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Abstract

Socially constructed basis of differences between women and men, and the need to challenge
existing gender stereotyping marks a shift in thinking about gender issues. In Kisumu City,
boda-bodas (bicycle taxis) account for 69% of passengers with market traders as the main
users for their intra and inter estate transport needs. Discrimination against women in the use
of this means of transport that is perceived to be cheaper than public transport, has however
relegating them to being passengers other than cyclists, having to spend between Ksh100 and
Ksh 150 daily on transport. Issues of gender stereotyping- gender identity, sex-linkage and
gender roles in Kisumu City inform most behaviour as cultural dictates are very strong and
patriarchal. This study sought to investigate whether there is gender stereotyping in women
involvement in cycling among the market traders in Kisumu City. The objectives of the study
were to: assess the influence of bicycle status on women involvement in cycling, determine
the effect of bicycle ownership on women involvement in cycling; establish the relationship
between dress code and women involvement in cycling. These are issues that have cultural
implication in Kisumu City and exposing their effects on women involvement in cycling
would help understand why there is low adoption rate of women in cycling. The researcher
used a cross sectional study with a descriptive and contextual approach to highlight how
conditions prescribed by the society can affect women’s involvement in cycling having the
individual as the unit of analysis. The study was done on 375 adult market traders who were
sampled from 16243 market traders found in 11 markets in Township Location of Kisumu
City through systematic random sampling. Purposive sampling technique was used to
identify six key informants and a Focus Group Discussions (FGDs). Primary data was
collected through questionnaires, interview schedules and observations. Documented reviews
were used to collect secondary data. The questionnaire was piloted on 38 market traders and
two supervisors assessed the relevance of the items. Triangulation enhanced validity and
reliability, fortified by case cluster method. Data was coded, classified and organized into
themes. Contingency tables were generated by cross tabulations and Cramer’s V was used to
measure association. The study established that there is gender stereotyping in women
involvement in cycling with a focus on market traders in Kisumu City. Gender roles affected
female market traders’ attitude towards cycling; with a heavy leaning towards the belief that
men were the ones to cycle. Females who believed that cycling was for men were 8 times
more likely to be non-cyclists and about 4 times less likely to be regular cyclists compared to
the male with the same belief. Bicycle ownership did not affect women involvement in
cycling; power relations did. Among females who claimed ownership of at least a bicycle, or
those whose mothers claimed ownership, 50.0% were regular cyclists while the other 50.0%
were irregular cyclists; none was a non-cyclist. For those whose spouses and fathers claimed
ownership however, the proportion of regular cyclists reduced almost 2.5 times. Dress code
dictated the level of female traders’ involvement into cycling. Majority (70.8 %) felt that the
dress did not affect cycling chances, their level of involvement in cycling varied with the
opinion on dress code. Among those who felt that it did, 45.0% were non-cyclists while
24.5% of them were regular cyclists. Among those who were for the contrary opinion, 30.5%
were non-cyclists and 27.5% were regular cyclists. The study recommends the improvement
of road infrastructure to entice more women into cycling, awareness creation on road safety
and retrogressive culture, industrial development policy geared toward the building of a local
bicycle industry that would manufacture affordable women-friendly bicycles.
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Definitions of working terms

Bicycle Ownership — Right to possess a bicycle and control it. In this study, it is presumed

that women cannot own bicycles

Bicycle Status — refers to the individual attitudes and societal perception of the ‘image’ of

the bicycle in a natural set-up and informs who will cycle in the society.

Dress Code —This is the way of dressing among women and men accepted by the society to

ultimately define gender.

Gender —In this study, gender has been used interchangeably with ‘sex” where males are men

while females are women.

Gender ldentity — This is one’s unconscious or conscious awareness and acknowledgement

of being a member of a particular sex.

Gender Stereotyping — This is any situation that promotes the exclusion of women from

accessing cycling opportunities.

Gender Roles — This are exclusive cycling behaviours that the society expects and male

respondent to exhibit.

Involvement in Cycling — Market traders’ level of participation in making decisions relating

to cycling and the actual practice of cycling

Bicycle Use —bicycle use is the actual practice of cycling by market traders. The level of
participation has been divided into three categories: Non-cyclists (not able to ride bicycle),

Irregular cyclists (knows how to ride bicycle but cycled to the market less than 15 days the



month prior to the interview) and regular cyclists who cycled more than 15 days the previous

month.

Market Traders —Persons who sell goods and services in the 11 markets of Township

Location.

Sex-Linkage — Refers to market traders’ biological and social status and is characterized as

female or male
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CHAPTER ONE

INTRODUCTION

1.1. Background to the Study

Cycling, one of the strategies of achieving sustainable mobility finds significance not only in
its spatial benefits but also as an alternative to the use of fossil fuels and reduced financial
costs on transport among other benefits (Krizek, Pamela, & Nabiyou, 2004; Xing, Handy, &
Buehler, 2010). Women's entry into the activity that had always been a male domain was met
with skeptism and acrimony in the 19" Century when gender roles were clearly defined
(Garrard, Rose, & Lo, 2007; Heesch, Salgvist, & Garrard, 2012; Van der Kloof, 2011;
Hanlon 2012). Compelling scientific evidence suggests that cycling is still male dominated in
most developing countries (Krizek et al., 2004; Titze, Stronegger, & Oja, 2007; Garrard,
2007; Emond, Tang, & Handy, 2009). Research on gender differences in cycling behaviour
has revealed that while egalitarian nations like the Netherlands have high counts of women
cyclists (55 percent), the converse is true in the traditional nations like China where it could
go to as low as 8 percent for men and only 1 percent for women (Gerrard et al., 2007; Emond
et al., 2009). To the traditional nations, the issues that would be of interest to explain the
gender differences depends on whether exclusion of women in cycling is conditional or on
their own volition. How are women cyclists viewed? Do women have bicycles? Must their

thighs be covered while cycling? These are the areas of interest in this study.

It has been confirmed that countries that have a leaning towards cultural dictates have low
adoption rates in cycling among their women (Cuddy, Crotty, Chong, Norton, M. I, &
Harvard Business School, 2010). Most cultures have clear gender roles whereby female and
male perform different tasks. Men as a group possess higher status, making them to be

viewed as possessing more of whatever skills their society most values while women are



relegated to lower positions of submissiveness and interdependence (Cuddy et al., 2010). It is
worth noting that gender stereotyping are societal perceptions of myths, customs, science,
ideas and religion; basically they are what individuals value as normal or true, based on their
societal networks (Macrae, Stangor & Hewstone, 1996) Cultural values and gender
stereotypes therefore seem to align. Sandra Bem’s Gender Schema Theory (1981) and Alice
Eagly’s Social Role Theory (1987), in explaining how individuals become gendered in the
society, underscore three elements- sex-linkage, gender identity and gender roles as
prerequisites for the regulation of behaviour to conform to the cultural definition of what it
means to be female or male (Shalala, 1995; European Parliament [EP], 2006; Polk 2009,
Emond et al., 2009). Different studies have revealed that gender stereotyping can influence
who should cycle in the society (Hanson, 2010; Van der Kloof, 2011; Heesch et al., 2012;
Porras, Stoscheck, & Van der Kloof, 2012), who should own the bicycle (Peters, 2001,
Johnson & Latham, 2007; Maramba & Kuzinya, 2010; Hanson, 2010), and how men and
women should dress (Winterton, 2011; Hanlon, 2012; Porras et al., 2012). The elements Sex-
linked characteristics, gender identity and gender roles are thus cross-cutting issues that blend
with culture in the process of socialization to bring about gender stereotyping in the society.
This is what has evoked the researcher to get more information regarding obstacles to cycling

behaviour, be it on women or men.

Several factors in an individual’s biological and personal history increase the possibility of
becoming either a victim or perpetrator of gender stereotyping in cycling behaviour. It is a
universal assumption that while men are independent, women are interdependent, which
causes hindrance to women’s cycling behaviour due to negative perceived bicycle control,
negative attitude towards cycling, inadequate cycling skills and lack of enough information
on cycling benefits (Emond and Handy, 2009). Personal attitudes and perceptions towards

women cycling have strong leaning on the gender roles to influence mode preference



(Hanlon, 2010). Additionally, the perception of cycling by an individual is important since
the way that a person perceives cyclists has an effect on the individual’s likelihood to cycle
(Xing et al., 2010). The notion that women should not occupy public space like men and the
perception that mobility and cycling are associated with masculinity and freedom of
movement all limit women’s cycling chances (Van der Kloof, 2011; Porras et al., 2012;

Mandel, 2004).

Mode ownership is a key factor in explaining mode use, with bicycle ownership being a
natural precursor of bicycle use (Moudon, Lee, Cheadle, Collier, Johnson, & Weather, 2005;
Xing et al., 2010). Apart from ownership of the bicycle, the relative power of the bearer
influences cycling behaviour as enforced by the community or culture (Shalala, 1995;
Cresswell & Uteng, 2008). Bicycle ownership has therefore been found to be strongly
associated with gender. Men are seen to having more power also because they are perceived
to be more financially stable compared to their women counterparts, making men better

endowed in the acquisition of the bicycle compared to women.

A study was done in Uganda by Maramba & Kuzinya (2012) to determine the effect of
bicycle ownership on women transport. A significantly higher share of women than men had
no access to bicycles as a means of transport. They thought that this could be due to biased
bicycle ownership and control. The fact that men use their superior position within the
household to allocate themselves more efficient means of transport and that women have
weaker bargaining position for household resources makes the issue of control of the bicycle
a big constrain to women cycling (Peters, 2001; Johnson-Latham, 2007; Maramba &
Kuzinya, 2010; Hanson, 2010). A case is reported of a rural bicycle project for women in
Mozambique where men took possession of all the bicycles and where women questioned

there were cases of gender violence (Africa Union [AU], 2004).



Nearly every society throughout history has made distinctions between male and female
gender by the type of clothing they are expected to wear (Hanlon, 2012). For centuries,
clothing has been one of the most defining aspects of culture and society and is associated
with gender roles (Van der Kloof, 2011). Apart from being a strong indicator of culture and
gender, dress code also defines lifestyle, conveying social messages relating to individual or
group identity (Porras et al., 2012). Since cultural norms and expectations define clothing for
both men and women, they are related to the meaning of being a man or woman. While
conservatives of culture have in the past advocated for status quo in women dressing even
while cycling; the liberals have augured that the dress is not appropriate for cycling. Despite
the fact that women were not expected to expose their bodies, those who wore ‘men’s’
clothing were ridiculed as prostitutes and in the process the bicycle branded as an agent of
intoxicating women with immoral acts since the male gender was threatened (Winterton,
2011; Hanlon, 2012). Several attempts by the American women cyclists to adapt proper
cycling clothing in the 19" Century were met with rejection by American conservatives of the
time because of strong gender roles although the feminists supported it as a means of
emancipation (Hanlon, 2012). While the Rational Dress Movement ushered in the Bloomers
as the appropriate cycling clothing for women in America (Winterton, 2011; Vander Kloof,
2011; Hanlon, 2012), no structured transport cycling clothing for women has been identified

in the African countries.

In Kenya, only 1 percent of the trips are done on bicycle (Republic of Kenya, 2010). No data
on gendered aggregation is however documented. Angira (2010) observed that the use of the
bicycle as a means of movement in Kenyan major cities has been declining over time because
the use of the bicycle as a means of transport is associated with people of low economic

status. Bicycle use was therefore relegated to the low-class in the society, an issue of attitude



and perception. This, he attributed to lack of consistent policy on urban transport in Kenya,

together with lack of systematic planning for urban transport.

In Kisumu, boda-bodas (bicycle taxis) account for 69% of passengers, forming one of the key
modes of intra-city transport. While the NMT fleet was estimated at 8000fleets in 2005, the
motorized vehicle fleet was estimated at 10000 (Kisumu City Council [KCC], 2005) although
the official documents are silent about the gender aggregation, studies show that only 1% of
the cyclists are women (Mbidhi, 2010). Kisumu City therefore portrays an undisputed
scenario of androcentric cycling where bicycles are synonymous to men. While bicycle taxis
(boda-bodas) have for a long time been the cheapest and most reliable mode of transport for
the urban poor, women have been denied the diversity of choice in the transport sector (KCC,
2005); obstacles to cycling abound (Mbidhi, 2010). In Kisumu City, cultural values are so
strong that even the elites, the traders and the political class bow to the dictates hence the

possibility of gender stereotyping.

