have a right to participate on an equal footing with men. Gender mainstreaming in the road sub-sector is therefore important to secure justice between the two sexes. The second is that women and men are the primary beneficiaries of investments in infrastructure and thus their accessibility and mobility needs should define minimum standards in road development and maintenance. The third is that women and men have different transport needs which should be taken into consideration. In practical terms, achieving gender justice requires giving both women and men equal voice during the identification, design and implementation of road policy, regulations, investment plans and transport services. For this reason, having more women decision makers, transport planners, practicing engineers and contractors matters.
The foregoing broadly illustrates how gender equality is critical to the road sub-sector. Nonetheless, there is a need for a comprehensive study which explicitly draws out the inter-linkages between gender equality and achievement of overall road sub-sector objectives. 
1.7
Approach
The objectives of the project were achieved through a desk study, interviews at both the national and field level, discussions with the communities, a gender capacity assessment as well as a semi-structured urban travel survey. 
Desk study

The desk study involved a gender review of relevant national, transport and social development sector as well as road project documents such as: i] policies and statutory instruments; ii] strategic investment plans; iii] budget framework papers [BFPs]; iv] ministerial policy statements [MPS]; v] project formulation reports; vi] feasibility studies; and vii] performance reports. 

National and field level consultations and in-depth interviews

At the national level, discussions were held with key actors in the roads and gender equality sub-sectors including ministries, road sub-sector agencies, local government authorities, development partners, civil engineering consultants; road contractors, and civil society organisations [CSOs]. 

The field work involved visits to the eastern and western parts of the country. Discussions were held with staff members of the Mbale-based Mount Elgon Labour-based Training Centre [MELTC] as well as Kumi District Local Government. The consultant also visited two Danida funded labour-based projects namely: Kapir-Morukakise-Mukura road and Akeit-Akisim road in Ngora district. During the site visit, discussions were held with the contractors, contractor staff and workers on the road. 

In western Uganda, the consultant visited the European Union [EU] funded Mbarara-Ntugamo-Katuna and the African Development Bank [ADB] funded Nyakahita-Kazo road construction projects where she conducted interviews with the project consultant and contractor and their respective staff. Discussions were also held with the respective projects’ sub contractors charged with addressing cross cutting issues such as gender, HIV and AIDS as well as occupational safety and health. 
Separate focus group discussions [FGDs] were held with women and men living along the two road projects. These elicited views on rural road users’ transport needs.
The total number of people consulted at both national and field level was 67, majority [76%] of who were men. This was not by design but on account of the predetermined gender representation in the sub-sector institutions.  Annex 1 presents the details and table 1 below summarises the issues explored by key actor/institution.
Table 1: Summary of Issues Explored by Key Road Sub-Sector Actor 

	Key Actor/Institution
	No.  consulted
	Issues explored

	
	F
	M
	

	Ministry of Works and Transport [MoWT]
	1
	7
	How gender is incorporated in the following:
· Transport/road sector policies
· Transport/road sector strategic investment planning
· Transport/road sector annual planning and budgeting BFP and MPS
· Road sector procurement, contracting etc.
· Transport/road sector information management system
· Transport/road sector institutional structure 

	Ministry of Finance, Planning and Economic Development [MoFPED]
	1
	2
	· Gender responsiveness in resource mobilization and allocation

· Gender sensitivity of budget monitoring

	Ministry of Gender, Labour and Social Development [MoGLSD]
	2
	0
	· National policy environment for women’s empowerment and gender equality as it relates to the transport sector, and specifically the road sub-sector.
· Gender equality bills, laws, policies, strategies and implications for the road sub-sector

	Ministry of Local Government [MoLG]
	1
	0
	· Gender in the transport sector service delivery

	Uganda National Road Agency [UNRA]
	0
	5
	· Gender considerations in development and maintenance of national roads

· UNRA procurement, contracting etc.
· UNRA information management system
· UNRA sector institutional structure

	Uganda Road Fund [URF]
	1
	1
	· Gender considerations in financing road maintenance

	Mount Elgon Labour-based Training Centre [MELTC]
	1
	6
	· Gender sensitivity of curriculum and training material

· Gender representation in training participants over past five years: contractors, staff and workers

	District Local Governments
	0
	4
	· Gender considerations in development and maintenance of district and community access roads

	Development partners
	1
	5
	· Gender dimensions in financing the road sub-sector

	Contractors and consultants
	2
	6
	· Gender sensitivity of road project implementation, supervision and reporting

	Contractors’ and consultants’ staff
	3
	12
	· 

	CSOs
	3
	3
	· Gender responsiveness of transport policy engagement

· Gender activism and advocacy in the road sub-sector

	Total
	16
	51
	


Semi-structured travel survey in Kampala city

A semi-structured travel survey questionnaire was administered to a sample of women and men working in Kampala city. A total of 200 questionnaires were administered to an equal number of women and men. These were drawn randomly, but in equal proportions, from the formal and informal sector. The valid questionnaires from the female and male respondents were 99 and 93, respectively. 
The purpose was to elicit information on gender dimensions of urban public transport from the perspective of the road users. Table 2 presents the demographic characteristics of the respondents. As the table shows, most of the respondents are aged 18-65 years, are married and have young dependents. 
Gender capacity assessment survey
In order to assess the gender capacities and related training needs, a short questionnaire was administered to key actors in the road sub-sector at the national and sub-national level. The questionnaires were administered with the assistance of the ELU of the MoWT. Others were administered in person during the face-to-face interviews. A total of 47 filled questionnaires were returned from the MoWT [including MELTC], UNRA, URF and district local governments. Only two of the returned questionnaires were from women.  

1.8
Limitations to the Efficient Execution of the Project
A number of limitations affected the effective execution of the assignment. 
· First, the consultations were undertaken in May a month when most Government officials were busy finalizing their respective MPS in preparation for reading of the national budget in mid June. 
· Second, the MoWT was undergoing a forensic audit and as a result, some planned interviews were cancelled, rescheduled or conducted on phone. 
· Third, whereas the three key road sub-sector institutions: the MoWT, UNRA and URF have well defined mandates, there were perceptible overlaps and inconsistencies in execution which necessitated regular verification and clarification from relevant officials. Related to this is the fact that there is no harmonized database and reference point for sub-sector documentation which resulted into difficulties in accessing current documents.
· Last, was the difficulty in accessing information on gender equality in the road sub-sector. Most of the gender-related guidelines, studies, project documentation, performance reports are presented as annexes to the “main” documents. In addition, nearly all the key actors do not disaggregate data by sex. Accordingly, while analyzing gender representation in the sub-sector, the sex identity of the individuals was assumed on the basis of their first names.
1.9
Structure of the Report

The report is organised in seven sections.

Section 1:
Provides the background to the project including the objectives. It also presents the approach used in undertaking the project.

Section 2: 
Outlines the national gender policy framework and the relevance to the  road sub-sector.

Section 3:
Analyses women’s and men’s mobility patterns and access needs and proposes ways in which these should be incorporated in road sub-sector policy and plans.
Section 4:
Conducts a gender analysis of road sub-sector policy, strategic investment plans, budgets and oversight tools. 
Section 5:
Analyses the gender representation in key sub-sector institutions, their gender capacities as well as challenges to gender mainstreaming.
Section 6:
Assesses how gender is applied in national and district road project identification, design, implementation, supervision and monitoring.
Section 7: 
Presents conclusions, lessons learnt and recommendations based on good practices.
2
GENDER EQUALITY IN UGANDA 

2.1 National Policy and Institutional Framework
The Government of Uganda’s commitment to achieve gender equality across all aspects of social, economic and political domains is reflected in its being signatory to key global, regional and sub regional treaties and instruments. These include: i] the 1979 Convention on the Elimination of all forms of Discrimination Against Women [CEDAW]; ii] the Commonwealth Plan of Action on for Gender Equality [2005-2015]; iii] the 1995 Beijing Platform of Action; iv] the 2000 Millennium Development Goals [MDGs]; v] the 2003 Protocol to the African Charter on Human and Peoples Rights [African Women’s Protocol]; vi] the 2009 Gender Policy of the African Union [AU]; and vii] the 2004 AU Solemn Declaration on Gender Equality.

These treaties and instruments have progressively influenced the national gender operational and institutional terrain. The legal basis for promoting gender equality and women’s empowerment in Uganda is enshrined in the 1995 Constitution. This embodies the principle of equality between women and men, provides for gender balance and fair representation of disadvantaged groups as well as affirmative action in favour of women. 

Key achievements

The national machinery for promoting gender equality includes the Ministry of Gender, Labour and Social Development [MoGLSD] and gender focal points in line ministries and in the local governments. The mandate of the MoGLSD is to serve as a catalyst for gender mainstreaming with a specific focus on the advancement of women. It is responsible for the development of the national gender policy as well as monitoring the implementation of sector gender policies and coordinating policy gender audits. 
In 2008, Government established an autonomous Equal Opportunities Commission [EOC] to enforce affirmative action for women and other disadvantaged groups and eliminate all forms of discrimination in access to social services, employment opportunities and governance structures. 

The  Uganda Gender Policy [2007], updated from the 1997 National Gender Policy, provides a framework which guides ministries, departments, agencies [MDAs] as well as local governments to incorporate a gender dimension in planning, resource allocation, service delivery, performance monitoring and reporting. As regards the transport burden, the 2007 Policy estimates that 67 percent of the rural women walk for more than 30 minutes to a clean water source, an activity which is sometimes performed more than once per day. The MoGLSD also has a National Action Plan on Women [2007] which outlines key women’s concern to be prioritised by the country.
Over the years, Uganda has formulated and enacted various policies and legislation, respectively, intended to promote gender equality and women’s empowerment. Those which have implications on the road sub-sector include:

· The 1993 Decentralization Policy states an obligation for gender responsive planning; defines structures and processes to ensure that gender is addressed in all future activities; and promotes gender awareness among local government politicians and technocrats to enable them address gender concerns. 

· The 1997 Local Governments’ Act [amended 2001] prescribes that at least one third of the membership of all local councils at all levels must be women; and reserves positions for women in strategic local government bodies such as the executive, contracts committee, land board and the district service commission. 
· The 1998 Land Act provides for the protection of women’s land rights. The amended Act [2006] introduces the requirement for spousal consent to dispose of land on which they subsist. 

· The Employment Act [2006] i] outlaws discrimination in employment on the basis of, amongst other things, sex; ii] defines sexual harassment and outlines measures to seek redress; iii] requires that an employer who employs more than twenty five employees to have in place measures to prevent sexual harassment occurring at their workplace; iv] provides for 60 working days of fully paid maternity leave and job security associated to role/function; and v] provides for 4 working days of paternity leave.

· The National Equal Opportunities Policy codified into the Equal Opportunities Commission Act [2007] is intended to facilitate the implementation and enforcement of the affirmative action provision in the Constitution.  
Many of these good policy intentions and statutory obligations have not been translated into practice.  This is largely on account of the MoGLSD lacking the capacity to effectively execute its mandate. Amongst other things, it is marginalized within Government, with limited influence over other sectors and institutions and no clear mandate for gender policy oversight in MDAs. For instance, the MoGLSD was not aware of the MoWT Gender Policy Statement and Mainstreaming Guidelines published in 2008. Due to capacity gaps the MoGLSD is reactive and collaborates largely with those MDAs which demand for its advice and technical support.

The MoGLSD also suffers from a chronic lack of resources. Its share of the national budget over the past five years has ranged from 0.3-0.5 percent which is less than one third of the required resources of which a mere 17 percent or so is invested in gender equality enhancing programmes.
Whereas the MoGLSD is responsible for labour, it has not come up with measures to enforce compliance to the gender dimensions of the 2006 Employment Act. The ministry has also not proactively promoted women’s employment in labour-based road works.   

2.2 Gender Dimensions in National Development Management   

The Government of Uganda’s commitment to gender equality is reflected in various aspects of national development management including the National Development Plan [NDP]; national and sector planning and budgeting; and the like.
National Development Plan 2010/11-2014/15

The National Development Plan [NDP, 2010] is the overarching progressive policy development framework and medium-term planning tool. The NDP specifies Uganda’s strategic direction, development priorities and implementation strategies over the planning period. It guides the formulation of policy and implementation of Government programmes through sector wide approaches [SWAps] and a decentralized system of governance. The NDP is implemented through 16 sectors including works and transport as well as social development of which road and gender equality are sub sectors, respectively. 

The NDP [2010] prioritises gender amongst the seven most binding constraints which must be addressed in order to stimulate growth in the country. More specifically, it acknowledges that traditional rules and practices sanction women’s discrimination. The NDP partly commits to redistribution of national resources and promoting gender equity of outcomes. Amongst other things, it calls for affirmative action in employment for women in line with the Uganda Gender Policy, the National Action Plan on Women and the UN conventions on the rights of women. It also calls for a review of the allocation formula for grants to local governments to make it more responsive to inter alia, gender inequalities. 
As regards gender and transport, the NDP states that 73 percent of the districts in Uganda experience a shortage of accessible biomass for fuel. Further, that the average distance travelled to collect firewood is increasing with some communities walking more than 4 km suggesting a work and time burden for the women who are socially assigned this responsibility.  

Gender equality in decentralised local governance

Under decentralisation, the responsibility for service delivery lies with the sub national Governments. The overall institutional framework for decentralisation is predicated on popular participation and bottom up planning for effective service delivery. The decentralisation policy states an obligation for gender equality and community development. The 1997 Local Governments’ Act [amended 2001] provides for affirmative action for women, PWDs and youths at all levels of local councils. The Act also reserves positions for women in strategic local Government bodies such as the executive, contracts committee, land board and the district service commission.

At the sub national level, the MoGLSD is decentralised into district and sub county Community Based Services [CBS] departments which support all sectors in community mobilization and participatory planning to ensure that Government programmes respond to the needs of the citizens. The CBS department is also responsible for sensitizing and educating the communities about their social responsibilities.

On an annual basis, the Ministry of Local Government [MoLG] grades local governments based on their performance in management and delivery of services as a way of promoting, amongst other things, downwards accountability.
 Gender mainstreaming is one of aspects for which performance measures are specified. Each of the aspects is accorded equal weight in the overall assessment. Where a local government performs well in respect to any of the performance indicators, it is rewarded with an additional 20 percent funding. Those which perform poorly are penalized by receiving 20 percent less than the local development grant allocation. 