While the field of gender studies has evolved, with research on gender differences in cycling
behaviour having grown considerably, little attention has been given to factors that cause
discrimination and biasness in opportunities related to cycling. Emond et al. (2009) having
been motivated by the lower rates of bicycling among women compared to men in the US,
carried out a study to explain gender differences in bicycling behaviour. The study revealed
strong interaction between gender and certain individual factors like safety perception and
household responsibilities but did not find out whether the residual behaviours were out of
choice or they were incidental or stereotyped. In Kisumu City, emphasis on the automobile
infrastructure design has resulted in less focus on non-motorized transport, particularly with
regard to inclusiveness in cycling (Guitink, 1996). This has left women at the mercy of
cultural dictates which prescribe the gender roles, sex-linkage and gender identity in cycling;

a situation that may have discouraged cycling among the women hence the low adoption



rates. In this research, a study of market traders in Kisumu City was used to investigate
whether there is gender stereotyping in the involvement of women in cycling in the City.
Market traders are of particular significance because markets form social environments which
act as important agents of socialization among adults hence perpetuation of cultural practices
(Folkesson & Skarp, 2011). An important advancement in the current research has been the
incorporation of cognitive psychology in the study of gender in cycling. Cognitive
psychology pays explicit attention to the social, institutional and cultural contexts of people-
environment relations. This perspective emphasizes the multiple dimensions, multiple levels
and complexity of human situations. The perspective illuminates the conditions under which
gender differences are more likely to appear in a natural set-up. This study is concerned with
the discriminative aspects of these differences in the way they influence market traders
towards cycling. This is therefore the reason why the researcher sought to investigate gender

stereotyping and women involvement in cycling among the market traders.
1.2.  Statement of Problem

In Kisumu City is one of the cities where the boda-bodas (bicycle taxis) have thrived, account
for 69% of passengers and forming one of the key means of intra estate and inter estate
transport (KCC, 2005). It is worth noting however that most of these passengers are market
traders and in particular women, with a higher percentage of men getting to the same
destinations through cycling. These passengers spend approximately Ksh. 100 to Ksh. 150
daily on transport, estimated at Ksh. 3,000 to Ksh. 4,500 monthly eating into the meagre
profit that they get from market trade. This invokes the question; can more women also cycle
to reduce their transportation cost? Is their cycling behaviour affected by the bicycle status,

bicycle ownership or dress code?

The cultural values dictate that the sitting position while cycling is unwomanly, women have

no ownership rights of the bicycle and they are not supposed to show their thighs to the

6



public. Sex-linkage, gender identity and gender roles are cross cutting issues that are
prerequisites of gender stereotyping in the City. A critical look into the cultural issues in
Kisumu City however, shows that these cultural dictates are not so rigid as to influence the
participation of women in cycling. Why then are women criticized whenever they are seen

cycling in Kisumu City?

Women also constrain while using public vehicles for transport as it affects their disposable
income. They however opt for public vehicles to ensure more efficient operations of their
businesses, calling for a cheaper means of transport; the bicycle. The open discrimination that
hinders women from being cyclists yet they are the main users of public transport is however
worrying. This is the reason why the researcher sought to investigate whether there is gender

stereotyping in women involvement in cycling.
1.3.  Objectives of the Study
1.3.1. Broad objective.

The overall objective of this study was to investigate whether there is gender stereotyping in

women involvement in cycling among the market traders in Kisumu City.
1.3.2. Specific objectives
The specific objectives of the study were to:-

i.  Assess the effect of bicycle status on women involvement in cycling among market
traders in Kisumu City;
ii. Determine the effect of bicycle ownership on women involvement in cycling among
market traders in Kisumu City;
iii. Establish the relationship between dress code and women involvement in cycling

among market traders in Kisumu city.



1.3.3. Research Questions
This study sought to answer the following questions:-

I.  How does bicycle status affect women involvement in cycling among market traders

in Kisumu City?

ii.  How does bicycle ownership affect women involvement in cycling among market

traders in Kisumu City?

iii.  What is the relationship between dress code and market traders’ involvement in

cycling in Kisumu City?
1.4, Justification of the Study

Since the 1995 Fourth World Conference on women in Beijing, there has been increasing
awareness in realizing the inequalities between sexes; inequalities that have exacerbated
gender differentiated role assignments and expectations; inequalities that have brought about
exclusions, discrimination, and subordination; inequalities that have led to unequal
distribution of power between female and male (Shalala, 1995; Polk 2009). Twenty years
later, there has been insignificant change in cycling behaviour between female and male
particularly in the traditional nations. This study investigated whether there is gender
stereotyping in women involvement in cycling among market traders in Kisumu City, Kenya.
It has contributed valuable information to the field of sustainable mobility by providing
information on why there are more men cyclists than women in Kisumu City. It has also
provided policy makers in the city with information appropriate for mainstreaming gender in
cycling. This should inform policy formulation in the transport sector apart from influencing
the balancing of projects that are gender sensitive. The decision makers and practitioners
should be more sensitive to gender parity and avoid using theories that have no contextual

backing.



1.5.  Scope and Limitations of the Study

The aim of the study was to investigate whether there is gender stereotyping in women
involvement in cycling among the market traders in Kisumu City. Geographically, the study
focused on three hundred and seventy five market traders from eleven markets drawn from
Township Location in Kisumu City. The study was cross sectional in nature and used
interviews, Focus Group Discussion (FGD), observations and document analysis as the key
methods of data collection from May 2012 to December 2012. Theoretically, the study
narrowed down to the influence of bicycle status, bicycle ownership, dress code, and their

effects on women involvement in cycling among market traders in Kisumu City.

The major limitation on the study was the delay caused by the market traders in submitting

the questionnaires back. Efforts were however made to retrieve all the questionnaires.



CHAPTER TWO

LITERATURE REVIEW

2.1. Introduction

This chapter discusses the literature related to gender stereotyping and women involvement in
cycling. The review has been conceptualized under the objectives of the study and focuses
mainly on the influence of bicycle status, bicycle ownership, dress code and their effects on
women’s involvement in cycling. These are the main issues of this study. In all the three

objectives, issues of sex-linkage, gender identity and gender stereotyping are cross-cutting.
2.2. Bicycle Status and Women Involvement in Cycling

A number of studies, mainly aimed at increasing women’s participation in cycling, indicate
that people have different perceptions of who should cycle; females or males? An important
viewpoint however is that females have different perceptions about cycling compared to the
male regardless of whether they are advanced or basic in cycling (Emond et al., 2009; Van

der Kloof, 2011; Heesch et al., 2012).

Emond et al (2009) in their study on how gender influences the decision to use a bicycle in
the US found strong interaction of gender with certain individual factors like safety
perceptions and household responsibility and to a lesser degree with social and environmental
factors to influence bicycle behaviour. Garrard et al. (2007) confirmed this when they stated
that perceived lack of safety on the roads is fundamental to the decision on whether to cycle
or not to cycle. Cuddy et al. (2010) however mentions cultural factors to influence the

decision to cycle or not.

In acknowledging the role of individual attributes in determining whether to cycle or not,

Porras et al. (2012) added factors like lack of confidence among women cyclists, comfort,
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end trip facilities, bicycle security and limited choices for women’s bicycles as some of the

major constraints to women’s cycling.

Porras et al (2012) also noted an association between gendered roles men and women play in
our societies and accessibility to mobility and public space. They observed that the society
still looks at women as being in charge of reproduction hence caretakers, a role that

inevitably pushes women to occupy private space.

In a study in Accra, Nigeria Grieco (1995) explained how the male-dominated local cultures
portray women’s use of the bicycle as inappropriate and unwomanly, branding the more

daring dissenting women as ‘loose’, ‘behaving like ‘men’ and ‘unfit for marriage’.

Other researchers like Hanson (2010), Porras et al. (2012) and Van der Kloof (2012) agreed
that there was gender discrimination in cycling as early as the 19" Century when assertive
women who dared to cycle were ridiculed as it was generally considered unsuitable for
women at that time; the position while cycling was unladylike. Cycling was therefore seen as

an activity of ‘loose’ women or prostitutes.

Despite these obstacles however, Van der Kloof (2011) deemed women’s involvement in
cycling as a bifurcated activity consisting of both spatial and social benefits. According to
her, the infrastructure elements and their relationship to cycling define the spatial benefits on
one hand while the human dimension defines the social benefits on the other hand. On a
spatial lens she sees cycling among women as a way to actively participate in the society by
occupying public space while on a social scale, cycling is seen as a tool that has emancipated
women in history, challenging the male dominance by giving women independence, mobility

and furthering women’s rights.

Van der Kloof (2011) claimed that women have been socialized to believe that occupying

public space is not appropriate for them but for their brothers and fathers since mobility and
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cycling are associated with masculinity, speed, danger and freedom of movement. Cycling by
women therefore implicates to be in public space, an aspect that is considered outside the

appropriate roles of women.

According to Heesch et al. (2012), this discrimination in the line of gender, has limited the
accessibility of women to bicycle use with a residual effect of limiting the number of
affordable women’s bicycles as the bicycle industry does not find any advantage in women

bicycles.

Gender stereotypes are simplistic generalizations about the gender attributes, differences and
roles of individuals. Although stereotypes can include positive traits, they most often consist
of negative ones that are then used to justify discrimination against a given group. The
assignment of negative stereotype can result in sexism, the belief that the status of women is
inferior to the status of men. Sexism is perpetuated by systems of patriarchy where male
dominated local structures lead to male—centred norms that become the ‘standard’ to which
all persons appear, in the process leading to the oppression of women.

A prevalent view regarding gender-linked behaviour is that the qualities cultures associate
with masculinity and femininity are not innately female. They are socially construed roles
whereby individuals who violate them are perceived unfavourably, delineating how males

and females should behave (Williams & Best, 1990).

Different researchers have addressed different aspects of bicycle status including individual’s
perception (Emond et al., 2009), culture (Cuddy et al., (2010), gender roles (Van der Kloof,
2011) and the benefits and obstacles to women cycling (Garrard et al., 2007). Emond et al
(2009) study in the US found the societal factors as being less significant in women’s cycling,
the researcher was aware of the fact that the cultural set up in the US may be different from
the set up in Kisumu City where culture is patriarchal and people bow to the dictates. These

cultural dictates are presumed to be correlated with women’s perception of the benefits and
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obstacles in cycling. Although the Accra studies by Grieco (1995) attributed women’s lack of
involvement in cycling to culture and gender roles, the aspects gender identity to get the
perception of women was missing. Looking at gender identity, sex-linkage and gender roles
as perspectives that inform gender stereotyping is core in understanding the ‘bicycle’ as the
device that informs gender difference in cycling. The researcher therefore sought to assess the

effect of bicycle status on women involvement in cycling.
2.3. Bicycle Ownership and Women Involvement in Cycling

The 1890s was the peak of the American bicycle craze causing bicycles to be bought in large
numbers. In 1897 alone, more than two million bicycles were sold in the United States, about
one for every thirty inhabitants. An estimated 133 million bicycles were produced and sold
worldwide in 2011, twice as much as the number of cars manufactured and a 500% increase
from 50 years ago. This trend in ownership has been positively associated with a similar trend

in the number of cyclists.

Rwebangira and Byabato (2001) documented that in 2005, 42 % of households in Sydney,
Australia owned at least one bicycle while the number of households with no bicycles fell by
4% from 2001. This increased ownership of the bicycle according to them supported

increased availability, leading to growth in bicycle travel by 18%.