Gender equality in public service human resource management 
In 2011, the Ministry of Public Service [MoPS] prepared “Guidelines for Gender Mainstreaming in Human Resource Management” to address institutional barriers to women’s representation in public service institutions. The guidelines provide for structures, mechanisms and processes which have to be put in place by MDAs within the existing organizational framework to guide, plan, monitor and evaluate gender mainstreaming into key areas of human resource management. The guidelines outline indicators to be monitored over the period 2011-2015. 
Financing gender equality in road development and maintenance

The road sub-sector is financed by the Government for maintenance and development partners to rehabilitation, reconstruction and construction projects. The development partners disburse aid to the sub-sector through various modalities including: i] sector budget support; and ii] on- and off-budget project support. Most of this aid is channeled through the UNRA. 

Ten development partners agreed with the GoU to provide budget support under a Joint Budget Support Framework [JBSF]. Under the JBSF, the Government of Uganda and Development Partners developed a Joint Assessment Framework [JAF], endorsed in October 2009 as the instrument for fiscal policy dialogue. This includes indicators and actions against which Government performance is assessed on an annual basis, and thereafter lays the basis for donor disbursement decisions. Transport is one of the four JAF target sectors. The others are water and sanitation, education and health. The participating ministries and agencies include the MoWT as well as UNRA. 
None of the 25 key JAF performance indicators [KPIs] are gender sensitive. Whereas the GoU through the Office of the Prime Minister prepares an Annual Government Performance Report with KPIs, the JAF indicators override these. This suggests that sectors such as Works and Transport which receive sector budget support are not obliged to address and report on gender. 
Indeed as the section on application of gender in road projects demonstrates, most of the [gender equality] gains made under project support have been reversed as development partners such as DANIDA have embraced sector budget support. The section demonstrates that the widely held standpoint that the project approach weakens governments and raises the transaction costs of aid, notwithstanding, this aid modality provides the greatest potential for gender mainstreaming. This is largely because the development partner has control over the prioritisation and design processes as well as the projects’ implementers accounting and management systems. 

Gender Equality in Fiscal Policy  
On an annual basis, MDAs as well as the local governments prepare Budget Framework Papers [BFPs] based on a budget call circular [BCC] issued by the MoFPED. The BFPs are submitted to the MoFPED which assesses compliance to the BCC, alignment to the NDP and responsiveness to other fiscal policy. The BFPs are the basis of the preparation of the sector-specific Ministerial Policy Statements [MPS] which is submitted to Parliament for legislative approval.
In financial year 2003/04, the MoFPED adopted gender and equity
 budgeting as a fiscal policy issue. With effect from that year, the annual BCC requires sector and local government BFPs to address gender and equity issues. While theoretically BFPs which do not consider are supposed to be rejected and referred back to the sector
, the BCC for FY 2013/14 notes that most MDAs and local governments have not fully mainstreamed this policy commitment in their respective plans. This is partly on account of the fact that the MoFPED is yet to institute an incentive mechanism with rewards and sanctions contingent on performance.
The Uganda Women Parliamentarians Association [UWOPA] is in the process of developing a “Certificate of Equity” which once adopted by Parliament, will be used by MPs to call for improved gender accountability from spending agencies. If enacted into law, sectors such as Works and Transport will be required to attach a Certificate of [compliance to gender] equity to their MPS. 
Table 3 below summarises the suggested implications of the aforementioned policy and legal instruments on the road sub-sector. 

Table 3: Summary of National Gender Policy Framework and Relevance for the Works and Transport Sector
	Legislation/Policy/ Instrument
	Relevance of national gender policy directive for Works and Transport Sector
	Responsible Sub-Sector Actor

	Constitution
	Affirmative action for women in road sub-sector institutions
	MoWT, UNRA, URF, TLB, RSC, ERB

	
	Affirmative action for women contractors and workers in road projects
	UNRA contracts committee, Local authorities works department, UNRA station engineers, MELTC

	NDP
	Affirmative action for women in road sub-sector institutions
	MoWT Procurement unit, UNRA, URF, Transport Licensing Board, Road Safety Council governing boards

	
	Affirmative action for women in road projects
	UNRA procurement committee, Local authorities works department, UNRA station engineers, MELTC

	
	Review of the allocation formula for grants to local governments to make it more responsive to gender inequalities. 
	URF

	Decentralisation Policy
	Participatory, bottom-up gender responsive planning for the development and maintenance of district, urban and community access roads 
	Local authorities works departments

	Uganda Gender Policy
	Incorporate a gender dimension in transport and road sub-sector policies 
	MoWT

	
	Incorporate a gender dimension in transport and road sub-sector planning 
	MoWT, UNRA, URF, Local authorities works department

	
	Incorporate a gender dimension in transport and road sub-sector resource allocation
	MoWT, UNRA, URF

	
	Incorporate a gender dimension in the management and maintenance of roads 
	UNRA, Local authorities, Contractors and Consultants 

	
	Incorporate a gender dimension in road sub-sector  technical audits 
	MoWT Quality Assurance division

	
	Incorporate a gender dimension in road sub-sector  performance monitoring and reporting
	MoWT, Local authorities works department, Contractors and Consultants

	Employment Act
	Equal employment opportunities for women and men
	MoWT Procurement and Human Resource Management Units, UNRA board, URF board, contractors and consultants

	
	Institute mechanisms to prevent sexual harassment in the workplace
	MoWT Human Resource Management Unit, UNRA board, URF board, contractors and consultants

	
	60 working days of fully paid maternity leave and job security associated to role/function 
	MoWT Human Resource Management Unit, UNRA board, URF board, contractors and consultants

	
	4 working days of paternity leave.
	

	MoPS Gender Mainstreaming Guidelines
	At least 30 percent of women in senior management positions by 2015. 
	UNRA board, URF board

	
	All training, workshops and conferences reports should disaggregated participants by sex
	MoWT, UNRA, URF Human Resource Management Units, MELTC

	
	All official documents to use gender-sensitive and inclusive language.
	Sub-sector institutions

	
	All institutions have active Gender Focal Point Officers. 
	Permanent Secretary MoWT 

	Gender and Equity Budgeting
	All sub-sector MDAs and local authorities works department incorporate gender in their BFPs
	Sub-sector institutions

	Proposed Certificate of Equity
	Works and Transport annual Ministerial Policy Statement submitted to Parliament includes a Certificate of [compliance to] Gender Equity. 
	MoWT


3
SITUATION ANALYSIS OF GENDER EQUALITY AND WOMEN’S EMPOWERMENT IN THE ROAD SUB SECTOR

This section is largely based on a travel survey undertaken in Kampala district as well as FGDs conducted along the Mbarara-Ntungamo and the Nyakahita-Kazo road projects. This information is supplemented by information from the 2009/2010 Uganda National Household Survey [UNHS].
3.1 
Demographic and Socio Economic Characteristics and Implications for the Road Sub-Sector
The Situation

The UNHS 2009/10 estimates the population at about 30.7 million, 51 percent of which is women. The survey reports that 85 percent of the population resides in rural areas. Further, that walking is the most common mode of transport in both urban and rural areas. As regards education, more adult men [79%] than adult female [66%] are literate. The survey further reports that only 6 percent of the work force is either professionals or associate professionals. In addition, that only 28 percent of the estimated 3 million working population has acquired a trade or technical skill. More males [31%] than females [25%] and more urban [38%] than rural [25%] residents have acquired a trade or technical skill.


The UNHS [2005/06, 2009/10] illustrate that, on average, women have a greater overall workload that includes low-productivity, unpaid care activities such as fetching water and firewood. In contrast, men spend more hours per week than women on remunerated economic activity. 
Women’s activities in the care and productive economy are largely undertaken using foot paths and bridges and without the benefit of labour- and/or energy saving technology as well as IMTs. Women multi-task suggesting that their work/time burden is much higher than what is reported. As a result, they experience time poverty which imposes restrictions on their economic choices as well as the elasticity of their labour which would otherwise enhance their livelihoods. 
Implications for gender and equity in the road sub-sector

The above situation suggests the following. First, for proportionate and equitable distribution of benefits of investments in the sub-sector, both women and men should be targeted equally. Second, while investments in national roads are critical, most citizens utilize rural road infrastructure and transport services to access basic socio-economic services and secure their livelihoods. Accordingly, road sub-sector policies should prioritise rural access and mobility. 
Third, the sub-sector should provide for safe walking including giving explicit attention to road safety education. Fourth, the sub-sector should create employment opportunities for the citizens through pro-actively promoting labour-based approaches to road works especially for low-volume roads in the rural areas. Furthermore, considering that women are grossly under-represented amongst the skilled [engineering] labour force [see section 5.1], quotas should be defined for their participation.
Fifth, the design and implementation of road projects should take into consideration women’s work in the care economy as well as their time poverty. Amongst other things, there should be provision for flexibility in working hours during the organisation of road works. A conducive environment to promote the employment of women should be offered including separate camp/site facilities as well as shelters for young children. 
Lastly, in order to enhance rural women’s mobility, the sub-sector should prioritise improving basic community access and appropriate transport services including IMTs. 

Table 5: 
Summary of Demographic Characteristics and Related Proposed Actions to Promote Gender and Equity in the Road Sub-Sector

	Demographic Characteristic
	Proposed Action to Promote Gender and Equity in the Road Sub-Sector

	Women constitute 51% of the population of 30.7 million
	Target 51%, rather than the prevailing 30%, women’s participation in road development and maintenance

	85% of the population resides in rural areas

	Prioritise rural access and mobility in road sub-sector

	Walking is the common mode of transport in both rural and urban areas
	Provide for safe walking and conduct road safety education 

	The adult female literacy rate is 66% for women and 79% for men
	Promote use of labour-based approaches to road works targeting:

· Women

· Rural areas

	Only 6% of the workforce is professional or semiprofessional
	· 

	Only 28% of the working persons have acquired a trade/technical skill
	

	25% of the women and 31% of the male workforce have a technical skill
	

	28% of the rural and 38% of the urban population are skilled
	

	Women experience time poverty
	· Flexibility in the workings hours 

· For labour-based work, a task rather than a daily rate should be adopted 

	Most of the women’s work in the care economy is undertaken on community infrastructure without the benefit of IMTs
	· Prioritise the improvement of community infrastructure
· Promote IMTs specifically targeting women


3.2
Gender Dimensions of Urban Access and Mobility

Ownership of Means of Transport

The travel survey established that the majority of the female respondents [87.9%] and male respondents [51.9%] do not own any means of transport. Only 9.1 percent of the female respondents compared to more than one third of the men own a car. An even lower proportion of women own a bicycle or motor cycle.  

Figure 3: Distribution of Means of Transport between Respondents by Sex
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Source: Travel Survey Conducted in Kampala City, May 2013
Means of Transport

The most common means of transport for both women and men is public transportation. More than half of the female respondents compared to about one quarter of the men report that they walk to the nearest road in order to access public transportation. The majority also walk from the taxi ranks to their places of work. A much lower proportion [6.1%] of women indicates that they hire a boda boda [motor cycle] to access public transportation.

Nearly 70 percent of the female compared to one third of the male respondents indicated that their urban trips involve an aspect of walking either too and from work or in order to access public transportation. This suggests that investments in urban road infrastructure should make provision for these road users.

The survey also showed that all the women and men who own cars drive to and from work. A few women indicated that their husbands drop and pick them from work. A relatively low proportion of women [18.2%] and an even lower percentage of men [7.4%] reported that they walk to work. Other reported means of transportation are use of a company vehicle and riding.

Cost of Transport
Slightly more than half [54.5%] and more than one third [36.4%] of the female respondents revealed that their personal monthly income ranges from UGX
 100,000-300,000/= and UGX 300,000-1,000,000/=, respectively. In contrast, most male respondents [40.7%] earn more than one million shillings monthly. The proportion of male respondents in the monthly income brackets of UGX 100,000-300,000/= and UGX 300,000-1,000,000/=, are 22.2 percent and 33.3 percent, respectively. Only 9.1 percent women and 3.7 percent men reported that they earned less than UGX 100,000/=.
The cheapest one way trip by public transportation [mini bus] to the city is UGX 700/= which totals UGX 36,400/= for a 26-working day month. But low income women and men are likely to reside far away from the city and are thus likely to spend much more on transport. The survey established that both female and male respondents who earn less than UGX 100,000/= cannot afford to pay for transportation and, therefore, walk to and from work. For that reason, many reside in urban slums. Further, that the lower the monthly income, the more vulnerable a user is. For instance, the male respondents who earn more than UGX 1,000,000/= spend only 4.2 percent of their income on transport. 
On average, the lower income groups experience catastrophic payments for transportation in the excess of 15 percent of their income. Considering that they constitute the majority of the poor, women are disproportionately affected. The cost is much higher, especially for women whose daily commute is more likely, than men’s, to include a caring trip such as dropping off and picking up young children from school. 

Whereas the Government does not directly participate in the provision of transport services, fare levels should be regulated by Kampala City Authority. This would potentially promote affordable transport and would benefit the poorer segments of society, including women. 

Figure 4: 
Proportion of Monthly Income Spent on Transport by Monthly Income Bracket and Sex
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Source: Travel Survey Conducted in Kampala City, May 2013
Gendered dimensions of public transport space 

The travel survey explored the gender dimensions of space in passenger service vehicles as experienced by female and male users. While most [83.3%] male respondents highlighted the lack of regulation resulting into high transportation costs as the biggest challenge, for the majority women [84.2%], sexual harassment, by transport operators and fellow passengers, is their biggest concern. On account of time poverty, nearly 80 percent women compared to slightly over 30 percent men prioritise long commuting in terms of long waits for public transport, traffic congestion and multiple stops by the operators as another challenge. The figure below illustrates that aggregated figures mask these gender differences. Many women’s concerns become non-issues if they are not experienced and, therefore, prioritised by men.

Issues such as disrespectful transport operators who physically and verbally assault women on account of being pregnant, travelling with young children and being dressed “inappropriately, were identified by only 16.7 percent of the male respondents. Women are also equally concerned about the poor hygiene in the vehicles, of the passengers as well as the operators. Besides making commuting unpleasant, the female respondents are concerned that poor hygiene could cause infections especially amongst their young children. Another issue expressed by only women is the poor public transportation etiquette such as talking loudly, inconsiderate use of the mobile phone and littering.
If transport policy, plans and regulations are to be responsive to women as well as men’s prioritised concerns, it is essential that data is disaggregated by sex. Women make up more than half of public transportation in the city and thus their needs deserve singular attention.

Figure 5: Constraints Experienced by Users of Passenger Service Vehicles, by Sex
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Source: Travel Survey Conducted in Kampala City, May 2013
Gender dimensions of road travel space 

The survey also identifies issues of concern to all road users. During the analysis, responses which pertained to only pedestrians were considered separately. In general both female and male road users identified traffic congestion, especially during peak hours, as their biggest issue of concern which impairs the mobility of both motorized and non motorized means of transport. The other is inadequate road infrastructure in terms of being too small, in a poor state of disrepair and not being responsive to the needs of the road users, particularly the pedestrians and the cyclists. Sidewalks are either lacking or inadequate. 
The biggest concern for both female and male pedestrians is the issue of safety on the roads for vulnerable users who also include cyclists. Women [91.3%] expressed more concerns for personal safety, crime and disorder than the men [77.8%]. Some women reported that the fear of losing personal items especially golden necklaces and handbags restricted them from travelling to certain parts of the city. Both female and male pedestrians identified unlit spaces and ways both in the city and the suburbs as one of the causes of physical and gender based violence on the roads. 

An additional prioritised issue of concern is motorists not respecting pedestrians, which in part contributed to their vulnerability to accidents. Related to poor infrastructure is the concern of roads becoming flooded during the wet season rendering walking almost impossible.

The foregoing suggests the need to identify the priorities of the different categories of female and male road users and consider these in the design of infrastructure and facilities. Amongst other things, this would necessitate the consultation of both women and men during travel surveys.
4
IMPLEMENTATION OF THE NATIONAL GENDER EQUALITY POLICY COMMITMENTS IN THE ROAD SUB SECTOR 
This section analyses the quality of implementation of gender mainstreaming in the road sub-sector. The analysis is against the national gender policy benchmarks outlined in section 2.2 and summarized in table 3 above. The section also assesses how responsive the sub-sector is to women’s and men’s access and mobility needs identified in section 3.
4.1
Legislation and Policy 

The legal mandate for development and management of the road sub-sector is derived from the Roads Act 1964 [CAP 345]. This was enacted at a time before gender equality had gained legitimacy as a development issue, and is, unsurprisingly not responsive to women and men’s transport and travel needs. As the subsequent sections indicate, there has been increasing recognition of the importance of integrating gender into road sub-sector legislation, policy, plans and strategies over the past one decade. 
The Uganda Road Traffic and Safety Act [1998] 
The Road Traffic and Safety Act is completely gender neutral. In contravention of the Constitution, there is no provision for affirmative action for women’s representation on the statutory Transport Licensing Board as well as the National Road Safety Council. 
The Act obliges implementers to collect data on number of persons injured and killed. In line with the sub-sector Gender Policy Statement, the National Road Safety Council should ensure that this and other safety data are sex disaggregated. Likewise, the Transport Licensing Board should also disaggregate, by sex, the information collected on ownership of categories of vehicles as well as licensed drivers. 
Uganda National Roads Authority Act [2006] 
The UNRA Act states that there will be a gender balance in the members of the Board to represent: i] ministries responsible for roads and finance not below the rank of commissioner; ii] the National Planning Authority; iii] the professional body of engineers; and iv] the private sector [two representatives].
Uganda Road Fund Act [2008] 
The URF Act states that at least one third of the board members shall be women. According to URF officials, this quota is not easily achieved on account of the male dominated constituents. The representatives from the ministries responsible for finance, roads and local government are not supposed to be below the rank of commissioner and yet all these are typically men. The others are drawn from freight transporters, passenger transporters, the accountants’ profession and the engineers’ profession, which are to a great extent male domains. 
The Traffic and Road Safety [City Bus Services] Regulations [2011]

As with the Road Traffic and Safety Act, the regulations of city bus services are gender neutral. For instance, whereas the Regulations have a section on conduct of passengers, it is silent on sexual harassment and other forms of gender based violence, which pose challenges for women users of public transport.
The Regulations also state that: “A bus operator may, by notices on the bus, set aside seats for older people or people with a disability…” There is no similar affirmative action for women or passengers travelling with babies or toddlers. 
Transport Policy and Strategy [2003]
The Transport Policy and Strategy provides for equal opportunities to be accorded to women to obtain gainful employment or provide services in the construction industry and in ministries and Government agencies. Further, it commits Government to ensure that all relevant gender concerns are taken into account in the planning, design and construction of infrastructure and that adequate facilities or mitigation measures are provided to the satisfaction of both men and women. In addition, it states that all the stakeholders in the industry will be made aware of gender issues and be required to conform to the appropriate legislation and regulation.

Plans are underway to review this policy and align it to the NDP and national Vision 2020. This is an opportunity to strengthen the gender responsiveness of the policy. 
Gender Policy Statement for the Roads Sub-Sector [2008] and Guidelines for Mainstreaming Gender into the Roads Sub-Sector [2008]
In 2008, the MoWT published a Gender Policy Statement, the approved operational framework for addressing gender inequalities and advancing women in the road sub-sector. To that end, the Policy Statement outlines strategies and actions to be adopted by the sub-sector. These include:

a. Gender capacity building
b. Formulation of policies, plans, programmes and budgets that are informed by a comprehensive gender analysis. 
c. Establishing gender sensitive benchmarks and targets for monitoring and evaluation of progress. 

d. Adoption of measures to ensure that women and girls are given equal opportunities to participate in and benefit from developments in the road sector through:
· Equal opportunities in recruitment
· Affirmative action in representation on MoWT bodies
· Gender considerations in bidding, contract documents and costing. 
The MoWT also published Guidelines for Mainstreaming Gender into the Roads Sub-Sector [2008] to operationalise the Policy Statement. The Guidelines present a step-by-step “what to do” and include questions as well as checklists in the form of indicators. The checklists are intended to be used as the internal tools for monitoring gender compliance of the sub-sector policies, plans, programmes and budgets.   

Discussions with key actors in the sub-sector revealed limited application of the Policy Statement and Mainstreaming Guidelines. This could, in part, be attributed to the inadequate dissemination. While the documents were prepared in 2006, they were published in 2008. Furthermore, the MoWT embarked on systematic dissemination, largely through workshops for local governments, in FY 2012/2013. This process has, however, been halted on account of government’s restrictions on cash advances to cater for costs such as transport reimbursement and subsistence allowances. 
Not many people consulted [including the ministry charged with gender] and less than half of the respondents to the capacity needs assessment survey were aware of the existence of the Policy Statement and Mainstreaming Guidelines. An even smaller proportion had copies of the documents and hardly any [7.2%] were able to describe how they had applied the mainstreaming guidelines to their work. 
Amongst the challenges identified as to the non-implementation of gender in the sector is the lack of technical capacity. [see section 5.3] The other is that the Policy Statement is not prescriptive and that while it sets useful standards for addressing gender in the road sub-sector, there is no mechanism for enforcement of compliance.
The issues raised in both documents are still relevant. Nonetheless, both the Policy Statement and Guidelines should be reviewed and updated to include developments in the road sub sector over the years, including the establishment of UNRA and the URF. Relevant mechanisms including regulations should be put in place to enforce gender responsiveness at all levels. In addition relevant aspects should be incorporated in prequalification, bidding and contract documents. Furthermore, the MoWT should disseminate the documents and orient all the key sector actors into their application in their relevant mandates.
Figure 6 below presents a summary of the key sub-sector actors’ knowledge of as well as application of the gender policy statement and the mainstreaming guidelines.

Figure 6: Knowledge and Application of Gender Policy Statement and Gender Mainstreaming Guidelines for the Road Sub Sector [n=101]
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Source: Analysed Gender Capacity Needs Assessment Survey [n=47] and In-depth Interviews [n=54]
The sections below illustrate that most recent sub-sector policies and plans make due reference to and, to a great extent, include relevant aspects of the Gender Policy Statement and Mainstreaming Guidelines. These documents, apart from the MoWT Strategic Plan, were prepared by external consultants, who according to sub-sector officials have greater and easier access to information than the members of staff.
National Construction Industry Policy [2010]

The main thrust of the National Construction Industry Policy [2010] is to improve coordination, regulation and development of the construction industry. The Policy outlines directions to establish a Uganda Construction Industry Commission [UCICO]. Furthermore, it re-introduces Force Account [direct labour using equipment and gangs] operations for district roads rehabilitation and maintenance. The Policy commits to various implicit and explicit measures to promote gender equality in road construction. These are outlined in annex 2.
The Policy also promotes the use of labour-based technology. This policy direction is significant considering that a labour-based rather than a mechanized approach to road works offers greater potential to target women and therefore, achieve gender parity in employment as well as resource distribution.  
Apart from the attempts to disseminate the gender mainstreaming guidelines, there is no evidence of implementation of the Policy commitments to gender equality. Nonetheless, the Policy provides a very good foundation for the ELU to ensure that gender is effectively addressed in all the constitutive aspects of the construction industry for the equitable benefit of both women and men. 
1. The ELU should ensure that the statutory instruments setting up the UCICO take into consideration the specified Policy commitments to gender equality.
2. Furthermore, it should use the Policy commitments to engage with the district engineers to ensure that force account operations promote gender equality and women’s empowerment. 
3. The commitments should also be incorporated in the routine technical audits of the districts and UNRA which are conducted by the ELU.
The Non Motorised Transport Policy [2012]
The recently launched Non Motorised Transport Policy [2012] acknowledges that whereas men, women, children and the elderly are all pedestrians, most means of transport in Uganda are owned and operated by men. Furthermore, that in some parts of the country, negative cultural traditions inhibit women from riding thus excluding them from the productive benefits that bicycles can offer.
The Policy states that Government recognizes that men and women have equal rights to own and use bicycles and that gender discrimination will be actively discouraged. The Policy commits the Government to undertake research in order to:

· Gain greater understanding of the practices and attitudes relating to bicycles and gender.

· Establish bicycle ownership and use disaggregated by sex.

· Understand the social and economic implications of women using bicycles. 
· Initiate culturally appropriate promotion of bicycle use by women.

The ELU should plan and budget for the proposed baseline studies. The studies should also include other NMTs. These will be the basis for defining benchmark indicators for NMTs but also for designing gender responsive interventions. 

Draft Rural Transport Policy and Strategy [2013]

One of the guiding principles of the draft Rural Transport Policy and Strategy [2013] is gender equality and social inclusion for equitable accessibility and mobility. The draft policy whose goal is to efficiently develop and manage sustainable rural transport infrastructure, modes and services has the following gender responsive provisions under the different objectives:
a. Policy Direction: Rural access

The prioritisation of rural transport improvements will take into account equity, economic development and environmental sustainability as well as the particular needs and priorities of women, children, the elderly, persons with disability and other disadvantaged and minority groups.
b. Policy Direction: Means of transport 

The needs of all groups for rural transport will be taken into account including women, children, the elderly, PWDs and other disadvantaged and minority groups during implementation of the policy objective. 

The ELU should ensure that these and other gender responsive provisions are implemented once the draft is passed into policy by the Cabinet.

Gender equality balance sheet 1 below presents a summary of how responsive the sub-sector policies and legislation are to women’s and men’s access and mobility needs, the status of implementation as well as opportunities and/or proposed action to strengthen the gender dimension.

Gender Equality Balance Sheet 1: Road Sub-Sector Policies
	Policy/Legislation
	Level of Gender Sensitivity


	Status of Implementation of Gender Equality Provisions
	Proposed Action to Strengthen the Gender Dimension

	Uganda Road Traffic and Safety Act [1998]
	Gender blind

	N/A
	Regulations derived from Act should be sensitive to women’s and men’s access and mobility needs

	Uganda National Road Authority Act [2006]
	Provides for affirmative action for women’s representation on UNRA board
	Fully implemented
	

	Uganda Road Fund Act [2008]
	Provides for affirmative action for women’s representation on URF board
	Defined quota of one third women’s representation on board not always achieved. 
	URF should ensure that the statutory obligation of fair women’s representation is met.

	Traffic and Road Safety [City Bus Services] Regulations [2011]
	Gender neutral
	N/A
	

	Transport Sector Policy and Strategy [2003]
	· Works component gender responsive 
· Silent on gender dimensions of transport
	Not implemented
	Revision of policy should be informed by a comprehensive gender analysis of the transport sector. 

	Gender Policy Statement for the roads sub-sector [2008]
	Gender responsive
	Yet to be fully operationalised
	Codify policy statement into enforceable regulations

	National Construction Industry Policy [2010]
	Gender responsive
	Not implemented
	Translate gender equality policy commitments into regulations to enforce compliance.

	NMT Policy [2012]
	Sensitive to women’s NMT needs
	Recently launched
	Define relevant gender sensitive indicators to track policy commitments. 

	Draft Rural Transport Policy and Strategy [2013]
	Gender responsive
	Not yet approved by Cabinet
	As above


4.2 Strategic Investment Planning

MoWT Sector Strategic Plan 2011/12-2015/16
The MoWT Strategic Plan which operationalises the NDP and sets out a framework for undertaking the functions of the Ministry over the period 2011-2016 is completely silent on gender. The KPIs, referred to as the golden indicators in the Strategic Plan, which are intended to demonstrate sector-wide performance are completely gender blind, a fact which some officials interviewed attributed to the JAF indicators being insensitive to gender. This is especially significant considering that these are the basis for the preparation of the Sector Annual Performance Report [SAPR] which analyses and reports on the achievements of the sector from a policy and strategic perspective. The SAPRs informs the annual Joint [GoU and Development Partners] Transport Sector Review [JTSR] where priorities are decided and funding commitments are made. 
This gap was, in part, addressed through capturing an indicator on cross-cutting issues in the 2012 SAPR. The specific indicators on gender in 2012 SAPR are as follows:

· Availability of gender focal person in the [transport] sub-sectors.
· Women in employment in the [transport] sub-sectors. This is in reference to staffing in the institutions.