In studies done in Africa, Calvo, Sub-Saharan Africa Transport Policy Program., United
Nations [UN], and World Bank (1994) found that only 15% of the households in Mbale
Uganda, owned bicycles. Rwebangira and Byabato (2001) study in Kenya in 2001 revealed
that the level of bicycle ownership was very low ranging from 0.2 to 0.6 bicycles per
household. According to him, the main determinant of bicycle ownership was cost; majority

could not afford to purchase a bicycle.
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According to Grieco et al (2007) an examination of the influence of ownership of the bicycle
on cycling found that more men than women owned bicycles and enjoyed family support to
use them. Xing et al (2010), in their study of determinants of bicycle ownership and use in
six U.S Cities, found strong effects of individual attitudes and physical and social

environmental factors on bicycle ownership and use.

Peters (2001) on the other hand argued that most cultures that uphold tradition relegate
women to subordinate positions because of their biasness towards patriarchy. To him, men
have superior position within the household hierarchy and appropriate the most efficient
means of transport for themselves. He attributed this to the male-dominated local cultures that
portray women’s use of the bicycle as inappropriate and unwomanly. According to him, these
male-dominated local cultures portray women’s use of the bicycle as inappropriate, denying

them the opportunity to own bicycles.

According to Hanson (2010) also, women’s weak bargaining position for household
resources has placed the most flexible transport forms outside their routine reach. In her

opinion, more women than men had no means of transport at all.

Maramba and Kuzinya (2010) supported this by noting that ownership of the bicycle was
associated with use of the bicycle. In a study on a bicycle project in Uganda the study
revealed that very few women owned bicycles while men owned most of the bicycles and
therefore got priority to use them. This, they attributed to cultural beliefs and practices which
dictate that men control women and most wealth-generating property in many African

societies.

Cresswell & Uteng (2008) went beyond ownership; according to them accessibility and use
of the bicycle depend on the relative power of the bearer; power which would command

certain responses from other people; responses that are enforced by the community or culture.
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In another study in rural Mozambique, Africa Union [AU] (2004) sites a situation where
village women were issued with bicycles to alleviate transport burdens just for the bicycles to
be taken from them by their husbands or other male relatives. Where women resisted, there
were cases of domestic violence. According to the study, women’s transport was frequently

constrained by lack of ownership or access to means of transport.

Cuddy et al (2010) asserted that attitudes and expectations surrounding gender roles are
typically based not on any inherent or natural gender differences, but on stereotypes. To
them, gender stereotypes form the basis of sexism or prejudiced belief that values one sex
over the other. Due to sexism therefore, women may not be given the same access to

opportunities as men.

William and Best (1990) study of 14 countries concluded that gender stereotype
differentiation tended to be higher in traditional countries that were conservatives and

hierarchical with low level of socio-economic development.

Cuddy et al (2010) felt that although discrimination on the basis of sex is outlawed in many
countries, unequal treatment of women continues to pervade social life with gender
stereotyping limiting women choices and freedoms. According to them, women are not given
the same access to opportunities as men and they grow up believing that they should be

treated differently from men.

Different researchers have reported that bicycle ownership has an influencing effect on
people’s involvement in cycling. Association between gender and bicycle ownership has also
been confirmed (Hanson, 2010; Maramba & Kuzinya 2010). Gendered power relations in
bicycle ownership have been used to explain gender differences cycling (Peters, 2001). The
question however is, are cultures identical across African countries? Has Article 27 of the

Bill of Rights in the Constitution of Kenya (2010) not emancipated women from
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discrimination? Apart from gender roles and categorization on the basis of sex, women’s
subjective experience of their own gender is important because it influences social
judgements on whether to be involved in cycling or not. This current study investigated how
bicycle ownership affects women’s involvement in cycling among the market traders of

Kisumu City.
2.4. Dress Code and Cycling

The dress has for centuries been one of the most defining aspects of culture and society
(Hanlon, 2012). Researchers like Winterton (2011) and Hanlon (2012) have reported about
the America of the Victorian era that rigidly upheld gender roles, with distinctly separate
spheres of activity for men and women. According to them, the emancipation that the bicycle
brought to the women during that era was immense but was only realized after women
decided to move away from the norm in the society; to change their dress code into one that

was more appropriate for cycling.

According to Porras et al. (2012) a dress has multiple social meanings. For instance, it is an
article of clothing at a personal level while at a social level, dress code has structural

dimensions.

Hanlon (2012) identified gender as a basis for regulating dress code for men and women.
According to her, nearly every society throughout history has made distinctions between
male and female gender by the type of clothing they are expected to wear. Apart from being a
strong indicator of culture and gender they noted, dress code also defines lifestyle, conveying

social messages relating to individual or group identity.

To Hanlon (2012) and Heesch et al. (2012), gender stereotyping in relation to dressing and
cycling has a long history tracing back to the 1800s with the invention of the bicycle. The

researchers used a visualized picture of the Victorian era when American women wore huge
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dresses that were strapped tightly into corsets. They however mentioned that although the
corsets gave a visual definition of gender roles by bringing out the curves on women, it was

not practical for women to ride their bicycles in the ‘proper’ clothing.

Researchers like Beasely and Collins (2002) have argued that gender stereotypes are based on
the presence or absence of female and male characters and the types of clothing the characters

are supposed to wear.

Horton, Rosen and Cox (2007) mentioned one reason for choosing a cycling gear as the
purpose of cycling. People cycling for sports they said, have a special cycling gear which are

tight and fitting.

Winterton (2011) documented that although dressing code are standards prescribed by the
society, women’s desire for liberation during the Victorian era made them to “toss their
dresses aside in favour of more appropriate cycling clothing.” According to Porras et al.
(2012) modifications had to be made on the clothing so that it may conform to the changing
trends of cycling by casting off the unpractical clothing style that had long kept women’s
bodies “uncomfortably” covered. Very recently also, Tomlinson (2012) reported how the
Iranian clerics were facing hostility from the public over efforts to impose a strict Islamic

dress code on Iranian women.

William and Best (1990) observed that all these contrasting ideals for male and female
behaviour restrict individual choices within the cultural boundaries. At cultural level, a
particular kind of clothing or garment gives backing to perceived gender and status

differences between women and men in the society.

Heilbrun (1981) agreed by saying that clothing for both men and women is culturally defined.
Cultural norms and expectations to them are related to the meaning of being a man or

woman. He gave examples of Indonesia, parts of West Africa and the traditional Scottish

17



dress, where men wear an article of clothing that closely resembles a Western definition of a
skirt. While the Scottish ‘kitt’ is still worn at many social gatherings to establish a social and
cultural identity and to represent the height of masculinity, in North American culture the

‘kitt” would rarely be seen in men.

A number of studies examining the effect of dress code on cycling have found a strong
association between dress code and cycling. Women’s dress code has in particular influenced
whether the woman should cycle or not; with are usually careful to cover their bodies

properly even while cycling; they should not expose their thighs.

Religion has been found to prescribe dress code for its faithful, particularly in defining
gender. Abubakar (2005) while comparing dress code between Christians and Muslims
mentioned that while Christianity does not insist on a strict dress code, Islam insists that
women should cover all parts of their bodies with a Hijab. The clothing must hang loose and

should not resemble that of men. Both believe however those women should dress modestly.

Hanlon (2012) documented that the introduction of bloomers was delight in women cyclists
although conservatives did not like it. The garment later became the centrepiece of the
“rational dress” movement that sprung up at the end of the 19th Century to protect women

from intimidation concerning what they should wear while cycling.

Hanlon (2012) reported that feminists pushed for the introduction of bloomers for women
cyclists. Despite the bloomer explosion however, she noted that many bloomer clad women
were ridiculed, fined and treated ‘like prostitutes’ by local authorities. To them, the bicycle

promoted immodesty in women by intoxicating them to ‘immoral acts.’

Earlier studies show that culture was a strong determinant of the type of clothing to be worn
by men and women in the early days (Van der Kloof, 2011; Winterton 2011; Hanlon, 2012;

Heesch et al., 2012; Porras et al., 2012). While there were aspects of gender roles and sex-
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linkage in cycling clothing because of the need to preserve culture, culture is never identical.
In recognizing that the Kenyan culture is unique, this current study takes cognizance of the
fact that culture is also dynamic, with Women’s Rights taking centre stage in almost all
activities including the way they dress. Article 27 of the Constitution of Kenya (2010) the
Bill of Rights seeks to protect women from discrimination. The study sought to answer the
research question “what is the relationship between dress code and women involvement in

cycling among the market traders of Kisumu City?”
2.5. Gaps in the Literature

In all the three objectives the researcher recognized the fact that culture is not uniform across
communities but instead there is diversity. While sex-typing and gender roles are
demonstrated as correlates to dress code as indicated, the researcher recognizes that the
awareness creation caused by International Conventions and Article 27 of the Constitution of
Kenya (2010) that protect women from discrimination have been acknowledged. The
confirmation of gender identity, sex-linkage and gender identity are core in determining
whether there is stereotyping or not. This current study has looked into all the three elements

of gender stereotyping in all the three objectives.
2.6. Theoretical Framework

This study has adopted a gender-based belief structure that elaborates the key concepts and
approaches that underpin gender in the cycling process and summarizes the state of gender
stereotyping in the involvement of women in cycling in perspective and practices. The gender
paradigm is based on the tenets that inter-gender differences are real; differences that cause
skewed privileges to access and use of resources between women and men because of the
roles they are expected to perform in the society (Eagly, Wood & Diekman et al., 2000). The

study recognizes two schools of thought regarding gender stereotyping: the Gender Schema
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and the Social Role Theories; theories which promote the initiation and sustenance of gender

stereotyping in the society through socialization and gender roles.
2.6.1. The Gender Schema Theory

This theory was formally introduced by Sandra Bem in 1981 as a cognitive theory to explain
how individuals become gendered in society and how sex-linked characteristics are
maintained and transmitted to other members of a culture (Bem, 1981). Bem purports that
children learn about what it means to be male or female from the culture in which they live in
and adjust their behaviour to fit in with the gender norms. Core gender identity therefore is
tied up in the sex-typing that an individual undergoes and leads to the regulation of behaviour

to conform to the cultural definition of what it means to be male or female.

While the gender Schema Theory does provide a backbone for understanding how gender
stereotypes may continue to be maintained in current society, a major limitation however has
been in its view that gender-typed behaviours are primarily a function of internalized gender
identities. Indeed, Shalala (1995) has argued that the way we think may not even be directly

related to our behaviour as posited by Bem (1981).
2.6.2. The Social Role Theory.

This theory was introduced by Alice Eagly in 1987 under the principle that men and women
behave differently in social situations and take different roles due to the expectations that the
society puts upon them (Eagly, 1987). It recognizes the historical division in labour between
women and men with consequences on sex-differences in social behaviour. Eagly argues that
the gender roles that emerge from a society’s division of labour by sex are not arbitrary
cultural constructions but are emergent from productive work of the sexes (gender roles).
These characteristics become stereotypic of women and men and facilitate the activities

typically carried out by the members of each sex. Eagly et al. (2000) further points out that
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the consequences of gender roles and stereotypes are sex-typed social behaviour because

roles and stereotypes are both socially shared descriptive and prescriptive norms.

In adapting the Social Role Theory, the researcher is fully aware of its shortcomings too.
According to Shalala (1995) for instance, the enactment of gender takes place within the
context of social interactions and is highly flexible and context-dependent. Gender related
behaviours are therefore an outcome of an individual’s self-perception, emitted expectation of

one another and the context of the on-going social interactions.

Three elements stem from the two cognitive psychological theories: sex-linkage, gender
identity and gender roles; these are the prerequisites of gender stereotyping in this study. The
study is for the opinion that sex-linkage, gender identity and gender roles cut across bicycle
status, bicycle ownership and dress code to determine whether women should cycle or not.
Figure 1 shows the conceptual framework that summarizes the relationship between gender

stereotyping and women involvement in cycling.

2.7. Conceptual Framework

Gender stereotyping is conceptualized to influence the involvement of women in cycling. In
this study, gender stereotyping is defined as bicycle status, bicycle ownership, and dress
code. The involvement of women in cycling on the other hand is defined as the ability to
cycle and the frequency of cycling. In this study, gender stereotyping has three elements
which are derived from Bem (1981) in her Theory of Gender Schema and Eagly (1987) in her
Social Role Theory. These are: Gender Identity, Sex-linkage and Gender Roles. These three
elements are considered to be prerequisites for gender stereotyping and are cross cutting in
the three concepts studied. The relationship may however be modified by other factors like
age, religion, level of education and income (see Figure 1). This approach focuses on the

socially constructed basis of differences between women and men, and the need to challenges
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existing gender roles and relations. It marks a shift in thinking about the need to understand
how women and men are socially constructed and how those constructions are powerfully

reinforced by the social activities that are both defined and are defined by them.