While the addition of a sub indicator on gender is a move in the right direction, there is still room for improvement. Appointment of a gender focal person is a demonstration of political commitment to mainstreaming. However, in itself, this is not enough. In order for the focal person to be effective, they need to have clear terms of reference, a resource bound management plan with definite indicators and they should be strategically positioned within the institution in order to influence the agenda of the sub-sector.

The indicator on women in employment in the sub-sector by level of management partly complies with the MoPS gender mainstreaming guidelines. However, this should be broadened to include the proportion of women employed in road construction, rehabilitation and maintenance.  
Annex 3 details recommendations for enhancing the gender sensitivity of the SAPR golden indicators. 
Draft Ten Year Third Road Sector Development Programme [RSDP3], 2012
The RSDP3 which outlines the roadmap, in terms of priority investments, to be undertaken over the next 10 years acknowledges that the efforts to promote gender equality in the road sub-sector through policy and mainstreaming guidelines have not yielded the expected results. Adding that road policies, programmes, and M&E do not systematically address gender. To address these gaps, the RSDP3 considers gender and livelihood strategies amongst the strategic socio-economic and socio-cultural issues to be addressed. 

The RSDP3 recommends various actions for promoting gender equality in the road sub-sector outlined in annex 4. Accordingly, it provides a strong basis to strengthen the gender dimension in the identification, design, implementation, monitoring, supervision and evaluation of road sub-sector investment projects. Once the RSDP3 is approved, the ELU should use the document as a basis for auditing the respective sub-sector implementers. 

Gender equality balance sheet 2 below presents a summary of the extent to which the sector strategic investment and development plans are responsive to women’s and men’s access and mobility needs, the status of implementation as well as opportunities and/or proposed action to strengthen the gender dimension.

Gender Equality Balance Sheet 2: Sector Strategic Investment and Development Plans 
	Sector Strategic/ Development Plan 
	Level of Gender Sensitivity
	Status of Implementation of Gender Equality Provisions
	Proposed Action to Strengthen the Gender Dimension

	Strategic Plan [2011/12-2015/16]
	Gender neutral
	Annual Sector Performance Report  includes an indicator on gender which analyses and reports on the achievements of the sector from a policy and strategic perspective


	· Golden KPIs should be sex disaggregated as appropriate.
· The indicator on women’s employment in the sub-sector institutions should be broadened to include proportion of women employed in road development and maintenance.
· The ASPR should monitor the presence of a gender focal person with clear terms of reference, a resource bound management plan with definite indicators. 

	Draft RSDP3 [2012]
	Gender responsive
	Still a draft
	Gender equality provisions should be incorporated in prequalification, bidding and contract documents.


4.3
Annual Planning and Budgeting

The Works and Transport Sector Working Group [SWG] provides the institutional framework for sector policy dialogue between line ministries, designated agencies, development partners, local governments, CSOs and the private sector. A key activity of the SWG is the annual JTSR which assesses the performance of the sector against set targets and actions. The sector gender focal point does not participate in the SWG meetings.  
The MoWT Policy and Planning unit is responsible for coordinating the preparation of the sector BFP which is submitted to the MoFPED for consideration as well as the MPS which is submitted to Parliament. While, in principle, the SWG is supposed to invite the MoGLSD as well as relevant CSOs to participate, this is not always done. The unit is also responsible for monitoring the budget implementation process. None of the staff members in the unit who responded to the capacity needs assessment questionnaire had undergone gender training. While the unit is aware of the MoFPED requirement to engender BFPs, it considers this to be the responsibility of the ELU. 

The challenge is that even when ELU participates, its contributions “evaporate” as the discussion progresses towards prioritizing sector issues. Further, whereas the planning and budgeting process is consultative and participatory, the BFP and the MPS are prepared by one unit and sometimes an individual within the unit. If they are not convinced, gender is “edited” out of the document. Whereas the MoFPED in collaboration with the MoGLSD has been offering training in gender and equity budgeting, the Works and Transport sector is yet to benefit. Accordingly gender and equity budgeting becomes an unreasonable requirement. Besides, it is quite heavy and confusing since it pulls together gender with other forms of inequality such as regional imbalance, inclusion of the poor and vulnerable groups such as youths, HIV and AIDS, persons with disabilities and the elderly. Indeed, a review of the BFPs showed that gender equality is perceived to be synonymous with other crosscutting issues such as HIV and AIDS. 
An analysis of the BFPs and the ministerial policy statements [MPS] indicates that gender and equity issues are restricted to only one section per sub-sector institution. During some financial years, some of the sub-sector institutions, more specifically UNRA and URF leave the “gender and equity” sections blank. It is evident that the sub-sector institutions lack the capacity to engender the BFPs as the analysis shows that they pay lip service to gender. There is no indication that the BFPs or MPS are informed by gender analysis. On annual basis, where the section on “gender and equity” is filled, it includes the same almost verbatim extract from the Gender Policy Statement. Where gender equality activities are identified, these are typically not matched with budget lines.
Some of the planned activities under the BFPs are: i] gender audit of MDAs; ii] gender capacity building; iii] preparation of M&E for crosscutting issues; iv] dissemination of Gender Policy Statement and Mainstreaming Guidelines; and iv] development of gender mainstreaming strategies for both UNRA and URF. Some of these have been implemented with different levels of success.
In FY 2009/2010, the Government, through the Uganda Road Fund disbursed funds, for the first time, for bottlenecks removal on community access roads. 
Gender equality balance sheet 3 below summarises the gender responsive of the MPS and BFPs, the status of implementation of the gender equality provisions as well as opportunities and/or proposed action to strengthen the gender dimension.

Gender Equality Balance Sheet 3: Annual Planning and Budgeting
	Sector Annual Plans and Budgets 
	Level of Gender Sensitivity
	Status of Implementation of Gender Equality Provisions
	Proposed Action to Strengthen the Gender Dimension

	Budget Framework Paper and Ministerial Policy Statement
	· An attempt to plan for gender capacity building, gender sensitive M&E, and gender audits.
· But planning and budgeting are not informed by a comprehensive gender analysis.
	· Draft M&E to measure gender mainstreaming has been developed.
· Gender Policy Statement and Mainstreaming Guidelines partly disseminated.
	Annual planning and budgeting should be informed by a comprehensive gender analysis. This necessitates the routine collection and analysis of gender disaggregated data.


4.4 Road Improvement, Supervision and Performance Monitoring

Implementation of road works is the responsibility of UNRA, URF and the local governments.  UNRA is responsible for the development and maintenance of national roads while the local governments through the respective departments of works are in charge of district, urban and community access roads. Prior to the re-introduction of force account in FY 2011/2012, all districts works were undertaken by contractors supervised by the district engineers. Since its establishment, UNRA has been using a combination of both contracting and force account, especially for routine maintenance.

The URF is responsible for disbursement of money for road maintenance to both UNRA and the local governments. The MELTC is responsible for training UNRA, districts and contractors in labour-based approaches to road works.
The MoWT has various tools for implementation, supervision and monitoring of road works. These include the: i] district road works manuals; ii] general specifications for road and bridge works; iii] performance contracts with implementing agencies; and iv] technical audits. 
District Road Works Manuals [2002]
The MoWT district road works manuals describe in detail the organization and techniques for planning, implementation and administration of a district road network. The manuals encourage community participation, promote use of labour based methods and foster gender balance in implementation of road works. They also encourage the district engineer to work with the community development officer.
Amongst other things, Volume 1, manual A gives the following guidance to district engineers during the development of the functional classification system:

· Development and maintenance of district road networks should not be solely based on motorized traffic but should also take into account human traffic.

· Facilities for the safe movement of pedestrians, cyclists and other two-wheeled motorized and non motorized vehicles should be provided.

· Community access roads are important and adequate provision should be made to maintain them in good condition.

Volume 2, manual B on contract documentation includes a template for the application form for pre-qualification for undertaking labour-based routine maintenance operations on district road links. The form requires information on the sex of applicant as well as the proposed workforce. In order to encourage women’s participation in road works, applicants are awarded up to 10 additional points for considering a gender balance. 
Discussions with the works department in Kumi revealed that these district manuals are not always utilized. This is because different [donor] programmes have distinct implementation guidelines with varied levels of gender sensitivity. For instance, the ADB funded Community Agricultural Infrastructure Improvement Programme [CAIIP] has mainstreaming guidelines to support districts and lower local governments to address cross cutting issues such as gender in the construction, improvement and maintenance of community infrastructure. 

According to the district engineer Kumi, disbursements from the Government as well as the URF are not always timely and the funds are insufficient to meet the requirements. As a result, certain activities [including routine supervision] are not implemented and cross cutting issues are the worst hit. The district engineer acknowledged that local governments are likely to address gender if there is someone closely watching or if this is tied to funding. As an example, the district last collected and analysed sex disaggregated data in 2008 when it was still being funded under the DANIDA Road Sector Programme Support. While DANIDA continues to support the district road works, this is through sector budget support, the performance indicators of which do not require sex and/or gender disaggregation. 
Given its policy oversight function, the MoWT should harmonize the approaches to mainstreaming gender in the implementation of local government road works and these should be adopted by all road sub-sector actors. 
General Specifications for Road and Bridge Works [2005]
The MOWT general specifications for road and bridge works document is the basis of preparing bills of quantity [BoQs] for national road projects, the activities a contractor is obliged to undertake. The specifications include a section on occupational health and safety, HIV and AIDS as well as gender. The specifications state that a contractor shall comply with laws, statutory regulations, policies, rules and byelaws on gender equality including the Local Governments Act, the National Gender Policy and the Social Development Sector Strategic Investment Plan. 
The contractor is obliged to prepare a Gender Management Plan [GMP] including details of how they will recruit women and men as well as “addressing the specific gender working and living needs in the road construction environment”. The GMP is supposed to be submitted to the supervising engineer not later than four weeks after the notice to commence the work. The GMP is supposed to include:
· Description of staff recruitment policy and procedures

· Gender awareness raising meetings

· Gender sensitive working conditions

· Gender sensitive facilities to be provided at the workplace

· Participatory gender sensitive monitoring

The contractor is obliged to provide a qualified safety officer to deal with occupational health and safety, HIV and AIDS as well as gender. This is a monthly billable and paid item in the BoQs. Others are gender awareness raising meetings/workshops as well as gender sensitive monitoring and reporting.

The specifications also oblige the contractor to liaise with, throughout the contract period, both government department and NGOs dealing with gender and social development issues. Further, that the local leaders and CDOs shall be contacted to advise and mobilise communities during the recruitment process. 

More specifically, the contractor is required to ensure that:

· Announcement notices of equal employment opportunities are posted in visible and popular places in the local communities and that such notices also reach women and youth leaders.

· Both women and men are represented in any information and consultative meetings held at the site and that gender and social issues are raised and analysed.

· Equal payment is made to women and men for similar work and that payment of wages is made to the workers and not to their representatives.
· Flexible working hours are introduced to the extent possible to take account of multiple roles of women as well as cultural norms.

· Separate toilet and accommodation facilities are provided for women, including sanitary facilities and sheds for children of working mothers.

· The contractor shall submit monthly reports of labour attendance disaggregated by gender.

· The contractor shall use gender compliance monitoring and evaluation forms to assess and report how gender concerns are addressed in recruitment, promotion, payment, provision of gender sensitive facilities, on-the-job training, etc.

Discussions with road project contractors and consultants indicated compliance to these specifications albeit with different interpretations and results. One of the biggest constraints is that while gender is one of the items in the BoQs, the contractors tend to price it as low as they can and then spend as little as they can get away with in the bid to maximize profit. This could be addressed through making it a provisional sum. That way, it would be equalized and would no longer be a competitive item for the contractors to estimate in their bids. The other challenge is that gender responsiveness is not a certifiable item as is the case with environment, for instance. If the contractor does not comply, all they lose is the negligible amounts allocated to gender. According to UNRA, a number of contractors are willing to lose that money rather than address crosscutting issues.
The General Specifications are currently being revised by a consultant contracted by UNRA. This is an opportunity to include measures to enforce gender compliance and to also ensure that it is addressed in a more meaningful manner. 
Road project monitoring reports include annexes on gender performance. However, these do not feed into the UNRA and/or the sub-sector central database. The ELU should incorporate these indicators in their M&E framework
 which currently focuses on only the sub-sector institutions. 
Section six illustrates how these specifications have been applied in road projects.

Reference Guide for Road Management Committees [2009]

The MoWT reference guide for constituting road management committees [RMCs] states that at least one third of the membership should be women. Amongst other things, the guide calls upon RMCs to mobilise and encourage women to participate in road works. 

According to the MoWT, the committees have never been fully established and they are not functional largely due to lack of funding. 
MoWT/UNRA Performance Agreement
Whereas the UNRA Act [2008] provides for a performance agreement to be made between the Minister of the MoWT and the authority concerning the management of the national roads network, this is yet to be prepared. 
The ELU should ensure that when prepared, the Agreement includes relevant gender sensitive indicators as outlined in the sub-sector Gender Policy Statement.

Annual Technical Audit of District Roads 
In 2010, the MoWT prepared checklists to be used to conduct technical audits of the district road network. The checklists do not include gender and yet gender audit of MDAs and local governments is one of the recurrent policy commitments expressed in the BFP and MPS. Furthermore, while the ELU is involved in conducting the audits, the Gender Focal Person does not participate.

The Construction and Quality Assurance Department should review and engender the technical audit checklist and forms. In addition, the GFP should be involved in conducting the audits. The issues to be monitored should include compliance to the gender clauses in the district road manuals. In addition, the audit should focus on the following:

· Gender responsiveness of the annual district road work-plans and budgets.

· Gender sensitivity of BoQs

· Employment in road works disaggregated by work days and sex.

· Income from road works disaggregated by sex.

· Number of women-owned compared to male-owned contractors awarded contracts.
MoWT Client Charter [2012] 

Since 2006, all MDAs including local governments are required to develop and implement a client charter. The charter is supposed to define minimum levels of services in terms of quantity, quality, time and cost as well as the rights, obligations and responsibilities of the clients. One of the guiding principles of the charters is supposed to be equity: fair treatment to all clients irrespective of, amongst other things, gender.
 The recently [2012] developed charter for the MoWT commits the ministry to promote the integration of gender in the sub-sector. 
The charter provides the ELU with another entry point to ensure that the MoWT executes its mandate in a manner which is accountable to the needs of women as well as men. The ELU should work with other sub-sector institutions to ensure that, once developed; their respective Client Charters promote gender responsiveness during implementation of road works and delivery of transport services.
URF Maintenance Funds Allocation Criteria
The URF is in the process of procuring a consultant to develop a needs-based approach to the equitable allocation of maintenance funds to national, district, urban and community access roads. The URF should ensure that the allocation criteria take into consideration women’s key access interventions through continued prioritisation of bottlenecks removal on community access roads. 
Monitoring and Evaluation Framework for Cross-cutting Issues in the Transport Sector [2012]

The M&E framework for cross-cutting issues is designed to only assess performance of sub-sector institutions and not the gender responsiveness of execution of their respective mandates. The defined indicators measure performance of the following aspects of the MDAs: 
a. Whether plans reflect “sound” gender analysis and interventions are designed to address identified gender gaps.
b. Annual budgets allocate funds to implement planned gender interventions. 

c. Gender awareness creation. 
d. Existence of a designated Gender Focal Persons.

e. Percentage of women staff. 
f. Gender sensitivity of facilities.
g. Implementation of affirmative action for women.
This M&E should be revised to include indicators to assess the extent to which gender equality and women’s empowerment are addressed road development and maintenance. Many of the relevant indicators are indicated in the foregoing sections.
Gender equality balance sheet 4 below summarises the gender responsiveness of the MoWT policy oversight tools, the status of application and proposed actions to strengthen the gender dimension.

Gender Equality Balance Sheet 4: Policy Oversight Tools

	Policy Oversight Tool
	Extent of Gender Sensitivity
	Status of Application of Gender Equality Provisions
	Opportunities/Proposed Action to Strengthen the Gender Dimension

	District road works manuals
	· Prioritise community access roads

· Promote women’s participation in road works
	Not applied
	· Gender equality provisions should be incorporated in prequalification, bidding and contract documents.

· The MoWT should harmonize the various [donor] mainstreaming guidelines and these should be adopted by all road sub-sector actors. 

	General specifications for road works and bridges
	Provides for:

· women’s representation in national road works
· women’s sensitive working environment 

· gender awareness creation

· gender sensitive monitoring
	Applied to road development projects only
	Revision of specifications:

· Should incorporate gender equality provisions outlined in the RSDP3.
· Gender equality should be a provisional sum rather than a competitive BoQs item.
· Compliance to gender equality should be a certifiable item.

	Reference guide for road management committees
	· Provides for affirmative action for women on RMC
· Promotes women’s participation in road works
	RMCs not functional

	

	MoWT/UNRA performance agreement
	Not yet developed
	N/A
	The agreement should include relevant gender sensitive indicators as outlined in the sub-sector Gender Policy Statement.

	Annual technical audit of district roads
	Silent on gender

	N/A

	Should be reviewed and revised to include the following indicators: 
· Gender responsiveness of the annual district road work-plans and budgets.
· Gender sensitivity of BoQs.
· Employment in road works disaggregated by work days and sex.
· Income from road works disaggregated by sex.
· Number of women-owned compared to male-owned contractors awarded contracts.

	MoWT client charter
	Commits the MoWT to promote the integration of gender in the sub-sector.
	Yet to be implemented
	 

	URF road maintenance allocation criteria
	Yet to be developed
	N/A
	Development of road maintenance funds allocation tool should take into consideration NDP recommendation for equitable resource allocation.

	M&E framework for crosscutting issues
	Monitors gender responsiveness in the workplace.
	Some of the indicators feed into the ASPR.
	Should be broadened to monitor performance and assess impact in road development and maintenance.


5
GENDER AUDIT OF ROAD SUB-SECTOR INSTITUTIONS
5.1
Gender Representation in Engineering Graduands from Makerere University
The proportion of women in civil and mechanical engineering courses in Makerere University has not increased much over the past ten years. Women constitute 17.6 and 11.4 percent of civil engineering and mechanical engineering graduands, respectively. These low absolute figures contrast sharply with women’s advancement in education over the years. According to the 2010 UDHS, the adult female literacy rate is 66 percent compared to 79 percent for males.
The trend is likely to continue because the Association of Women Engineers, Technicians and Scientists [WETSU] which used to interest girls in high school in sciences stopped being active more than four years ago. This, according to the members is due to lack of funding for their activities. 

Figure 7: 
Trends in Proportion of Women Graduating with BSc. Civil Engineering & BSc. Mechanical Engineering Degrees from Makerere University [2003-2012]
Sources: Makerere University Graduation Lists 2003-2012
5.2
Gender Representation in Road Sub-Sector Institutions

As regards employment in the road sub-sector, women are almost invisible and are concentrated in the lowest paying salary scales of attendants, typists and secretaries which earn an annual gross salary of USD 3000 and below. The analysis of the MoWT shows a relatively high level of women in the graduate and diploma entry level. Less than one percent of the women compared to 26 percent of the women employed in the MoWT occupy management positions. No woman occupies any of the “C-Suite” senior management positions of commissioner, assistant commissioner, director or permanent secretary. This suggests that women experience a glass ceiling; hardly any of them who graduate make it to the top. Figure 8 below presents a gender representation in the MoWT by level.

Figure 8: Gender Representation in the MoWT
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As previous sections indicated, some of the legal instruments for setting up the sub-sector institutions do not guarantee women’s representation in governance, while others are lacking in gender sensitivity. For instance, while not fully functional, the composition of the statutory district road committee as provided for under the 2008 Uganda Road Fund Act is not likely to be gender sensitive. This is on account of the fact that the constituents are male dominated institutions: i] local authority chairpersons and mayors; ii] members of parliament; iii] chief administrative officers; iv] district roads engineers; v] district secretary for works; and vi] municipal works engineers. The district road committees have the overall oversight in the preparation of plans for district and community access roads in liaison with the MoWT.

The gender representation in the whole sub-sector compares unfavourable with the average figures for the entire public service. For instance, women make up only 12.9 percent of total sub-sector staff compared to more than one third of the entire public service. Furthermore, whereas women constitute 22 percent of the managers in the entire public service, they make up paltry 5 percent of the management of the sub-sector institutions. This suggests that the sub-sector is not likely to meet the 30 percent national target by 2015. But even more importantly, the lack of a critical mass in top management suggests that women are not likely to influence agenda setting as well as decision making in the sub-sector in the foreseeable future. 
Women are nearly absent in the engineering profession. For instance, there are only six engineers in the MoWT, five of them being recently recruited. These include a principal mechanical engineer, a senior mechanical engineer, two civil engineers and two mechanical engineers. Only one out of the 22 UNRA Station Engineers is a woman.  None of the more than 100 Local Government District Engineers is a woman. None of the civil engineering consulting firms belongs to a woman. Only two of the contracting firms registered with UNABCEC [Uganda National Association of Building and Civil Engineering Contractors] are owned by women. 
What happens to female engineering graduates? Part of the answer lies in work-life balance and female attrition in the engineering field. Many young women quit work when they start to have children, and a large number find it difficult to regain the same position and momentum if, and when they return. Furthermore, anecdotal evidence suggests that when it comes to choosing between client-based work involving travel versus office-bound back-end work, women engineers prefer the latter.

While it would be extreme to conclude that the sub-sector institutions are gender insensitive, discussions revealed that the prevailing organisational culture and practices are, to some extent, discriminatory against women and exclude them in various ways. For instance, the MoWT headquarters in Entebbe and their Kampala offices do not have separate toilet facilities for women. 

5.3
Building Gender Capacities in Labour-Based Approaches to Road Works  
Established in 1995, the Mount Elgon Labour-Based Training Centre [MELTC] is the sub-sector’s designated institution for training both the public and private sector in labour-based approaches to road works. The Centre offers training for both engineers and non-engineers involved in the sub-sector. At the local government level, the non-engineers include community development officers responsible for mobilization of people for road works as well as officers who take on the function of gender. Others are district contracts committees as well as the political leadership. Table 9, however, suggests that the MELTC training over the past five years has excluded the local government non engineering staff. This is partly attributed to inadequate funding from the Government. 
The curriculum includes a module on cross-cutting issues which is offered to all engineering and non engineering participants. The training includes theory as well as practice on a model road. Discussions with MELTC staff revealed that not all the gender sensitive aspects are applied during the practical training on the model road. This could partly explain why the labour-based road projects visited were largely insensitive to gender. [see section 6] After the training, contractors are awarded two trial contracts which are supervised by the relevant local government engineering and non engineering staff. 

The training prequalification questionnaire for the contractors promotes women’s participation as follows:

· A contracting firm can earn up to 4 points if women constitute three quarters or more of its shareholders. 

· A firm is awarded ½ point for each female permanent staff [up to 4 staff] 

· If the managing director of the contractor’s staff nominated to participate in the training is a woman, the firm is awarded 2 extra points.

MELTC attributes the close to 30 percent women’s representation amongst the contractors trained over the past 5 years to affirmative action. Affirmative action notwithstanding women are still under-represented amongst the training constituting only 7 percent of the total number trained, a fact attributed to the male domination in the sub-sector. [table 9] 
Table 9: Beneficiaries of MELTC Training by Category and Sex
	CATEGORY OF TRAINEES
	YEAR
	WOMEN
	MEN 
	TOTAL

	 
	 
	No.
	%
	No.
	%
	 

	District Engineers
	2009
	0
	0
	11
	100
	11

	Supervisor of Works
	2011
	0
	0
	13
	100
	13

	Senior and Road Inspectors
	2011
	0
	0
	16
	100
	16

	UNRA Road Overseers
	2013
	1
	4.2
	23
	95.8
	24

	Managing Directors/Contractors
	2011
	7
	29.2
	17
	70.8
	24

	Forepersons
	2009
	1
	6.25
	15
	93.8
	16

	Assistant Forepersons
	2009
	0
	0
	25
	100.0
	25

	TOTAL
	 
	9
	7.0
	120
	93.0
	129


Sources: MELTC Training Records
Beyond the numbers of women relative to men training, there is no evidence of the value added targeting non engineers  as well as incorporating a gender dimension in the training. In order to assess the impact of the training on gender equality, the MELTC should develop indicators to be used to undertake routine tracking studies of both the private and public sector.

5.4
Challenges to Promoting Gender Equality and Women’s Empowerment in the Road Sub-Sector
Most [83%] respondents identified inadequate capacities as the key challenge to promoting gender equality and women’s empowerment in the sub-sector. As a result, sub-sector institutions do not collect, analyse and utilize gender disaggregated data to inform planning, budgeting, performance monitoring as well as technical auditing. The only institutionalised form of gender capacity building has been through the MELTC but as the foregoing sub-section suggests, this has benefitted only a few people and none of them from the MoWT. Only 14.9 percent of the respondents indicated that they had undergone gender training. Unsurprisingly, these were typically sociologists or individuals who took on the function of gender in their respective institutions.

Despite the MoFPED requirement to undertake gender and equity budgeting, the subsector institutions do not always do so. Accordingly, there is limited financing of gender equality enhancing activities such as awareness creation, capacity building and dissemination of policy statements. 

More than 30 percent of the respondents attribute this to the fact that while gender is regarded as a cross-cutting, it is the least valued amongst the sub-sector priorities. For that reason, when funding, time or other resources are limited, gender-related activities are typically not implemented. Notwithstanding decades of gender being on the national development agenda, negative attitudes persist and stereotypes about what work women and men can and cannot do prevail. This, in part, is attributed to inadequate awareness as well as appreciation of gender equality at policy, institutional, service delivery and community level. To many, gender continues to be synonymous with women.

Nearly 60 percent of the respondents believe that the gender mainstreaming set up in the sub-sector is ineffective. The MoWT has an ELU with a designated GFP and whereas UNRA has a Safeguard Unit which is responsible for addressing crosscutting issues, there is nobody dedicated to gender mainstreaming both at headquarter and station level. According to one of the URF staff members, gender is nobody’s business and the institution does not really care about it.

While the GFP set-up in the MoWT has achieved some results, the designated officer is at the lowest rank [U3] of the middle management level suggesting limited influence to strategic decision making. The ELU is strategically positioned under the Construction and Quality Assurance Department but the challenge is the compartmentalization of gender. Addressing gender in the sub-sector is perceived to be the sole responsibility of the GFP, and to some extent, the Quality Assurance Division under Department. Accordingly, the GFP does not effectively engage with and, therefore, impact on other departments namely: i] Roads and Bridges; ii] Transport Services and infrastructure; ii] Transport Regulations; and iv] Mechanical Services Engineering. Additionally, whereas gender equality is categorised as a cross cutting issue, there are no demonstrable links with other issues. Instead, there is a separate section on gender in all the documents reviewed, which further marginalizes it.
In order to address this gap, the MoWT should institute a gender management team comprising of GFP and representatives drawn from senior management of all the relevant departments. The team should include men to deconstruct the persistent stereotype that gender is exclusively a women’s concern.
An additional challenge is that the sub-sector gender policy statements have not been effectively disseminated and thus applied due to commitment, capacity or funding gaps.

The fore mentioned challenges notwithstanding, there seems to be a genuine interest by the sub-sector institutions in addressing the pertinent gender equality issues. This could partly be due to the MoFPED requirement as well as the increasing vigilance by parliament for sector MPS to apply gender and equity budgeting. 

Figure 9: 
Perceived Challenges to Promoting Gender Equality in the Road Sub-Sector [n=47]
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Source: Gender Capacity Needs Assessment Survey, 2013
Most of the gender equality gains achieved in the country can be greatly attributed to CSOs engaging the Government for responsive policies, laws, investment plans, budgets and service delivery. The challenge is that there is limited CSOs activism in the road subsector which is perceived as being “too technical and something to do with only engineers”. The two oldest CSOs in the sub-sector have been lone voices for decades. The First African Bicycle Information Organization’s [FABIO] focus is on the promotion of the use of non motorized means of transport [NMTs]. The National Forum Group, the Uganda chapter of the International Forum for Rural Transport and Development [IFRTD], engages policy for improved rural mobility and access. The Uganda Building Construction, Civil Engineering and Allied Workers’ Union is involved in collective bargaining for [permanent] road workers’ rights largely based on the national Employment Act. A relatively new entrant in the field is the Uganda Road Sector Support Initiative [URSSI] established in 2009 to facilitate modern road transport and urban planning practices in the country. 