Age
Faith
Education
Income
GENDER STEREOTYPING A4 WOMEN INVOLVEMENT IN CYCLING

Bicycle Status Level of Involvement
* Mode performance « Non-cyclists
+ Bicycle comfort 11 Irregular cyclists
« Benefits and limitation + Regular cyclists

s Social status

+  Who should cycle

Bicycle Ownership:

¢ Number of bicycles owned
e Method of acquisition

+ Bicycle control

+«  Who should own a bicycle?

Dress Code:
« Religion

« Perception of appropriate dressing

e Preferred clothing for cycling

Figure 1: Conceptual Framework

Gender stereotyping and involvement of women in cycling, Model adapted from the Gender

and Development Approach.
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CHAPTER THREE
RESEARCH METHODOLOGY

3.1. Introduction

This chapter specifically addresses itself to the methodology procedures of the study. This
involves the research design, study area, study population, sampling procedure, and methods

of data collection, sources of data, measurement of variables, data analysis and presentation.
3.2. Study Area
3.2.1. Location and size of Kisumu

The City covers an area of approximately 417Km? of which 260 Km? is dry land and about
157Km? is under water. The town is situated approximately 00°06” South of the Equator and
34°45° East of Greenwich (KCC, 2005). It is located in Western Kenya, on the shores of Lake
Victoria’s Winam Gulf. It is the third largest city in Kenya, about 350km to the west of
Nairobi City and a significant town in the western region of the country and the East African
region at large. It is bordered by major towns like Kakamega to the north, Kisii to the south,
Kericho to the south-east and Siaya to the north-west. These are towns whose economies are
mutually dependent and with inter-linkages in transport, trade and commerce (The United
Nations Human Settlements Programme [UN-HABITAT], 2005). Figure 2 shows the location
of Kisumu in the regional context while figure 3 shows the location of Kisumu in the national

context.
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Figure 2: Map showing Kisumu in the regional context.
Source: Physical Planning Department- Kisumu (2014).
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Figure 3: Map showing location of Kisumu Town in the national context.

Source: Physical Planning Department 2014)
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3.2.2. Administrative units.

Administratively, the City is within Winam Division with 8 locations and 36 sub-locations.
The Municipality has 3 Districts; Kisumu East and Kisumu West and Kisumu Central, with 3
different constituencies; Kisumu East, Kisumu West and Kisumu Central. The town is the
major centre of commerce and trade in the Lake Basin region. Figure 4 shows the

administrative units (Locations) found in Kisumu City.
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Figure 4: Map showing the locations found in Kisumu Municipality

Source: Physical Planning Department Kisumu (2014).
3.2.3. Markets locations in Kisumu City.

Kisumu City has 46 markets in total, both designated and non-designated. 18 of the markets
are designated market-points where revenue is collected by the city managers, 14 are
collection-points where revenue is collected, and a further 14 are neither designated nor
sources of revenue for the city. These markets are strong social units, some registered by the
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Department of social Services, and with clear administrative structures (Kisumu

Council, 2012). Figure 5 shows the positions of the markets in Kisumu City.
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Figure 5: Sketch showing the locations of marketplaces in Kisumu City.

Source: Modernity and Informality by Steyn (2012).

Key:
a) Markets where revenue is collected
1. Ayanga 2. Chiga 3.Dago
4. Flamingo 5. Jubilee 6.Kiboswa
7. Kibuye Retail 8.Kibuye Wholesale 9.Kisian
10. Kowino 11. Mamboleo 12. Manyatta
13. Nyamasaria 14. Obambo 15.0ilePark
16. Ojuok 17. Otonglo 18.Wathorego

b) Revenue Collection Points.

19. Jubilee Bus Park 20. Jubilee Fish Market 21. Jubilee Sports Ground
22. Manyatta Lower 23.Manyatta Road 24. Manyatta Upper

25. Milimani Lower 26.Milimani Upper 27.0pononoJua Kali

28. Oponono Road 29.Pand-Pieri Water 30.Pand-Pieri Western
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31. Pundo 32. Stadium

c) Markets where revenue is not collected

33. Angola 34.Dunga Fish Market 35. Gita

36. Kibos 37. Manyatta Kosawo 38.Migosi
39. Ofunyu 40. Ogal 41.0mungi
42. Ong’adi 43.0ngalo Fish Market 44. Ragumo
45. Riat 46. Soweto

3.2.4. Land use pattern.

The City derives its livelihood from subsistence fishing and agriculture. It is also the nerve
centre of business, industry and employment in Western Kenya (Government of Kenya,
2008). Kibuye market, the second largest open air market in East Africa after Karatina in
Nyeri, confers Kisumu’s position as the region’s commercial centre (KCC, 2005). Land use
in the hinterland includes small-scale rain-fed mixed farming, large-scale sugarcane farming,
fishing, small-scale river irrigation and settlement infrastructure. Frequent droughts, together
with severe floods and poorly drained soils have however limited the provision of enough
livelihood; resulting to increased rural-urban migration, with a consequence of unplanned and
uncontrolled urban expansion (KCC, 2005). Usually, a significant relationship exists between
land-use and transport as depicted in figure 6 where the relationship between land-use and

transport is depicted.

Land-Use Transport

Land-Use Activities > Travel-Floor Space
Demand for Transport

Times, Demand
Cost

|

Transport System

Accessibility

Land-Floor Space

F 3

Figure 6: Relationship between land - use and transport.
Source: Cities without slums. UN-HABITAT (2005).
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3.2.5. Socio-cultural and economic factors.

Kisumu City has the highest population of Luos compared to any other town in Kenya (KCC,
2005). This influences the cultural trends of the people adversely with heavy leaning on
common value systems. The cultural and traditional values are so strong that even the elites,
the business and the political class bow to the dictates. Due to high unemployment levels,
incomes are relatively low, resulting to increased poverty. The unemployment level of both
skilled and unskilled labour is estimated at 30% of the working population, with 53%
involved in informal activities. The town experiences high incidences of food poverty of
53.4% with most of the food stuff consumed in the town having to be imported from the
neighbouring districts. 48% of the urban population lives within the absolute poverty bracket

(UN-HABITAT, 2005).
3.2.6. Modal split.

Matatus are the main form of transport, catering for 34.8% of the population while bicycle
taxis (boda-bodas) are the most common form of non-motorized transport, catering for 32.3%
of the population. Bicycles offer cheap and environmentally friendly mode of transport,
affordable to the urban poor (UN-HABITAT, 2005). Figure 7 shows the diagrammatic

representation of the modal shares in Kisumu town as it was in 2010.

28



Modes of Transport within the Municipality

Percentage
[
an]

Figure 7: Graph showing the modes of transport within the Municipality.
Source: Source: Modernity and Informality by Steyn (2012).
3.3. Research Design

This was a cross sectional study that employed a qualitative research approach to investigate
the influence of bicycle status, effect of bicycle ownership and relationship between dress
code and women involvement in cycling. Patton (2002) defines a cross sectional study as
prevalence study that involves the analysis of data from a population, or a representative sub-
set, at one specific point in time. It has been used in this study to describe the market traders
of Kisumu City with respect to gender stereotyping in women involvement in cycling. The
study was qualitative, exploratory, descriptive and contextual in nature. Qualitative research
is based on the view that reality is constructed by individuals reacting with their social worlds
(Yin, 2003). In this investigation, the focus was amongst other things on the meaning market
traders attach to their experiences in relation to their involvement in cycling; experiences that

reflect discrimination against women.

Qualitative approaches are useful when the researcher intends to have an understanding of a
human phenomenon, as well as to discover the meaning given to events that subject

experience (Yin, 2003). This study was concerned with an understanding of how market

29



traders’ attitude and perceptions about women’s cycling affect women’s involvement in

cycling.

According to Mouton and Marais (1988), the aim of exploratory research is “the exploration
of a relatively unknown research area”. This study was exploratory in that it attempted to
understand how people-environment relations affect women’s involvement in cycling on the
backdrop of a patriarchal society. Bless, Higson-Smith and Kagee (1988) indicates that a
qualitative exploratory approach enables the researcher to share in the understanding and

perception of others in explaining how people structure and give answers to their daily lives..

According to Flyvberg (2006) contextual research comprises a study of phenomena because
of their intrinsic and immediate contextual significance. Yin (2003) asserts that contextual
research focuses on participants within a particular context, so as to gain an understanding of
the participants within that context. Since individuals take much of their meaning from their
context, a phenomenon should be studied in its natural setting (Peil, Mitchell & Rimmer,
1982). This study was contextual in nature because it was concerned with the unique context
of market traders in Kisumu City, Kenya. Market traders were expected to provide their
experiences in cycling in relation to influence of bicycle status, bicycle ownership and dress
code. In this way, the researcher hoped to uncover the true behaviour shown by people when

observed in their real life context (Thomas, 2011).
3.4. Study Population

Kisumu City has about 30000 market traders out of which about 20000 are women drawn
from different markets as was reported by the KCC (2005). During the study, an overview of
all the markets within the City was done, with the main focus on the eleven found in

Township Location with an accessible population of about 16243 as revealed by KCC in
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2012. This accessible population had a significant difference between female and male

market traders at 10329 (63.5%) female and 6094 (37.5%) male.

3.5. Sampling

Sampling is the process of selecting units from a population of interest so that by studying the
sample, one may fairly generalize the results back to the population from which they were
chosen (Kothari, 1992). It is important in the consideration of time and cost when the

universe is large.
3.5.1. Sampling techniques

In this study, area sampling was used to select Township Location from the eight locations of
Kisumu City. Township Location was of great significance to the study because it hosts the
largest market in Western Kenya (Kibuye Market), it is where one of the oldest closed
markets is found (Jubilee Market), and where we used to find one of the most successful
undesignated markets (Oile market), apart from having the highest number of market traders
in the city (16243). Kothari (1992) defines area sampling as a type of cluster sampling where
the primary sampling unit represents a cluster of units based on Geographical area. To him,

this sampling design reduces cost albeit less precise than random sampling.
3.5.2. Sample size.

The sample size was derived as follows:

Z%2-p-q'N
e2(N-1)+Z2p.q Where: - Z = the value of the standard variate at a

n =
confidence level of 95%
e = precision rate (0.05)
p = sample proportion,q=1-p

n = desired sample size

N = taraet population
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1.96%(0.5)(1 — 0.5)(16,243) _15599.777 _
0.052(16,243 — 1) + 1.962(0.5)(0.5)  41.5654

A reasonable sample size of 375 (250 female : 125 male) was sought from the 16,243 market
traders in the eleven markets of Township Location using the precision of estimation method
at a precision rate of 0.05 and a confidence level of 95% as adduced by Kothari (1992).This
method was preferred over the Bayesian statistics approach since it is capable of giving a
more mathematical solution (Kothari, 1992). Its limitation however is its inability to analyse
the cost of gathering information vis-a-vis the expected value of information as would be

seen in the Bayesian approach.
3.5.3. Sample population

The sample was drawn from a sampling frame consisting of all the eleven markets in
Township Location; both designated and collection points. A sampling frame enables the
researcher to identify the items to be selected for sampling in a randomized procedure

(Kothari, 1992).

A total of 375 adult market traders were sampled from the eleven markets of Township
Location based proportion in relation to the accessible population as shown below.

Number of traders in the market

Sample population = Sample size

Accessible population
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Table 3.1 illustrates the sampling frame from the markets in Township Location.

Table 3.1: Sampling frame from the markets in Township Location.

Name of Accessible  Female Male % Female  Male Sample
market population  N=10329 N=6094 n=250 n=125 n=375
N=16243
Kibuye Retail 3855 2211 1644 23.7 59 30 89
Kibuye 2383 1388 995 14.7 37 18 55
Wholesale
Jubilee 953 695 258 5.9 15 7 22
JubileeBus 4071 2687 1384 25.1 63 31 94
Park/Qile
Fish Market 390 262 128 2.4 6 3 9
Milimani 303 218 85 1.9 5 2 7
Lower
Milimani 520 348 172 3.2 8 4 12
Upper
Stadium 390 262 128 24 6 3 9
Jubilee/Sports 1342 867 475 8.3 21 10 31
Ground
Oponono 346 262 84 2.1 5 3 8
Road
Oponono Jua- 1690 1129 561 10.3 26 13 39
kali
16243 100 375

Source: Field study (2012)

Systematic random sampling was employed to get the respondents from each market at a
sampling interval of 43. The sampling interval was determined by dividing the accessible
population by the sample size. This gave all the market traders in Township Location a 50/50
chance of being selected into the study (Mugenda O. & Mugenda A., 1999). Kothari (1992)

confirms that the technique is used when the cluster sampling units are dissimilar in terms of

number of elements.
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3.6. Methods and Instruments of Primary Data Collection
3.6.1. Interviews.

Questionnaires were administered to three hundred and seventy five market traders drawn
from the eleven markets in Township Location in May 2012. The questions sought to find out
whether there is gender stereotyping in women involvement in cycling (see appendix 1). The
questionnaires used contained both structured and semi-structured questions. This was
important because it enabled the balancing between the quantities of data collected in relation
to the objectives while on the other hand, providing valuable information about gender
stereotyping and women involvement in cycling. This balance between the quality and
quantity is useful for a fuller explanation of the phenomenon (Peil et al., 1982).
Questionnaires were useful because this study was concerned with variables that could not be
directly observed; views, perceptions, opinions and feelings of the respondents which are best

collected using questionnaires (Oso & Onen, 2009).

Majority of the traders expressed their wish to be given time to fill the questionnaires by
themselves at their convenience and the filled questionnaires were retrieved after two days.
The researcher adhered to professional research ethics to avoid unnecessary
misunderstandings, conflict and ethical dilemmas throughout the study. Participants’
permission was sought and efforts were made to protect their confidentiality. Permission was

sought from the Town Clerk to conduct the research.

Attitude of the market traders was measured using both the arbitrary scale and the Likert-type
scales developed from the arbitrary and the item analysis. The respondents were asked to
respond to different statements in terms of five degrees of agreement or disagreement;

strongly agree, agree, neutral, disagree and strongly disagree. Such opinions are useful in
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measuring attitudes of the people, although people may also conceal their attitude and express

socially acceptable opinions (Kothari, 1992).
3.6.2. Interviews on key informants.

Purposive sampling was further used to identify the six key informants namely, the Town
Clerk of Kisumu City, the Market Superintendent of Kisumu City, the Chairman Luo Council
of Elders, the Imam from Kondele Mosque, the Bishop of Holiness and Repentance Ministry
and the chairman of Victoria Boda-boda Association. Purposive sampling was used because
there were predefined groups that were to be sought. The method is usually used to illicit the
views of persons who have specific expertise and is useful when one needs to reach a targeted
sample quickly. It is however likely to overweight some sub-groups in the population (Bless

et al, 2005).

This was used to get information that could not be directly observed and to get historical
information on gender stereotyping. In this case, non- scheduled interviews were used on a
member of the Boda-boda Association, the Town Clerk, the Market Superintendent, a
Christian Bishop, a Muslim Kadhi and the Chairman of the Luo Council of Elders. A group
from Kibuye Market was also engaged in a Focused Group Discussion (FGD) (appendix 2 —
8).The non-scheduled interview is important in descriptive research where the research
questions cannot be narrowly defined and also when each participant is considered as a
specific case (Kothari, 1992). Cross cutting issues of sex-linkage, gender identity and gender

roles are the issues to be assessed.
3.6.3. Focus Group Discussion.

According to Gloria et al. (2002), a Focus Group Discussion (FGD) “is a special type of
interview that is structured to gather detailed opinions and knowledge about a particular topic

from selected participants”. Maykut and Morehouse (1994) qualifies it as a qualitative
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method with the primary objective of describing and gaining insight into the perceptions,
interpretations, beliefs of a selected population to gain an understanding of a particular issue
from the perspective of the group’s participants. In this study, one focus group interview was
conducted, with eleven participants, one from each market - four males and seven females.
The chairmen of the different markets identified the participants. The interviews were open
conversations in which participants contributed by either giving their views or asking
questions. Interviews were conducted over a period of one to two hours. Cross cutting issues
of sex-linage, gender identity and gender roles would be addressed. Only one FGD was
conducted because the cross cutting factors were common across the area under study.

Responses were therefore bound to be similar.
3.6.4. Direct observation.

Direct observation was used to get what people do rather than what they say they do in order
to bridge the gap between what people say they do and what they actually do. Information
was recorded by taking notes and photographs at different positions. It allowed the researcher

to gain first hand experiences without informants as eluded by Dooley (2001).
3.6.5. Secondary data.

Secondary data were obtained from the government records obtained from the District
Information Office, Kisumu City Council, associated organizations like CO-OP Africa and

related literature.
3.7. Model Structure and Variable Definitions

The dependent variable is the binary variable of whether the respondent reported cycling or
not in the last one month before the survey. Cycling behaviour was assessed by two
questions: 1) Do you know how to ride a bicycle (Yes/No)? 2) If yes, how many days did

you cycle to the market in the past one month (number of days)?
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Market traders who were not able to ride a bicycle were defined as non-cyclists (NC). Those
who knew how to ride a bicycle and cycled to the market once to fifteen times during the
past one month were defined as irregular cyclists (IC) while those who cycled to the market

more than fifteen times were classified as regular cyclists (RC).

Reduction of the concepts of the dependent variable was done by creating a dichotomy in the
involvement of market traders in cycling. The model structure is based on the assumption that
a respondent confronts three alternatives according to the sequence: unable to cycle, able to
cycle but is an irregular cyclist, able to cycle and is a regular cyclist. It shows how and to
what extent bicycle status, bicycle ownership and dressing code influence the involvement of
market traders in cycling in Kisumu City. The researcher assumed that the cycling behaviour

exhibited by individuals depicts the way the individual had been socialized into cycling.

In this study, explanatory variables were tested for gender-specific effects using interaction

terms.
3.8. Reliability and Validity

The questionnaire was piloted on 38 market traders (10% of the sample population) from
markets of Township Location to ensure reliability of the tool. Reliability is the extent to
which the observable measures that represent a theoretical concept are accurate and stable
when used for the concept in several studies (Bless et al., 2007). Thomas (2011) advises that
a 10% proportion of the intended sample size would give a reliable and dependable reflection
of the true picture of the population. Validity, defined by Charles (1979) as the
trustworthiness and authenticity of a qualitative study was determined by expert guidance
from two supervisors who assessed the relevance of each item in the instrument to the
objectives. Validity in this current study was further strengthened through triangulation:

interviews, focus group discussion and observations were used to determine if the questions
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were prompting the type of responses expected. Patton (2002) advocates for the use of
triangulation methods in qualitative research, especially in Case-studies. Cresswell and Miller
(2000) defined triangulation as “a validity procedure where researchers search for
convergence among multiple and different sources of information to form themes or
categories of a study.” They advocate the use of triangulation by stating that it “strengthens a
study by combining methods”. The “case cluster method” fortified the triangulation further
when the researcher randomly sampled the respondents from all markets within Township
location of Kisumu City. Peer consultation was invaluable as a technique to improve validity

and reliability.

According to Schwenk (1979) nevertheless, qualitative research should be judged as
“credible and confirmable as opposed to valid and reliable”. He argued that there is more
sense in developing an understanding of generalization that is reflective of the basic
characteristics of the qualitative inquiry rather than transplanting statistical, qualitative

notions of generalization.

3.9. Ethical Consideration

The researcher undertook to comply with the requirements of all ethical principles. This
included the researcher competency, relationship with participants, anonymity and
confidentiality, no deception of the subjects, and debriefing where necessary. In particular,

the researcher undertook to comply with the requirements of confidentiality.
3.10. Data Analysis and Presentation

Qualitative data was processed through editing, coding, classification, tabulation and
percentages so that they are amenable to analysis. In this study, the independent variable

(gender stereotyping) is categorical, while the dependent variable (women’s involvement in
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cycling) is continuous. The research questions (i), (i) and (iii) in this study are all “what”

questions which require univariate and bivariate descriptive analysis.

Univariate descriptive analysis was used because it was concerned with summarizing the
characteristics of gender stereotyping in cycling in terms of distributions, frequency counts
on some variables. Dooley (2001) asserts that it helps the researcher to discover patterns or

trends and then be able to communicate this properly.

Bivariate descriptive analysis was used because it was concerned with describing the form
and strength of associations between bicycle status, bicycle ownership and dress code and
market traders’ involvement in cycling. According to Nahid (2003), bivariate descriptive
analysis can also be useful in comparing the characteristics of the same variable in different
populations, or different variables in the same population. Contingency tables were generated
by cross-tabulating the distribution of the two variables and Cramers’ V was used to measure
strength of association. Chi-square test was used to measure significance of association at

0.05 and 0.01 levels of significance.
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CHAPTER FOUR

RESULTS AND DISCUSSION

4.1. Introduction

Gender and mobility are factors that rate highly in the integration of cycling in the transport
industry. Great gender disparity has been noted in the level of integration of cycling as a
means of transport. Women in particular, suffer discrimination in cycling denying them easy
mobility using this means of transport. This study investigated whether there is gender
stereotyping in the involvement of women in cycling. This was necessitated by the fact that
culture is able to prescribe discriminatory conditions that compromise women’s involvement
in cycling, pushing women into being more of passengers than cyclists. Data was analysed
using descriptive statistics to summarize the characteristics of gender stereotyping in cycling
and to measure the strength of the association. This chapter shows the findings of the study,
identifies the cycling gaps and the resulting effect of gender stereotyping on women
involvement in cycling among market traders of Kisumu City. The organization of the
chapter is such that the findings are outlined according to the three objectives of the study and

the discussions of the findings infused within the texts of the corresponding objectives.
4.2. Bicycle Status and women involvement in cycling

Bicycle status is the position of cycling in a social society relating to individual attitudes and
societal perceptions of the bicycle. To have an insight into the study, the researcher sought to
investigate preference of means of transport, bicycle comfort, social status of bicycle and
opinion on who should cycle on market traders’ involvement in cycling to answer the
question, what is the effect of the bicycle status on women involvement in cycling? Gender

identity, sex-linkage and gender identity were cross-cutting issues in the study.
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The bicycle was a more preferred means of transport to the market (55.7%) compared to the
car (44.3%). There was however a negative moderate association between mode preference
and level of involvement in cycling among the market traders (V = 0.4). While those who
preferred the bicycle had equal chances of either being non-cyclists or being regular cyclists,
those who preferred the car were about 8.3 times more likely to be regular cyclists than being
non-cyclists. Car preference therefore affected the respondents’ involvement in cycling more

than bicycle preference.

This association between mode of transport and level of involvement in cycling impacted
more on the female market traders than the male. Among the female respondents who
preferred the car, a high proportion comprised regular cyclists at 40.2%, an even higher
proportion comprised the irregular cyclists at 53.35 and only 6.3% were non-cyclists. For the
male respondents who preferred the car, 5.1% were non cyclists, 12.8% were irregular
cyclists and a high of 82.1% were regular cyclists. While there is no much difference in the
percentage of male and female who prefer the car to be non-cyclists, there is significant
difference in their being regular cyclists. The male were almost twice more likely to be
regular cyclists than the female. Looking at the effect of bicycle preference, the highest
percentage among the females were the non-cyclists at 64.2%, irregular cyclists were at
12.2% while the regular cyclists were at 23.6%. Among the male on the other hand, only
4.7% were non-cyclists while 80.2% were regular cyclists. It therefore means that while the
males who preferred the bicycle were about 13.7 less likely to be non-cyclists, they had 3.4
higher chances of being regular cyclists than their female counterparts. The results suggest
that while the male market traders had a positive image of the bicycle and used it more, the
females used alternative means of transport more although they also had a positive image of

the bicycle. Other factors must have contributed to this state of affairs where females end up
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either using the car consequentially or using the bicycles as passengers other than cyclists.