Discussions with these CSOs showed that while they were aware of the importance of promoting gender equality in their respective mandates, it was not something they prioritised on their respective agendas. There is also limited critical engagement with mobility and access in the women’s movement. Accordingly, the voices of women as regards their travel and transport needs are not captured and effectively reflected in the mandates, governance and agendas of the movement.  

6
APPLICATION OF GENDER EQUALITY IN ROAD PROJECTS
This section is based on field work which was designed to assess the application of gender in the identification, design, implementation and supervision as well as monitoring of road projects. 
6.1 
Case Study 1: Reconstruction of the Northern Corridor Route

Identification and design

The case study focuses on the on-going Mbarara-Ntungamo-Kabale-Katuna road link of the Northern Corridor Route. There were no specific gender considerations during the identification of the road project. However, the EU Country Strategy Paper and National Indicative Programme 2008-2013 commits all development partners active in the sector to provide support to the GoU to ensure that both road sector institutions and contractors address gender issues through inter alia Gender Management Plans [GMPs]. Furthermore, that gender considerations will be mainstreamed into all aspects of EU support at both the institutional and project level. 
A social impact assessment was undertaken as part of the feasibility study which proposed measures which were incorporated in the design to secure traffic safety for pedestrians and bicycle users. In addition, gender was identified as one of the aspects that needed to be addressed in order to guarantee the sustainability of the project. Actions to mainstream gender during the road improvement were quantified and costed.
Implementation and supervision

In order to comply with the contractual obligation of addressing cross-cutting issues, the contractor recruited non-engineering firms to support it. The project consultant’s team includes and environmental specialist as well as a community liaison officer. The contractor prepared the mandatory GMP outlining the gender equality actions, with clear indicators, to be given due consideration during the execution of the project. The GMP includes a Common Bargaining Agreement [CBA] specifying the terms and conditions of employment and rates of pay mutually decided upon by both the contractor and the workers’ union: the Uganda Building Construction, Civil Engineering, Cement and Allied Workers’ Union. 
Besides the periodic gender awareness creation for the local project staff, the GMP commits the contractor to report on gender sensitivity in: i] Job advertisement, recruitment and promotion; ii] Representation in leadership positions; iii] Addressing sexual harassment; and iv] Working conditions and facilities. Indeed, in response to complaints from the workers’ representatives, in March 2013, the contractor issued a memo targeting expatriate staff which affirmed zero tolerance to sexual harassment at the work place. 

The GMP also provides for both maternity and paternity leave. However, there is misinterpretation of the clause on duration of maternity leave as defined in the 2006 Employment Act. The contractor allows for 60 calendar days i.e. 2 months and not 60 working days which is typically taken to be 3 months. In addition, prior to April 21, 2013 when the CBA was revised, there was potential discrimination against women who were recruited while pregnant as these were not entitled to paid maternity leave. 

Not all the workers are aware of these efforts to protect their rights or even to ensure a gender sensitive working environment. This, according to the subcontractor is because many refuse to participate in the gender awareness meetings. The workers though argue that the meetings are held on Sunday afternoon, the only free time they have to relax and socialize. Further, they argue that the venues of the meetings are not always convenient.  That probably explains why the men were suspect of the idea of paternity leave arguing that even if it were paid, few would take it for fear of losing their jobs. Besides, most workers do not live with their wives.

While the GMP is not explicit on breastfeeding rights, the supervisors indicated that women workers can take breaks to breastfeed without pay deductions being taken for these. Furthermore, they argued that breastfeeding women could negotiate with their supervisors flexibility in time of arrival or departure from work. The women workers on the road argued that these arrangements worked for only those who lived near the working site. Furthermore, that while there may be no overt discrimination, for most women, becoming pregnant and giving birth was synonymous with job insecurity.  Whereas the GMP provides for maternity leave, it is silent on the equally important need for pregnant women to attend antenatal services.
Whereas the CBA as per GMP specifies fair hours of work and rest periods, the reality is quite different. The typical working day is 7.00 a.m. – 7.00 p.m. Monday to Saturday and half day Sunday adding up to a 72-hour working week as opposed to the recommended 45. The contractor pays for all the hours worked in excess of the standard working day or week at between 1.5-2 times the agreed hourly rates. While the workers talked to agreed that heavy physical jobs do not lend themselves well to extended workdays, they were at the same time appreciative of the extra income earned. 

The drawback is that extended workdays and weeks affect the workers’ health, safety, family and social life.  Perhaps that explains why most of the workers on the road do not live with their families, and married women or those with young children do not seek employment in these projects. The contractor argues that it compensates for this through offering workers one long weekend every month to spend quality time with their respective families.

Monitoring and reporting

A review of the monthly Health, Safety, Gender and Environmental reports shows a good attempt at “gender sensitive monitoring and reporting”. The reports include sex disaggregated data on workers by category and include status of implementation of the GMP. Some of the things reported upon include i] sensitivity of means of transport to pregnant women; ii] separate toilet facilities for women and men; and iii] sensitivity to women’s reproductive health rights such as maternity leave and breastfeeding facilities.

Emerging Impact of the Road Project on Gender Equality
By March 2013, women constituted 13 percent of the total contractor workforce of 1578. An analysis of where they are positioned showed that as with the road sub sector institutions, women employed in road projects are concentrated in those occupations stereotyped as “women’s work” with a correspondingly huge gap in earnings. For instance, figure 9 below shows that majority women are employed in the contractor’s guest house as cooks and cleaners. On the road site, most work as traffic controllers/flags persons. In contrast, majority men are employed in the mechanical workshop as well as in concrete works. 
Figure 10: Occupational Segregation in Mbarara-Lyantonde Road 
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Source: RCC. Health, Safety and Environmental Monthly Report. Mbarara-Katuna Road Project. April 2013
The foregoing suggests that in order to get more women to participate in road works, affirmative action has to be combined with measures which address the structural causes which influence subject and career choices.  
6.2
Case Study 2: Nyakahita-Kazo Road Improvement Project

Identification and design
Due to limited access to project documents, it was not possible to establish to what extent the identification and design were responsive to pertinent gender issues in the sub sector.
Implementation and supervision

As with the Northern Corridor project, the contractor recruited a subcontractor on crosscutting issues who is role is defined as: “To advocate for gender specific issues and monitor gender responsiveness at the workplace”. The specified activities are advocacy for increased employment of female workers in the project and monitoring on gender responsiveness in the workplace. The subcontractor did not, however, prepare a GMP to guide implementation. The consultant’s team includes an HIV and AIDS coordinator but nobody responsible for the supervision of compliance to gender.
While there was no overt discrimination against women, the contractor did not put in place conditions conducive for women’s employment. Furthermore, some of the female community members revealed that they were discriminated against during recruitment in the sense that even when they applied for well-paying jobs, the human resource officer denied the opportunity, arguing that some work was only suitable for men.

The only activities undertaken by the subcontractor are quarterly gender awareness meetings of the workers as well as periodic talk shows on the subject. 
Monitoring and reporting

A review of the monthly subcontractor reports and discussions with the subcontractor staff suggest that the emphasis is on occupational safety & health [OSH] as well as HIV & AIDS both in implementation and reporting. The text for the section on gender mainstreaming is almost unchanging every month. One of the monitoring reports indicated that “Gender issues were integrated in most of the programmes. This involved ensuring facilities for different sexes in the contractor’s camps and advocating for employment of women in areas where they can work better for example as flags women, cleaners, and cooks in accommodation camps hence empowering them financially!!!!”

Emerging impact of the road project on gender equality

There is no reporting on the numbers of women and men employed. According to the Resident Engineer, the project has employed a total of 384 workers, 30 [7.8%] of whom are women. Apart from the secretary, all the rest of the women are unskilled.

6.3
Case Study 3: Labour-Based District Road Works
Identification and design
Roads to be improved are identified during the annual budget conferences. Theoretically, this is a participatory bottom-up planning process where communities, at the parish level, identify the roads for improvement. Prioritisation and selection of roads is done at the sub-county level. The community services department, including the officer taking on the function of gender, is involved in the mobilization and facilitates the prioritisation process. Whereas the budget process is open to both women and men, there is no specific mechanism to promote their participation. 
The identification process is also not informed by a gender analysis of women’s relative to men’s mobility and access needs. The district authorities interviewed argue that the criteria they use in the selection emphasize access to basic services suggesting that the roads are likely to benefit both women and men. Additionally, the sub county women councilors ensure that some of the roads selected improve access to maternal health facilities.

There is no explicit consideration of gender in the design of the road works and the selection of the contractors. Whereas the district engineers indicate that they are aware of the need to address gender, they do not instruct the contractor to address it. 
Implementation 
This section presents experiences of a female and a male contractor in undertaking labour-based road works. The section illustrates that there is stagnation in promoting gender equality in district road works. This is particularly so for labour-based works where there is a potential risk of reversal of the gains achieved under gender responsive programmes such as the Danida road sector support. 

Supervision, monitoring and reporting

The monthly supervision meetings between the district staff and the contractors do not always happen and when they do, gender is not one of the things which are discussed. This is because, unlike environment, it is neither a contractual obligation nor a certifiable item. 

7
CONCLUSIONS AND RECOMMENDATIONS 
Conclusions

Legal and Policy Framework for Promoting Gender Equality
7.1 Uganda has a relatively enabling normative framework for promoting gender equality and women’s empowerment. This is reflected in the gender responsive constitution, the NDP as well as national gender, decentralisation, human resource and fiscal policies. Most of these have been codified into law which obligates sectors such as Works and Transport to incorporate a gender dimension as follows:

a. Promote women’s participation in decision-making in all statutory bodies through inter alia defining quotas for women’s representation.

b. Ensure equality of opportunity for women and men in employment and capacity development.
c. Mainstream gender in sector policy and strategic plans.

d. Local governments should adopt gender responsive participatory planning.

e. Sector plans should be responsive to women’s and men’s needs, as appropriate.
f. Sectors should allocate resources in a manner which addresses women’s as well as men’s needs without heightening gender inequalities.
g. Allocation formula for grants to local governments should be responsive to gender.
h. Collect sector specific sex and gender disaggregation of data.

i. Incorporate gender in technical audits and performance monitoring and reporting.

j. All MDAs should assign gender focal persons.

k. Paid maternity and paternity leave for workers. 

l. Institute mechanisms to prevent sexual harassment for a workforce exceeding 25 people.

Institutional Mechanisms for Gender Mainstreaming
7.2 Uganda has multiple institutional mechanisms for promoting gender equality and women’s empowerment. These include the MoGLSD, the EOC and gender focal points in MDAs at national and local governments’ levels. Even so, there is a critical institutional drawback reflected in the apparent weak coordination between the MoGLSD and the MoWT
 and the related weaknesses in actively influencing road sub-sector policy. This is besides monitoring compliance to the national commitments outlines in section 7.1 above. 
Situation Analysis: Women’s and Men’s Mobility Patterns and Transport Needs
7.3 The findings of the field study pointed to the differences between rural as well as urban women’s and men’s mobility patterns and access needs. Women are less skilled, experience time poverty and have restricted access to means of transport. Many walk and carry their burdens. Due to their relatively lower incomes, urban working women experience catastrophic payments for transportation. 
The study established that public transport and road travel spaces are gendered. More women than men reported personal safety and vulnerability as an issue of concern which influenced their decision of whether, when and where to travel using what means of transport. Further, whereas men prioritised lack of regulation resulting into high transportation costs, for women it is issues such as sexual harassment and long commuting.
Further, that culturally sanctioned stereotypes about women’s and men’s work and ability persist. These limit women’s potential to participate in and benefit from the road sub-sector. 

Implementing National Gender Equality Policy Commitments in the Road Sub-Sector
7.4 There has been progressive improvement in promoting gender equality in transport policy and strategic investment planning. Amongst other things, the MoWT has a Gender Policy Statement as well as Guidelines for Mainstreaming Gender in the Road Sub-Sector. These have, however, not been fully disseminated to the sub-sector institutions and actors. Accordingly, they have not effectively translated in annual planning and budgeting suggesting that investments in the road sub-sector may not be benefitting women equitably with men.
7.5 There are mixed levels of gender sensitivity in the transport policy oversight tools which are used in the implementation, supervision and monitoring of road improvements. The specifications for the national roads make it a contractual obligation to address some aspects of gender in construction and rehabilitation projects. There is no specific tool for promoting gender mainstreaming in the maintenance of national roads. 
7.6 Whereas the MoWT road manuals incorporate some aspects of gender they are not applied uniformly across the district road network due to the multiplicity of guidelines from the different funding agencies. 
7.7 There are various institutional and regulatory weaknesses which compromise the effective incorporation of a gender dimension in the road sub sector institutions. These include:
a. Capacity gaps to effectively mainstream gender in respective mandates.
b. Lack of accurate, relevant and appropriate sex and gender disaggregated data to inform policy, planning, budgeting, performance monitoring and technical auditing.
c. General lack of awareness and application of the MoWT Gender Policy Statement and Mainstreaming Guidelines. 
d. Insufficient resources for mainstreaming within the sub-sector institutions.
e. Persistent gender stereotypes.
f. Ineffective gender focal point set up.
g. Regarding gender as a crosscutting issue resulting into its compartmentalization, marginalisation and being perceived as the business of only one unit and/or individual. 
h. Limited critical engagement with mobility and access in the women’s movement and non prioritisation of gender equality amongst the road sub-sector CSOs.
Application of Gender Equality in Road Projects
7.8 Contractors of road development projects typically employ sub-contractors to facilitate compliance to gender equality requirements. This has seen an improvement in the proportion of women employed as well as some changes in the gender sensitivity of the working environment. However, not all sub-contractors have effected meaningful change. This is because the approach used does not challenge the status quo: the conditions that have led and continue to lead to gender inequalities in transport. Rather, an attempt is made to find space for women within existing opportunities. 
7.9 One of the key findings from the field is that there is stagnation in the promotion of gender equality in labour-based road works. This is particularly so for district roads where there is a potential risk of reversal of the gains achieved under past gender responsive programmes. This is partly attributed to a shift from project funding modalities to sector budget support. 
Lessons Learnt and Good Practices from the Application of Gender in Road Works  
7.10 There are some lessons to be learnt from the application of gender equality in road projects especially in terms of expanding opportunities for women’s employment. Some of the good practices identified from the case studies explored  which are crucial for mainstreaming gender include:

· Gender being a contractual obligation.
· Funding agency keen on promoting gender equality.
· Contractor management buy-in and a consultant with some good understanding of gender equality.
· Road project design informed by a gender responsive social impact assessment.
· Sub contracting to specialists with appropriate gender capacities.
· Gender sensitive monitoring and reporting on gender.