Plate 1 confirms that the females are more of passengers other than cyclists.

Plate 1: A female passenger boarding a boda-boda bicycle taxi

Source: Field study (2013)

The findings agree with Emond et al. (2009) who concluded that mode preference is a
correlate of an individual’s attitude towards the bicycle when they were explaining gender
differences in bicycling behaviour in the US. They also agree with studies carried out by
researchers like Van der Kloof (2011) and Heesch et al (2012) who noted that females have
different perceptions about cycling compared to male regardless of whether they are
advanced or basic in cycling. Table 4.2 shows the association between mode preference and

market traders’ involvement in cycling by gender by total population.
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Table 4.2: Mode preference versus market traders’ involvement in cycling by gender by

total population

Market traders’ involvement in cycling

Mode

oreferred Female Male Total
NC IC RC Total NC IC RC Total NC IC RC Total
Car 8 68 51 127 02 05 32 39 10 73 83 166
6.3% 535% 40.2% 508% 51% 128% 821% 31.2% 6.0% 440% 50.0% 44.3%
Bicycle 79 29 15 123 04 13 69 86 83 42 84 209
64.2% 23.6% 122% 492% 47% 151% 80.2% 68.8% 39.7% 20.1% 40.2% 55.7%
Total 87 97 66 250 06 18 101 125 93 115 167 375

348% 38.8% 26.4% 100% 4.8% 144% 80.8% 100% 24.8% 30.7% 44.5% 100

X?=61.543, df=2, V=0.4

The discord between women preference of the bicycle and their involvement in cycling could
be explained by the fact that bicycles are cheaper than public transport or that bicycles are
more flexible and can reach the different corners of the estates. Strong cultural dictates
however in Kisumu City which supress the gains that could have been achieved through

advocacy.

There was a positive moderate relationship between opinion on bicycle comfort and level of
involvement in cycle (V = 0.46). Respondents’ opinion on bicycle comfort affects their
attitude towards cycling. Majority of the respondents thought that there was discomfort in
cycling but they cycled all the same (43.7%). Others (23.2%) could not withstand the
discomfort hence could not cycle while an additional 33.1% felt that cycling was comfortable
hence cycled. Out of the 124 respondents who felt that the bicycle was comfortable, 91.1%
were regular cyclists while only 4.9% were non-cyclists. Among those who cycled despite
the discomfort, majority were irregular cyclists (67.1%) while the rest cycled more than 15
days that month with none of them reporting as non-cyclists. However, respondents who
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could not withstand the discomfort of the bicycle were all non-cyclists. Bicycle discomfort

was therefore a strong obstacle to market traders’ involvement in cycling.

Bicycle discomfort was an obstacle to female respondents more than their male counterparts.
Females who found the bicycle to be uncomfortable but cycled all the same and those who
found the bicycle too uncomfortable to ride were all non-cyclists. Among the females who
found the bicycle to be comfortable, there was overrepresentation of regular cyclists at
91.7%. Among the male respondents in comparison, those who found the bicycle
uncomfortable but cycled had no non-cyclist although 80.6% were regular cyclists and the
rest were irregular cyclists. Those who were comfortable with the bicycle had no non-cyclists
although the regular cyclists were overrepresented at 90.4%. The results show that females
valued bicycle comfort more than the male. Table 4.3 shows the opinion of respondents on

bicycle comfort versus level of involvement in cycling by gender

Table 4.3: Opinion on bicycle comfort versus level of involvement in cycling by gender

Market traders’ involvement in cycling

Opinion
or? Female (n=250) Male (n=125) Market traders (n=375)
icycl
b cycle NC IC RC Total NC IC RC Total NC IC RC Total
comfort
uncomforta 00 97 00 97 00 13 54 67 00 110 54 164
ble but
rides 00% 100% 0.0% 38.8% 0.0% 194% 80.6% 53.6% 0.0% 67.1% 32.9% 43.7%
81 00 00 81 06 00 00 06 87 00 00 87
uncomforta  100%  0.0%  0.0%  324% 100% 0.0% 00% 48%  100% 00% 00%  23.2%
b_'gfca””f’t 06 00 66 72 00 05 47 52 06 05 113 124
rige
83% 00% 91.7% 28.8% 00% 9.6% 90.4% 416% 49% 4.0% 91.1% 33.1%
comfortable
87 97 66 250 06 18 101 125 93 115 167 375

Total 348% 38.8% 26.4% 100% 4.8% 144% 80.8% 100% 24.8% 30.7% 44.5% 100%
otal

X?=157.736, df=4, V=0.46

While those who knew how to cycle could easily become irregular cyclists, the male who

knew how to cycle could easily be regular cyclists. These results are consistent with Porras et
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al. (2012) who mentioned comfort as one of the factors that determine whether women would

cycle or not.

Opinion of market traders on the social status of the bicycle had a negative moderate
association with their involvement in cycling (V= 0.48). Responding to the statement
“bicycles are used only when people cannot afford public or private transport”, majority of
the respondents disagreed at 65.0%. Those who agreed comprised 31.2% while a small
percentage of 3.7% were not sure. Among those who agreed with the statement, majority
were non-cyclists (65.8%) with a minority of them as regular cyclists (7.7%). Respondents
who did not think that cycling was for the poor were actively involved in cycling (62.3%),
with only 5.3% of them being non-cyclists. However, those who associated cycling with
poverty had low involvement in cycling with only 7.7% as regular cyclists. These results
were congruent to the findings of a Chinese study by Schwartz (2011) who concluded that
inability to express one’s status on a bicycle is a barrier to bicycle transportation. Table 4.4
shows the association on opinion on the statement: bicycles are used only when people
cannot afford public or private transport versus market traders’ involvement in cycling by

gender.
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Table 4.4: Opinion on the statement: bicycles are used only when people cannot afford

public or private transport versus market traders’ involvement in cycling by gender

Opinion Market traders’ involvement in cycling
of
market Female (n = 250) Male (n=125) Total population (n = 375)
traders

NC IC RC total NC IC RC Total NC IC RC Total
Agree 76 16 00 92 01 15 09 25 77 31 09 117

82.6% 174% 0.0% 36.8% 4.0% 60.0% 36.0% 20.0% 658% 26.5% 7.7% 31.2%
Disagree 11 77 60 148 02 02 92 96 13 79 152 244

74% 52.0% 40.6% 59.2% 2.1% 21% 958% 76.8% 53% 324% 623% 651%
Not sure 00 04 06 10 03 01 00 04 03 05 06 14

0.0% 40.0% 60.% 40% 750% 25.0% 0.0% 32% 294% 357% 429% 3.7%
Total 87 97 66 250 06 18 101 125 93 115 167 375

348% 38.8% 264 100%  4.8% 144% 80.8% 100% 24.8% 30.7% 445% 100%

X?=170.685, df=4, V=0.48

There was gender difference in the opinion on social status of the bicycle, with more females
looking at the bicycle as a symbol of poverty at 36.8% while more males were of the contrary
opinion at 76.8%. Female market traders who agreed with the statement were about 20.6
times more likely to be non-cyclists and 2.4 times fewer chances of being regular cyclists
compared to the male. The question “who in the family should ride bicycle?”, generated
biased reactions where respondents who felt that cycling was for men were about 9 times
more than those who felt that it was for women. Out of 36 respondents who felt that women
should be the ones to cycle, regular cyclists had the highest representation of 66.7% while
none of them was classified as non-cyclists. For those who felt that cycling was for men,
42.2% were regular cyclists while 27.4% were non-cyclists and an additional one-third
comprised irregular cyclists. The study found a weak association between attitude on who
should cycle and market traders’ involvement in cycling (V = 0.2). The fact that more

respondents believed that cycling was for men and not women must have been acquired from
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existing institutions that define and sustain the gender roles. Researchers like Heesch et al.
(2012) and Edmond et al. (2013) confirmed that perception about cycling and gender roles

were found to influence cycling behaviour.

Gender biasness in cycling behaviour was confirmed further from a gender perspective.
Higher percentages of both male and female believed that cycling was for men (females at
87.2% and male at 96.8%). While the female respondents who believed that cycling was for
men, 40.0% were non-cyclists, all the females who felt that women should cycle were either
irregular at 34.0% or regular cyclists at 65.6%; none was a non-cyclist. None of the male
respondents who supported women cycling was a non-cyclist either. However, 75.0% of
them were regular cyclists although they were only 3.2% of the male population in the
sample. Table 4.5 shows the association between opinion on the question “who is to cycle in

the household?”” and market traders’ involvement in cycling.

Table 4.5: Attitude on who is to cycle versus market traders’ involvement in cycling by

gender
Market traders’ involvement in cycling
Female (n = 250) Male (n = 125) total population (n = 375)
NC IC RC  Total NC IC RC  Total NC IC RC  Total
Women 00 11 21 32 00 01 03 04 00 12 24 36
to cycle
0.0% 344% 65.6% 12.8% 0.0% 25.0% 75.0% 3.2% 0.0% 333% 66.7% 9.6%
Men to
87 86 45 218 06 17 98 121 93 103 143 339
cycle
40.0% 39.4% 206% 87.2% 5.0% 140% 81.0% 96.8% 27.4% 30.4% 422% 90.4%
87 97 66 250 06 18 101 125 93 115 167 375
Total

348% 38.8% 26.4% 100% 4.8%  144% 80.8% 100% 24.8% 30.7% 445% 100%

X?=14.349, df=2, V=0.2
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The male respondents who believed that cycling was for men were 8 times less likely to be
non-cyclists than the female who also felt that cycling was for men. They were however 4
times more likely to be regular cyclists than their female counterparts. These results agree
with the EP (2006) survey which found that the gendered roles men and women play in our
societies have an ultimate effect on accessibility to mobility and public space. It also agrees
with Cuddy et al. (2010) who observed that judgments, perceptions and attributes might be
closely linked with stereotype knowledge and beliefs in their study on influence of perception
on behaviour. The findings show that cycling behaviour was dictated by what the society

considered appropriate, accepted and desirable.

Results from the market traders’ interview revealed that although their females preferred the
bicycle to the car, they were more of passengers than cyclists. Most of them were either
irregular cyclists or non- cyclists; some obstacles must have prevented them from full
involvement in cycling. Females were more sensitive to bicycle comfort than the males.
While those who felt that the bicycle was uncomfortable were non-cyclist, those who felt that
the bicycle was comfortable were regular cyclists. Unfortunately more females than males
had an attitude that bicycles were to be used only when people cannot afford public or private
vehicles. Those who had such negative attitude towards the bicycle had low involvement in
cycling. Most market traders believed that cycling should be done by men and not women.
Those who believed that women should not cycle were mostly non-cyclists while those

thought that women should cycle had a great percentage of regular cyclists.

Results from the Focus Group Discussion showed that the public vehicle was the most
commonly means of transport used by most women although it would cost about Ksh 100
daily on transport compared to the bicycle that would cost about half the money. According

to the discussion, women cyclists are rare in the city mainly because of fear due to poor and
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congested roads and harassment from the members of the society who feel that cycling is too

strenuous an exercise for women.

The Town clerk admitted that fewer women than men cycle in the city. Most of the cycling
done by women was for recreation other than transport. Road infrastructure was being
improved particularly in the upcoming road projects. Gender inclusion in cycling however
was still a challenge that the city had not tried to address. The chairman of the boda-boda
Association affirmed that there is only one active boda-boda rider in their group. According
to him, cycling is too strenuous for women and would not advice women to cycle to the
market. Religious leaders, one from a Christian faith and the other from a Muslim faith, both
gave assurance that their faiths were not against women cycling. According to the Chairman
of the Luo Council of Elders, cycling by women is not a problem; the problem is the sitting

position while cycling; “it is unladylike and disrespectful” according to him.

Apart from gender roles expressing gender identity, there was strong internal sense of one’s
gender classification through internalized gender identities manifested in the respondents’
attitude about who should cycle. Due to the prevailing perception of men being the ones to
cycle, women have ended up with fewer opportunities of being involved in active cycling.
Gender roles therefore restrict freedom of behaviour and expression and therefore used as a

basis of discrimination.
4.3. Bicycle Ownership and women involvement in Cycling

The second objective of this study was to determine the effect of bicycle ownership on
women’s involvement in cycling in Kisumu City. To achieve this objective, the respondents
were asked about their ownership of the bicycle, how the bicycle was acquired, who claimed
ownership of the bicycle in the household. Data Collected was analysed under the question:

how does bicycle ownership affect women involvement in cycling among market traders?
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Among the market traders, there exists a weak negative association between bicycle
ownership and the market traders’ involvement in cycling (V= 0.346). While about two-thirds
of the respondents did not own any bicycle, there was no significant difference in their
involvement in cycling. Among those who owned a bicycle however, 62.9% were regular
cyclists and only 7.1% were non-cyclists. The rest were irregular cyclists. This means that the
level of one’s involvement in cycling was associated with bicycle possession. Out of the 235
respondents who lacked ownership of the bicycle, 33.6% were regular cyclists while 35.3%
were non-cyclists. This shows that bicycle ownership was an important determinant of level
of involvement in cycling. The findings agree with a study done by Moudon et al. (2005) on
travel mode choice where he cited mode ownership or availability as a key factor explaining
mode use. According to them, bicycle ownership is a vital and decisive component of cycling
behaviour. Table 4.6 shows the association between bicycle ownership and market traders’

involvement in cycling by gender

Table 4.6: Bicycle ownership versus market traders’ involvement in cycling by gender

Market traders’ involvement in cycling

Bicycle

ownership Female (n=250) Male (n=125) Total (n=375)
NC IC RC Total NC IC RC Total NC IC RC Total

owns 10 28 28 66 00 14 60 74 10 42 88 140
bicycle

4 15.2% 42.4% 42.4% 26.4% 0.0%  18.9% 81.1% 592% 7.1%  30.0% 62.9% 37.3%
Doesn’t
own 77 69 38 184 06 04 41 51 83 73 79 235
bicycle 418% 375% 207% 73.6% 118% 7.8%  80.4% 40.8% 353% 31.1% 33.6% 62.7%
Total 87 97 66 250 06 18 101 125 93 115 167 375

348% 38.8% 264% 100% 48%  144% 80.8% 100% 24.8% 30.7% 44.5% 100%

X?=44.955, df=2, V=0.346

The involvement of respondents in cycling was therefore associated with bicycle ownership,

with a biased gender representation where male market traders had a higher involvement in

50



cycling than their female counterparts. The findings agree with Hanson (2010) who reported
that women’s lack of ownership of means of transport affected their mobility and that more
women than men have no means of transport at all. The findings are also comparable to the
case study of Maramba and Kuzinya (2010) on the Ugandan project where they documented
that men owned most bicycles and therefore got priority to use them. It also confirms the
assertion of African Union [AU] (2004) that ownership of the bicycle by women may not
necessarily signify their use of the bicycle. This study was on the viewpoint that the disparity
in bicycle ownership was a result of discrimination on gender lines. This is informed by the
fact that gender-linked behaviours are the qualities culture associate with masculinity and
femininity and are not innately male or female. Culture shapes the contents of gender
stereotypes such that men are perceived as possessing more of whatever traits are culturally

valued (Bandura, 1986; Cuddy et al., 2010).

The market traders who owned at least a bicycle were tested on three main sources of bicycle
acquisition: whether inherited, donated or bought. Most of the traders bought their bicycles
(56.4%) while 22.2% of them inherited them. A further 21.4% acquired them as donations. A
very weak association (V= 0.17) between method of bicycle acquisition and market traders’
involvement in cycling was revealed. Although some of the non-cyclists owned some
bicycles which they had bought (6.4%) or acquired through donation (0.7%), none of them
inherited any bicycle. The study revealed that even the irregular and the regular cyclists had
bought their bicycles at 26.6% and 62.0% respectively. The proportion of male regular
cyclists who inherited the bicycle were almost ten times that of female while the proportion
among the females who bought the bicycle was slightly higher at 31.8% for females
compared to 20.0% for male. Bicycle inheritance was therefore gender biased, with more
advantage to the male market traders. Since inheritance of property takes place within the

confines of the family. The family therefore becomes the unit of discrimination. Table 4.7
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shows the association between bicycle acquisition and market traders’ involvement in cycling

by gender by gender.

Table 4.7: Method of bicycle acquisition versus market traders’ involvement in cycling

by bicycle owners only

Method of Market traders’ involvement in cycling
acquisition
of bicycle Female (n=66) Male (n=74) Total (n=140)
NC IC RC NC IC RC NC IC RC Total
Inherited 00 01 02 03 00 05 23 28 00 06 25 31

0.0% 33.3% 66.7% 4.5% 0.0% 179% 821% 37.8% 0.0% 19.4% 80.6% 22.2%
Donated 01 13 05 19 00 02 09 11 01 15 14 30

5.3% 68.4% 26.3% 28.8% 0.0% 182% 81.8% 14.9% 3.3% 50.0% 46.7% 21.4%
Bought 09 14 21 44 00 07 28 35 09 21 49 79

205% 31.8% 47.7% 66.7% 0.0% 20.0% 80.0% 47.3% 114% 26.6% 62.0% 56.4%
Total 10 28 28 66 00 14 60 74 10 42 88 140

151% 424% 424% 100%  0.0% 189% 81.1% 100% 7.1% 30.0% 62.9% 100%

X2=21.946, df=4, V=0.17
The lack of good-will for women to inherit property (embedded in the society) leaves them
with fewer options than men in the acquisition of the bicycle hence reduced opportunities to
become cyclists. Moreover, more females bought their bicycles compared to men. This
conforms to Hanson (2010) who suggested that women had weaker bargaining for household
resources, limiting their chances for bicycle ownership. Weak institutional policies and non-
adherence to relevant legal frameworks to mainstream gender in cycling is still common in
the transport sector in Kisumu City although Article 27 of the Bill of Rights in the
Constitution of Kenya (2010) recognizes the need to protect women from discrimination.
Most of the respondents claimed ownership of the bicycles that they owned (44.3%). Out of
these respondents who claimed ownership, a majority of them (87.1%) were regular cyclists
while none was a non-cyclist. Only a small percentage of the respondents who owned a
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bicycle reported that their mothers claimed ownership (9.3%) whereas those who reported
that their fathers claimed ownership were a higher percentage at 22.1%. The study revealed
that there existed a weak association between bicycle control and respondents’ involvement
in cycling (V = 0.21). Claiming ownership of the bicycle was a factor in the involvement of
the respondents in cycling although it did not perfectly relate to the level of involvement in
cycling. To some extent, it expressed power to have control over the bicycle, gave
respondents extra confidence in the usage of the bicycle and improved their skills in bicycle
usage hence higher levels of involvement. This agrees with Cresswell & Uteng (2008) who
concluded that accessibility and use of the bicycle depend on the relative power of the bearer
which would command certain responses from other people as enforced by the community or

culture.

Gender differences in bicycle control were observed in the way the female and male claimed
ownership and the residual effect of this on their cycling behaviour. Most female respondents
who owned a bicycle reported that those bicycles were claimed majorly by their spouses
(39.4%) or their fathers at 30.2%. The male had more claim over the bicycle compared to the
females. This conform with Peter (2001) who asserted that men in their superior position in
the household hierarchy appropriate the most efficient means of transport for themselves,
attributing it to the male-dominated local culture that portray women’s use of the bicycle as
inappropriate and unwomanly. Only a small proportion of the female (15.2%) said that they
claimed ownership themselves and an equal proportion reported that their mothers claimed
ownership. Out of the female respondents who claimed ownership of the bicycle, or whose
mothers claimed ownership 50.0% were irregular cyclists, another 50.0% were regular
cyclists while none was a non-cyclist. For the larger percentage who mentioned their spouses
or fathers, as claiming ownership of the bicycle, the proportion of regular cyclists reduced

compared to the percentage among those who claimed ownership of bicycle themselves.
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Additionally, some respondents even reported being non-cyclists (25.0% for those whose
fathers claimed ownership and 19.2% for those whose spouses claimed ownership of the
bicycle). For the male respondents on the other hand, 70.0% of those who owned a bicycle
claimed ownership themselves. This was followed by those who claimed that their fathers
claimed ownership (14.9%), 10.8% mentioned their spouses while only 4.0% suggested their
mothers. Table 4.8 shows the association between question “who claims ownership of the

bicycle” versus market traders involvement in cycling by bicycle owners only.

Table 4.8: Opinion on “who claims ownership of the bicycle” versus market traders

involvement in cycling by bicycle owners only.

Market traders’ involvement in cycling

[%2]
£
S S
o — — _
= Females (n=66) Males (n=74) Total (n=140)
2
° £
§ = NC IC RC Total  NC IC RC Total NC IC RC Total
o
Self 00 05 05 10 00 03 49 52 00 08 54 62
0.0% 50.0% 500% 151% 0.0% 58% 942% 70.3% 0.0% 129% 87.1% 44.3%
Spouse 05 11 10 26 00 02 06 08 05 13 16 34
19.2% 42.3% 385% 394% 00% 250% 75.0% 10.8% 14.7% 38.2% 47.1% 24.3
Father 05 07 08 20 00 08 03 11 05 15 11 31
25.0% 350% 40.0% 303  0.0% 727% 27.3% 14.9% 16.1% 48.4% 355% 22.1%
Mother 00 05 05 10 00 01 02 03 00 06 07 13
0.0% 50.0% 50.0% 152% 0.0% 333% 66.7% 4.0% 00% 462% 53.8% 9.3%
Total 10 28 28 66 00 14 60 74 10 42 88 140

151% 424% 424% 100%  0.0% 189% 81.1% 100% 7.1% 30.0% 62.9% 100%

X?=32.92;df=6;V=0.21

Male respondents had five times more chances of claiming ownership of the bicycles and
about ten times more chances of being regular cyclists than their female counterparts. This is
a case of power relations between female and male, which is derived from the society.

Maramba and Kuzinya (2010) attributes this to cultural beliefs and practices which dictate
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that men control women and most wealth-generating property in many African societies. The
findings show that a higher percentage of female (73.6%) than male (40.8%) respondents
lacked ownership of the bicycle. Three factors may have led to these: first, that the females
may have had negative attitude, towards the bicycle, so they so no need to acquire them,
second that the females had less money compared to the male for the acquisition of bicycles
and third is that cultural factors may have inhibited the females from cycling. Method of
acquisition of the bicycle was related to market traders’ involvement in cycling and the fact
that the method was biased towards the male gender might have brought in sexism in that
discriminated against women. Claiming ownership of the bicycle was an important factor in
the involvement of women market traders in cycling. To some extent, it expressed power to
have control over the bicycle, gave respondents extra confidence in the usage of the bicycle
and improved their skills in bicycle usage hence higher levels of involvement. Unfortunately,

female market traders had less control that led to low involvement in cycling.

From the Focus Group Discussion, it was clear that the females claimed that they had control
over the bicycles they could be having, while the male insisted that only men owned property
in a household. It was a general consensus that females bought their bicycles while the made

had opportunity to inherit from their fathers.

The Chairman of the Luo Council of Elders (Ker) attests to this in his affirmative statement:
“the traditional stand among the Luo is that a woman has no property in a matrimonial home;
all property belong to the husband. The woman is therefore a passive partner in a marriage in

terms of ownership of property”.

Christian faithful however believe that men and women are equal before God. Referring to
the Holy Bible, Bishop Gero of Holiness and Repentance Church cited from Job 42:15 where

Job granted inheritance to his daughter alongside his sons. Among the Muslims too, women
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have a right to own property within the context of Shariah as explained by Imam Sadeeq

referring to the Quran (Q4:11-12).
4.4. Dress Code and Market Traders’ Involvement in Cycling

The third objective of this study was to establish the relationship between dress code and
women’s involvement in cycling in Kisumu City. To achieve this objective, the respondents
were asked about their opinion on dress code and cycling, women clothing and cycling and
appropriate cycling clothing. Data collected was analysed under the question: what is the

relationship between dress code and women involvement in cycling among market traders?