· Gender being a certifiable item which affects payment.

· Involving respective workers’ union to support the promotion and protection of workers’ labour rights, including egalitarian governance, fair and equal remuneration as well as paid maternity and paternity leave. 
· Resource-bound GMPs explicit on the following:
· Fully paid maternity leave and job security associated to the role/function.

· Provision for the requisite antenatal services.
· Flexible working environment which allow workers to combine employment and parental responsibilities.

· Working methods and conditions which suit both women and men.
· Project information including available opportunities displayed in places easily accessible to both female and male workers.
· Gender awareness creation workshops for both project staff as well as surrounding communities, as appropriate.

· Separate toilet facilities.
· Providing facilities for breastfeeding or for workers with young children.
· Women and men workers have the opportunity to apply for jobs of equal value.
· Providing for the collection of sex disaggregated employment data by category of work.

· Providing for sex disaggregated pay audits to establish the financial benefits accruing to female relative to male workers. 
Recommendations


Short-term recommendations

7.11 Disseminate the Gender Policy Statement and Mainstreaming Guidelines in a manner that clarifies the concept of 'gender mainstreaming' as it relates to the sub-sector. Enforce compliance to the Gender Policy Statement through regulation and/or putting in place an incentive mechanism. 
Possible area for technical support:  Support a Gender and Transport Policy Working Group led by the MoGLSD to assess progress, identify gaps and devise collaborative strategies to implement the MoWT Gender Policy Statement and Mainstreaming Guidelines. 
7.12 The MoWT should institute a gender management team, with well defined ToRs, comprising of the GFP and representatives drawn from senior management of the entire road infrastructure and transport services departments as well as the Human Resource Management Unit. The team should include designated UNRA and URF GFPs. The team should include men to deconstruct the persistent stereotype that gender is exclusively a women’s concern. 
7.13 Engender the review and revision of the Transport Policy and Strategy. This can be achieved as follows:
· Conduct a baseline study to identify women’s and men’s specific travel needs in both rural and urban areas. The baseline should also include gender dimensions of transport from both the user and operator perspectives.

· Consult CSOs with transport and gender equality mandates.
· Define strategies and objectives which embody the prioritised gendered transport needs.
· Define gender sensitive indicators for tracking progress of implementation and impact of the new transport policy.

Possible area for technical support: Formulation of a gender responsive Transport Policy.
7.14 Annual technical audits should include the following indicators: i] Gender responsiveness of the work-plans and budgets; ii] Gender sensitivity of BoQs; iii] Employment in road works disaggregated by work days and sex; iv] Income from road works disaggregated by sex; v] Number of women-owned compared to male-owned firms awarded contracts.
7.15 Gender equality provisions should be incorporated in prequalification, bidding and contract documents and it should be a provisional sum rather than competitive BoQs item [e.g. 1% of project cost]. Compliance to gender equality should be a certifiable item.
Medium-term

7.16 If transport and road policy and regulations are to be responsive to women’s as well as men’s mobility patterns, access needs and prioritised concerns, it is essential that planning data are disaggregated by sex. Women make up more than half of public transportation in the city and are the primary movers in the rural areas, thus their needs deserve singular attention and they should be prime targets for transport planning.

Possible area for technical support: A collaborative [MoGLSD, MoWT and Uganda Bureau of Statistics] comprehensive baseline survey to collect sex disaggregated data and gender analytical information to inform the development of an M&E. 
7.17 The key performance indicators of all sub-sector institutions should be sex disaggregated, as applicable and report on their respective contribution to gender equality and women’s empowerment.
7.18 The MoGLSD [which has the mandate of both gender equality and labour] working in collaboration with the ELU and the Uganda Building Construction, Civil Engineering and Allied Workers’ Union should conduct a comprehensive baseline data mapping levels of employment of women, relative to men in different aspects of road projects. The database should be updated on annual basis. To that end, the MoWT should institute a regulation requiring all sub-sector implementers to collect and report on employment in road works, by sex. 
7.19 The following are the key performance indicators for the road sub-sector. These should be incorporated in the MOWT Transport Sector Data Management System [TSDMS] currently under development. Whereas the different sub-sector institutions will be responsible for collecting monitoring data, as appropriate, the MoWT Policy and Planning Unit will hold the coordination function. 
Institutional
1. Proportion of female and male staff, across all categories in all key sub-sector institutions, undergone gender training. 

2. Proportion of women relative to men participating in road sub-sector decision-making: MoWT top management team and UNRA, URF, TLB, RSC, ERB boards. 

Mobility and access

3. % of road sub-sector development budget funding improvement of basic community access.

4. Ownership of means of transport, including NMTs by sex.

5. Proportion of urban women’s and men’s income spent on transportation.

6. Proportion of rural women relative to men living less than 30 minutes' walk from affordable, reliable and safe transport services.
Employment and Labour

7. Proportion of women and men employed in road construction and maintenance. 
8. Proportion of women supervisors: forepersons, head persons, gang leaders in road works.
9. Proportion of trained women contractors.
Contracting
10. Proportion of contractors complying with gender equality obligations. 
Possible area for technical support: Support to develop a national framework for monitoring effectiveness of gender mainstreaming in the road sub-sector.

7.20 Gender capacity building for:
a. Road sub-sector institutions. This should include general awareness creation for the highest level of management in order to get political commitment for gender mainstreaming as well as very specific training sessions, transferring specialized knowledge.
b. The GMT to provide effective policy oversight for gender mainstreaming in the sub-sector.

c. The sub-sector NGOs and encourage them to work with CSOs with a gender mandate. That way, they will use the directives and commitments within the transport policies, plans and strategies to engage the MoWT for improved gender sensitivity. Furthermore, they will be able to mobilize public opinion around the implementation of national commitments to gender equality in the road sub-sector.  

Possible area for technical support:  Preparation of tailor made training material and technical assistance to MELTC for gender capacity building of all aspects of the road sub-sector and for all categories identified above.
7.21 To promote gender mainstreaming in the road sub-sector in a sustainable manner, it is important to illustrate to the policy makers the value added. 

Possible area for technical support:  Cost benefit analysis: i] Quantifying women’s time savings on account of improved transport efficiencies and the related contribution to economic growth; and ii] [negative] implications  of gender inequality to the achievement of road sub-sector objectives. 
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	Occupational Health & Safety, HIV/AIDS and Gender Mainstreaming Officer
	GLSL
	Phone
	+256 77 7 043 143

+256 70 4 265 667

	105. 
	
	
	
	Email
	robertturyamureba@yahoo.com

	106. Beatrice Odongo Achola
	F
	Managing Director/ Contractor
	Macdowel Ltd., Kitgum and South Sudan
	Phone
	+256 79 1 192 771

+256 75 2 192 771

	107. 
	
	
	
	Email
	beatrice.achola.odongo@gmail.com

	108. Annette Byakika
	F
	Managing Director/ Contractor
	Luma Investments
	
	

	109. Mike Ochieng
	M
	Managing Director/ Contractor
	Morgan Enterprises Ltd.
	
	

	110. Richard Okia
	M
	Foreperson
	Morgan Enterprises Ltd.
	
	

	111. Christine Ibeno
	F
	Labour-based road worker
	Akeit-Akisim Road, Ngora District
	
	

	112. Deborah Alupo
	F
	Labour-based road worker
	
	
	

	113. Victoria Kyohairwe
	F
	Flags person
	Mbarara-Ntungamo-Katuna Road
	
	

	114. Beneth Kyokusiima
	F
	Flags person
	
	
	

	115. Samuel Ssenoga
	M
	Foreperson
	
	
	

	116. Alex Hire
	M
	Operator, hand roller
	
	
	


ANNEX 2: 
NATIONAL CONSTRUCTION INDUSTRY POLICY [2010] COMMITMENTS TO PROMOTE GENDER EQUALITY
1. Periodically generate disaggregated baseline data upon which policy makers and planners will draw to design efficient and effective interventions that will respond to the needs of the marginalized groups in the construction industry.
2. Disseminate guidelines to stakeholders aimed at achieving fairness in resource and opportunity distribution. 
3. Provide an enabling environment where both women and men participate in, and benefit from, developments in the construction industry in an equitable manner. 

4. Ensure that resources are allocated in a manner that responds to the identified needs of the marginalized groups.

5. Incorporate concerns of the marginalized groups in specifications, standards, manuals, tender documents and guidelines for physical infrastructure works.

6. Periodically provide training and sensitization of all stakeholders on issues and concerns of marginalized groups in implementation of physical infrastructure facilities.

7. During procurement of public works and services, consider only contractors and consultants with gender sensitive health schemes which take into account all people including the marginalized groups such as women and youths including maternity and paternity concerns. 

8. Increase awareness and promote use of labour-based technology in order to, inter alia, create employment for specifically marginalized citizens. The Policy states that there will be gradual increases in the use of labour-based methods targeting at achieving the following minimums:

· Main roads – 10%

· District and urban roads – 50%

· Other civil engineering works – 50%

ANNEX 3: 
RECOMMENDATIONS TO FURTHER ENGENDER THE GOLDEN INDICATORS [KEY PERFORMANCE INDICATORS] OF THE MoWT STRATEGIC PLAN SECTOR ANNUAL PERFORMANCE REPORT [SAPR]

Recommendations for enhancing the gender sensitivity of the SAPR golden indicators are as follows:
Golden indicator 3 on road safety: 

i. Fatalities per 10,000 vehicles and total fatalities should be disaggregated by sex. 

ii. Total registered vehicles should be disaggregated by category and ownership by sex.

iii. The indicator should capture data on NMT including bicycles disaggregated by ownership by sex.

Golden indicator 6 on rural accessibility:
i. Rural population living within 2 km of an all-weather road should be sex disaggregated.
ii. Population with access to taxi/matatu service should be disaggregated by sex.
iii. “All year motorable community access road network” may not be the most appropriate indicator considering that non motorised transport: walking and cycling is the predominant means especially in rural Uganda
.  
Golden indicator 18.2 Cross cutting issues: Gender

i. The indicator on availability of a gender focal person in the transport sub-sectors should be improved as follows: Gender focal person with clear terms of reference, a resource bound management plan with indicators. Furthermore, they should be strategically positioned within the institution in order to influence the agenda of the respective sub-sector.

ii. The indicator on women in employment in the sub-sector by level of management should be broadened to include proportion of women employed in road construction, rehabilitation and maintenance.  

ANNEX 4: 
THE DRAFT TEN YEAR THIRD ROAD SECTOR DEVELOPMENT PLAN [RSDP3 2012] – RECOMMENDATIONS TO PROMOTE GENDER EQUALITY IN THE ROAD SUB-SECTOR  

The draft RSDP3 [2012] makes the following recommendations to promote gender equality in the road sub-sector:

1. Budget lines for environmental social impact assessment [ESIAs] must allow for adequate consultations with women and men about their transport needs in order to inform the design, implementation and monitoring of RSDP3 road projects.
2. Bills of quantity [BOQs] for road projects and annual work plans should include a sum for gender analysis, mainstreaming and monitoring [e.g. 1% of project cost].

3. Gender focal persons should be appointed in all road sector agencies in line with the MoGLSD directive.

4. Inter-sectoral planning should seek participation from the MoGLSD and related agencies for proposed development of road sector policies, plans and programmes. This can be funded by the Road Fund.

5. Training in gender awareness and gender analysis should be done through incorporation of gender in all transport-related training institutions including their curriculum and training materials. 

6. To monitor and evaluate men’s and women’s participation in the programme, gender audits should be carried out during project implementation.

7. The collection of gender-disaggregated data needs to be improved to better inform policy and planning, and for monitoring the effectiveness of gender-mainstreaming initiatives. This data should be inputted into the UNRA database [since UNRA already has the capacity to expand its database to accommodate this type of data], and it should be accessible to all road sub-sector institutions.
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Table 2: Demographic Characteristics of Respondents


�
Women�
Men�
TOTAL�
�
�
No.�
%�
No.�
%�
No.�
%�
�
Sex �
99�
51.6�
93�
48.4�
192�
�
�
Age Group�
�
>18�
7�
7.1�
11�
11.8�
18�
9.4�
�
18-65�
87�
87.9�
74�
79.6�
161�
83.9�
�
<65�
5�
5.1�
8�
8.6�
13�
6.8�
�
Marital Status�
�
Single�
13�
13.1�
28�
30.1�
41�
21.4�
�
Married�
45�
45.5�
62�
66.7�
107�
55.7�
�
Divorced�
21�
21.2�
0�
0.0�
21�
10.9�
�
Widowed�
7�
7.1�
1�
1.1�
8�
4.2�
�
Separated�
13�
13.1�
2�
2.2�
15�
7.8�
�
Young children?�
�
YES�
67�
67.7�
62�
66.7�
129�
67.2�
�
NO�
32�
32.3�
31�
33.3�
63�
32.8�
�






Prevailing Gender Stereotype








Illustrative Examples of Gender Differences








Implications for the Road Sub-Sector








Table 8: Gender Representation in Road Sub-Sector Institutions by Level


Level of Establishment�
Sub Sector Institution�
Total�
Public Service Average�
�
�
MoWT�
UNRA�
URF�
�
�
�
�
No.�
%�
No.�
%�
No.�
%�
No.�
%�
%�
�
Management level �
1�
5�
1�
3�
1�
14�
3�
5�
22�
�
Senior level�
12�
13�
8�
13�
4�
33�
24�
14.5�
16�
�
All levels�
104�
24�
82�
8�
5�
21�
191�
12.9�
33�
�
Sources: MoWT. Annual Sector Performance Report 2012, Uganda Road Fund. Annual Report 2010/2011 & MoPS. Guidelines for Gender Mainstreaming in Human Resource Management. April 2011





Manifestation in the Road Sub-Sector



































I started working on road projects in 2009. I used to work in a security organisation but the pay was not good. I used to earn between UGX 80,000-120,000/= per month. While I am still working as a casual labourer here, I earn UGX 280,000/=. I used to work in the contractor’s camp but I was laid off. I reapplied and was recruited as a temporary worker. Unlike other full-time employees, I am not entitled to allowances of any sort: house, allowance, soap or medical. 





I am 30 years old and not married but I have a seven-year old son who lives with my sister. On a road project, all you can manage to do is work, eat and sleep. This is not a place for a woman with other responsibilities such as child care, let alone managing a household. I wake up at 5.00 a.m. every day and I am at the road by 5.30 a.m. waiting for the company vehicle to take me to the site. I leave the work site at around 7.00 p.m. and get home pretty late. 





There are no toilet facilities and thus no privacy for women. It is thus difficult to manage menstruation while at work. Women are forced to carry their used sanitary towels until they get back home.


Female Traffic Controller Mbarara-Lyantonde Road 








Where an applicant has a total work force:


Greater than 50% women workers - score 10 points.


Between 15% and 50% women workers - score 7 points.


Up to 15% women workers - score is 3 points.


No women workers - score 0 points.





Table 6: Means of Travel to Work by Sex





Means of Travel to Work�
% of Respondents Reporting�
�
�
Women [n=99]�
Men [n=93 ]�
Total [n=192]�
�
Walk to access public transportation�
51.5�
25.9�
40.0�
�
Hire boda boda to access public transportation�
6.1�
18.5�
11.7�
�
Walk to work�
18.2�
7.4�
13.3�
�
Ride bicycle�
3.0�
3.7�
3.3�
�
Company vehicle�
6.1�
11.1�
8.3�
�
Drive own car�
9.1�
33.3�
20.0�
�
Spouse's car�
6.1�
0.0�
3.3�
�






Table 4: Weekly Time Use by Sex and Residence





Residence�
Care Labour�
Economic Activities�
Total Labour�
�
�
F�
M�
F�
M�
F�
M�
�
Rural�
33.1�
5.1�
21.4�
31.9�
54.5�
37�
�
Urban�
39.7�
6.7�
18.2�
23.0�
57.9�
29.7�
�
Source: UNHS 2005/06





�





�





Table 7: Perceived Constraints by Road Users in Kampala City, by Sex


All road users �
% of Women [n=99]�
% of Men [n=93]�
% of Total [n=192]�
�
Traffic congestion�
60.6�
70.4�
65.0�
�
Poor road infrastructure�
42.4�
37.0�
40.0�
�
Pedestrians�
[n=69]�
[n=27]�
[n=96]�
�
Unsafe roads�
91.3�
77.8�
87.5�
�
Motorists do not respect pedestrians�
60.9�
33.3�
53.1�
�
Roads flooded during wet season�
52.2�
44.4�
50.0�
�
Dusty and dirty roads  �
26.1�
11.1�
21.9�
�
Source: Travel Survey Conducted in Kampala City, May 2013








A Day in the Life of a Woman Road User


I am married with three young children. I wake up at 5.00 a.m. daily in order to get the children ready for school. The children walk to and from school. I walk to the taxi stage which is about 15 minutes from home. The waiting time ranges from 10-30 minutes, depending on how early I am. The journey is unnecessarily long due to the many stop overs to pick or drop passengers. I live about 15 km from the city centre but it takes close to one hour to get there. 





The front seat is one of the most comfortable, however, I prefer not to seat there. This is because of the offensive behaviour of some of the taxi operators “accidentally” touch you at every pretext. This is particularly so when you wear a short skirt or dress. I have heard of stories of women who are verbally and physically abused while walking on the street or in the taxi park on account of their dressing. The solution, we have been told is to “cover up or otherwise face the consequences”.





I leave office at around 5.00 p.m. and walk to the taxi stage. I sometimes wait for more than one hour. The taxi operators occasionally cause a deliberate surge in demand in order to increase the fare. The situation gets worse when it rains…the taxis simply disappear from the streets and when they do reappear, you pay more than double the ordinary rate. On those days when I cannot afford the inflated fare, I stay in the city until after 9.00 p.m. when it is reduced. But this has its challenges. The streets are not lit and are thus not very safe at night. Walking from the stage to home on a dark night is quite scary. And then when I get home, the children are already asleep sometimes with their homework incomplete. 








Funder: 		European Union


Funding modality:	Project support


Consultant: 		COWI


Contractor: 		Reynolds Construction Company [RCC]





Funder: 		African Development Bank


Funding modality:	Project Support


Consultant:		J. BURROW


Contractor:		China Communications Construction Company [CCCC]





Funder: 		DANIDA 


Funding modality:	Sector Budget Support


Supervisor:		District Engineer 


 





We plan for cross-cutting issues such as gender but typically exclude them from the BoQs on account of shortfalls in funding. Our performance is assessed against the number of kilometres so we use the limited funds to improve the road infrastructure. Under the Danida project, funding was adequate and disbursement was timely so we used to address all these issues. District Engineer, Kumi





Experiences of a Male Labour-Based Contractor





We no longer get advance payment because in order to get a bank guarantee, you need to have the exact sum on a fixed deposit account. This does not make business sense to a contractor so we decide to use our money until the first certificate. We spend that money on doing as much civil work as we can. We cannot spend our money on sociological issues such as mobilizing the community or promoting women’s participation. I do not involve community development officers.





I have three women workers, two of whom are cooks. We tried to recruit women but they refused to join. We started the work during the planting and weeding season and these are women’s responsibilities. What happens if I don’t do gender…a reprimand from the District Engineer, at most.


Mike Ochieng, Managing Director, Morgan Enterprises





Experiences of Female Labour-Based Contractor


I got interested in labour-based works on learning that there was affirmative action for women-owned firms during the training and award of contracts. I am a teacher by training but I also briefly worked in a bank. I got training as a labour-based contractor in 2005. I was awarded a trial contract that year and successfully executed it. I have been awarded 6 contracts so far, five of which were labour-based. In order survive in this industry you need to look for work very aggressively. The process involves a lot of patience and it is quite risky. You sometimes lose money in the process. 





Being a woman is the first obstacle which one needs to deal with. Politicians, district engineers and even the communities look down on us and many do not consider us as serious contractors. So you have to prove your worth. You work doubly hard to ensure quality. This does not always help because the districts prefer to award contracts to those contractors who give them a kickback and yet not many women are willing to do so. 





Under the DANIDA programme, there used to be affirmative action for women in the bidding process. There is no such provision under the 2003 Public Procurement and Disposal of Public Assets [PPDA] Act which guides the local government contracting process. The contracting process is quite long and yet you are required to provide bid security. The minimum amount of money you need to invest in the process of securing a contract, excluding the bid security, is UGX 700,000/= [about USD 250]. Not so many women can afford to invest or lose that much in case they are not awarded the contract.





I mobilised the workers through the community leadership. The mobilization meeting involved the community development officer, district engineer, environmental officer and the local authorities. Initially, women were not forthcoming. I used fellow women to encourage them. I brought in an elderly woman I had worked with in another district to show them that the work can be done by women and men, young and old alike. I have 40 workers and 15 of them are women. It is difficult to allocate money to sociological issues without an advance payment.





I have benefitted a lot from this work. I bought 300 acres of land, a truck, a pedestrian roller as well as a pick up. I have not benefitted as much from the investment in the land because of my husband. He is a politician and tends to give the produce away to the constituents.


Annette Byakika, Managing Director of Luma Investments





Case Study of a Female Contractor Who Has Beaten the Odds





I am called Beatrice Odongo Achola. I graduated in 1998 with a Bachelor of Arts degree in Economics and Administration. I entered the contracting business in 1999. My first contract was building classroom blocks. I registered my firm in 2000. I first got involved in business when I was still in primary school. My mother owned a restaurant and I used to run 3 miles to help her out. By the time I got to university, I was already enterprising. I run a gift shop in my university hall of residence. 





On graduating, I got a contract to supply Kitgum district but this was not challenging enough for me. I felt that by becoming a building contractor, I could create a signature. I eventually ventured into mechanized road works. When the opportunity came for labour-based training at MELTC, I grabbed it. I worked very hard and I received a meritorious award from the MoWT for being the best performing labour-based trainee contractor. I was one of the contractors who were selected by MELTC to participate in the pioneer low cost sealing training. Since the first training in 2001, I have executed over 20 road projects some of them mechanized. 





In 2006, I felt the need to expand so I decided to break into the South Sudan market. This was a risky undertaking both to my life and to my business. It proved to be worth my while. The construction market was just opening up and all it took to succeed was proving your commitment to deliver in a post-conflict environment. 





I am single mother with three children, two boys and a girl. I am 43 years old. I have never been married probably because I am a perfectionist. I love working, I love doing my things. Men get intimidated by very successful and independent women. I opted not to marry because I felt that for me to achieve my goals, I needed to be free. Most successful men have had the support of their wives. Men should appreciate women and support them accordingly.





Key achievements


I have proved that women can manage construction work as effectively as men. I have over 2000 workers and I have been involved in 75 or so projects over the past 15 years both in Uganda and South Sudan. I have several investments including hotels and apartments in both countries. I get business worth between USD 15-20 million annually. I own equipment worth an estimated USD 100 million and that is one of the reasons that I successfully bid for big construction projects. Initially, I used to acquire the equipment from my personal savings but over the years, I established relationships with the dealers who offer me a credit line. 





Key success factors


There are not many women in the contracting industry due to the societal expectations of whom and what they should be doing. In order to be successful, women need to believe that they can do as well as or even better than men. They need to be willing to take risks. Training is also important. I partly attribute my success to the MELTC training in financial management and contract management. The training in aspects such as quality control, environmental management and sociological issues has given me a competitive advantage.  I am also very passionate about what I do and I am goal-oriented. 





My early exposure to, and interest in business also helped. I had some start-up capital and this gave me some leverage. My university training has been especially useful in helping me manage my workers. 





Key challenges


In order to be recognized, women contractors need to work probably 10 times harder than their male counterparts. You have to prove yourself and yet society and the systems are not very supportive. You have to show that you can deliver and perform much better than the men. I was privileged that I had a chance to go to MELTC but not so many women are given such opportunities. In order to compete effectively you need working capital or assets which you can use to access bid securities and yet most women do not own property. Equipment is expensive and yet the cost of hire eats into your profits. Another challenge experienced by most small-scale contractors is the lack of sustainability. Most cannot afford to maintain a skeleton technical staff during those periods when they do not have work.











MoFPED


Fiscal policy formulation


Resource mobilization & allocation





MoWT


Sector policy formulation


Sector planning, budgeting & performance monitoring


Sector standards & regulation





MoLG


Local governments policy formulation


Local governments performance monitoring


























Female & male road users


Primary stakeholders





CSOs


Lobbying for efficient, safe and equitable road infrastructure and transport services


Advocacy for equal opportunities in the road sector





Other Road Sector Experts


Research


Consultancy


Advisors to sector institutions





Institutions of Higher Learning


Teaching road engineering & non-engineering professionals


Road engineering and non engineering  research








Policy Implementation





Development Partners 


Financing road development





Key to arrows:


Policy oversight 


Resource allocation


Funding


Disbursement of road user fees


Regulation


Supervision





Civil Engineering Consultants


Road design


Supervision of road works 





Transporters


Passenger services


Freight services





Private sector service providers





Road Contractors


Implementation of road works





UNRA


Manage the development and maintenance of national roads





LGAs


Manage the development and maintenance of district, urban and community access roads








Uganda Road Fund


Financing road maintenance

















Institutional


Proportion of female and male staff, across all categories in all key sub-sector institutions, undergone gender training. 


Proportion of women relative to men in road sub-sector decision-making: MoWT top management team and UNRA, URF, TLB, RSC, ERB boards. 





Mobility and access


% of road sub-sector development budget funding improvement of basic community access.


Ownership of means of transport, including NMTs by sex.


Proportion of urban women’s and men’s income spent on transportation.


Proportion of rural women relative to men living less than 30 minutes' walk from affordable, reliable and safe transport services.





Employment and Labour


Proportion of women and men employed in road construction and maintenance. 


Proportion of women supervisors: forepersons, head persons, gang leaders in road works.


Proportion of trained women contractors.





Contracting


Proportion of contractors complying with gender equality obligations. 











� As an example, the MoGLSD was not aware of the MoWT Gender Policy Statement and Mainstreaming Guidelines.


� See SSATP website


� MoWT. Annual Sector Performance Report 2012


� MoWT. Annual Sector Performance Report 2012


� MoWT. Non Motorised Transport Policy. October 2012


� MoWT. Non Motorised Transport Policy. October 2012


� MoLG. Assessment Manual of Minimum Conditions and Performance Measures for Local Governments. September 2011


� Includes social inclusion concerns such as disability, poverty and regional exclusions


� MoFPED. Budget Call Circular: Preparation of the Budget Framework Papers and Budget Estimates for Recurrent and Development Revenues and Expenditures for FY 2010/11, pp 7-8


� 1 USD is equivalent to about UGX 2,600/=


� MoWT. Monitoring and Evaluation Framework for Cross-cutting issues in the Transport Sector. Sector Monitoring Indicators for Environment, Gender, HIV/AIDS, OSH and PWDs. March, 2012





� Ministry of Public Service [MoPS]. Guidelines for Development, Documentation, Dissemination and Implementation of Public Service Delivery Standards. April 2010





� As an example, the MoGLSD was not aware of the MoWT Gender Policy Statement and Mainstreaming Guidelines.


� See MoWT. Non Motorised Transport Policy, 2012
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