Market traders valued the gender identity that is preserved in the dress code. Generally, more
respondents (80.2%) supported the statement “Natural law demands that women put on long
dresses even when cycling” than those who were against it (16.3%). Respondents who
strongly agreed and those who agreed with the statement comprised 15.2% and 65.0
respectively while those who strongly disagreed and those who disagreed comprised 8.8%
and 7.5% respectively. The respondents were therefore five times more likely to support
women putting on long dresses than those who would question the long dresses while
cycling. The results further revealed that there were more regular cyclists among the
respondents who were against women putting on long dresses while cycling (54.5% for those
who strongly disagreed and 50.0% for those who disagreed) than among those who supported

the practice (35.1% for those who strongly agreed and 44.1% for those who agreed).

While the liberal nature towards women’s dressing increased the respondent’s chances of
being regular cyclists, the conservative nature reduced their chances of being regular cyclists.
Furthermore, the liberal respondents also had fewer non-cyclists (9.1% for those who
strongly disagreed and 14.3% for those who disagreed) than those found among the

conservatives (35.1% for those who strongly agreed and 27.0% for those who agreed with the
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statement). The attitude of respondents towards women’s dressing therefore had a positive
association of V=0.49with their involvement in cycling. While a slightly higher percentage of
male than female supported the statement (18.4% of the male strongly agreed and 68.0%
agreed) than their female counterparts (13.6% strongly agreed and 63.6 agreed), a higher
percentage of female than male did not support it (3.2% of the male strongly disagreed and
6.4% disagreed while 11.6% of the female strongly disagreed and 8.0% disagreed). The
results suggest that female traders were more liberal than their male counterparts when it
came to dressing. This is in line with the studies carried out by Hanlon (2012) and Heesch et
al. (2012) which depicted gender stereotyping in relation to dressing and cycling at the time
when the women were just discovering that the Victorian dress was an obstacle to cycling.
Table 4.9 shows the association between the opinions on dress code versus market traders’

involvement in cycling by gender

Table 4.9: Opinions on dressing code versus market traders’ involvement in cycling by

gender
Market traders’ involvement in cycling
Female Male Total
NC IC RC Total NC IC RC Total NC IC RC Total

SD 03 12 14 29 00 00 04 04 03 12 18 33

10.3% 414% 483% 11.6% 0.0% 0.0% 100% 3.2% 9.1% 36.4% 545% 8.8%
D 04 10 06 20 00 00 08 08 04 10 14 28

20.0% 50.0% 30.0% 80% 0.0% 0.0% 100%  6.4% 143% 357% 50.0% 7.5%
N 00 07 01 08 00 00 05 05 00 07 06 13

0.0% 87.5% 125% 3.2% 0.0% 0.0% 100%  4.0% 0.0% 53.8% 46.2% 3.5%
A 65 56 38 159 04 10 71 85 69 66 109 244

409% 352% 23.9 63.6% 4.7% 11.8% 835% 68.0% 28.3% 27.0% 44.7% 65.0%
SA 15 12 07 34 02 08 13 23 17 20 20 57

41.1% 353% 20.6% 13.6% 8.7% 34.8% 56.5% 18.4% 29.8% 351% 351% 15.2%
Total 87 97 66 250 06 18 101 125 93 115 167 375

348% 388% 264% 100% 4.8% 144% 80.8% 100% 24.8% 30.7% 44.5% 100%

X?=17.7465, df= 8, V=0.49
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Opinion about the long dress for women impacted more on female respondents’ involvement
in cycling than it did to the male respondents. Although the percentage of respondents that
agreed with the statement was highest among both female and male, the female conservatives
were almost six times more likely to be non-cyclists than their male counterparts. The
likelihood of the female respondents to be non-cyclists reduced 2.5 times as they became
more liberal while none of the liberal males was a non-cyclist. Among the females who
supported the statement, 41.1% strongly agreed and 40.9% agreed while among the male,
only 8.4% strongly agreed and 4.7% agreed. Among those who did not support the statement
however, 10.3% were females who strongly agreed including 20.0% who disagreed. The
results suggest that although the male respondents were more likely than their female
counterparts to maintain the status quo in women dressing even when cycling, this did not
affect their involvement in cycling. Among the female respondents who were conservatives
however, there were more non-cyclists and fewer regular cyclists. The converse was true for
the more liberal female respondents who did not agree with the statement. These results
suggest that long dresses worn by women acted as a hindrance to their involvement in
cycling, although they lived in denial about this fact. They agree with Hanlon (2012) who
noted that clothing has been one of the most defining aspects of culture and society for
centuries although it limits women dressing options for cycling. Plate 3 is a photograph of
one of the female cyclists in one of the estates in Kisumu City who may be feeling that the

skirt is not an impediment to cycling.
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Plate 2: A female cyclist in Obunga estate.

Source: Field study (2012)

Dress code therefore was associated with gender identity and sexism; long dresses for
females meant less involvement in cycling. These results agree with what have been revealed
in other feminist studies on cycling. For instance, Hanlon (2012) stated that the type of
clothing women and men are expected to wear has made distinctions between male and
female gender by nearly every society throughout history. The findings also agree with
Hanlon (2012) who documented about the American Victorian dress that was a big hindrance
to women cycling although the conservatives thought that it symbolized the identity of the
woman at that time. While it was revealed that women dress code affected their involvement
in cycling in this study, it was not clear whether the respondents’ cycling behaviours were out

of their choice or if they could be doing it conditionally.

Asked the question, “How does women’s dress code affect their cycling chances?” the

respondents who felt that it did not were more than those who felt that it did at 2.23 : 1.
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Although there was no significant difference in level of involvement in cycling among the
respondents who said “yes” those who felt that dress code did not affect women cycling
chances were mainly regular cyclists at 48.7%, followed by irregular cyclists at 30.1% and
the rest were non-cyclists. The results show that while the respondents who felt that dress
code does not affect women’s cycling chances had a higher percentage of regular cyclists, the
ones who felt that it did had a higher percentage of non-cyclists instead. Involvement in
cycling therefore was associated with one’s attitude on whether dress code affects women’s
cycling chances or not. This is a similar observation to Winterton (2011) who documented
that women’s attitude on dressing code pushed them into demanding for more appropriate

cycling clothing.

Among the females who felt that women’s dress code did not affect their cycling chances,
majority were irregular cyclists at 42.4% while the regular cyclists comprised 27.1%. This
category also had a lower percentage of non-cyclists (30.5%) compared to the percentages of
the females who were affirmative (45.2%). An overwhelming majority of the male who felt
that women’s dress code did not affect their cycling chances were regular cyclists (95.1%)
and only 1.2% were reported as non-cyclists. Among the ones who accepted that it did, more
than half of them were regular cyclists while 11.6% were non-cyclists. Irregular cyclists
however comprised 34.9%. The results show that the respondents were very much aware of
the effect of dressing code on their involvement in cycling as seen in the similarity in their
response between this section and the former section. The increased percentage of irregular
cyclists was however noted in this section compared to the former. This was particularly
noted among the female respondents compared to the male. Table 4.10 gives a reflection of
the association between opinion on women clothing and market traders’ involvement in

cycling.
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Table 4.10: Opinion on the question ‘does dressing code affect women’s cycling

chances?’ versus market traders’ involvement in cycling

Market traders’ involvement in cycling

Female (n=250) Male (n=125) Total (n=375)
Opinion
NC IC RC total NC IC RC total NC IC RC total

Yes 33 22 18 73 05 15 23 43 38 37 41 116

452% 30.1% 24.7% 292% 11.6% 349% 53.5% 344% 328% 31.9% 353% 30.9%
No 54 75 48 177 01 03 78 82 55 78 126 259

305% 424% 271% 708% 12% 3.7% 95.1% 65.6% 212% 30.1% 48.7% 69.1%
Total 87 97 66 250 06 18 101 125 93 115 167 375

348% 388% 26.4% 100% 4.8%  14.4% 80.8% 100% 24.8 30.7% 445% 100%

While it is true that a higher proportion of female respondents felt that dress code did not
affect women’s cycling chances, they had 3.4 higher chances of being irregular cyclists than
the female respondents who felt that dress code did not affect women’s cycling chances.
Socialization in this case must have played a significant role in informing the behaviour of
the female respondents in terms of their dress code and their level of involvement in cycling.
This is in agreement with Porras et al., (2012) who noted that apart from being a strong
indicator of culture and gender, dress code also defines lifestyle, conveying social messages

relating to individual or group identity

Although most respondents felt that they did not mind having the long dresses for women,
and that dressing code did not affect women’s cycling chances, the results show that
women’s dress code was a correlate of their involvement in cycling. The high percentage of

irregular cyclists among female respondents also suggests that they must have cycled at some
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point in time but had since either stopped or become less regular. This sub-section sought to

find out the feelings of the respondents towards a possible cycling outfit for women.

In the investigation, the respondents were asked to comment on the statement “A cycling
outfit for women should be designed.” Opinion of the respondents had a very weak
association with their involvement in cycling (V=0.17). However, a higher percentage of
respondents supported the idea (50.9% agreed with 14.7% strongly agreeing) compared to
those who did not support the idea (7.7% disagreed and 14.4% strongly disagreed). Most of
the respondents who supported the idea were regular cyclists (46.0% agreed while 23.6%
strongly agreed. Incidentally, regular cyclists were also the majority out of the respondents
who did not support the idea since 61.1% had strongly disagreed and 41.4% had disagreed.
Out of the 93 non-cyclists, 20 respondents had disagreed with the statement while 57 of them
had supported it. The findings revealed that supporters of the idea of a new cycling outfit for
women were three times more likely to be non-cyclists than the opposers of the idea. At the
same time, they were almost twice more probable to be regular cyclists than those who
disagreed, suggesting that respondents’ opinions on new cycling outfit for women was not
associated with their involvement in cycling. The very weak association registered must have
been caused by the significant difference in the cycling involvement between those who
agreed with the statement and those who disagreed with it. The weak association could be a
result of the fact that 93.6% of the respondents were Christians who do not have a rigid
dressing code. The findings however do not conform to the attitude of the ancient American
women who had to substitute their corsets for bloomers as documented by researchers like

Hanlon (2012) and Porras et al (2012).

Although there was no significant difference in the proportions of male and female
respondents’ opinion concerning the statement, there was significant difference in there levels

of involvement in cycling; Females who supported the statement had 2.7 higher chances of
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being non- cyclists and twice more likely to be regular cyclists compared to females who
opposed it. Among the male respondents who disagreed with the statement however, there
were no chances of male being non-cyclists but they were 2.4 times less likely to be regular
cyclists compared to the male who supported the statement. Female respondents’ attitude
towards designing a cycling outfit for women was not associated with their involvement in
cycling while males’ attitude was associated with their involvement in cycling. This means
that other factors could explain their low involvement in cycling other than dress code. The
results contradict the behaviour of the Rational Dress Movement as explained by Winterton
(2011) where women pushed for change of the dress code of the time for a more appropriate
cycling clothing. Table 4.11 is a summary of market traders’ opinions on the statement

“cycling outfit for women to be designed” by gender by level of involvement in cycling.

Table 4.11: Market traders’ opinion on “cycling outfit for women should be designed”

by gender and by level of involvement in cycling

Level of involvement in cycling

Female (n=250) Male (n=125) Total (n=375)
NC IC RC total NC IC RC Total NC IC RC total
SD 11 10 16 37 00 00 17 17 11 10 33 54
29.7% 27.0% 43.2% 148% 0.0% 0.0% 100% 13.6% 20.4% 185% 61.1% 14.4%
D 09 07 03 19 00 01 09 10 09 08 12 29
474% 36.8% 158% 7.6% 0.0% 10.0% 90.0% 7.6% 31.0% 27.6 414% 7.7%
N 13 08 09 30 03 01 12 16 16 09 21 46
433% 26.7% 30.0% 11.9% 188% 6.2% 75.0% 12.9% 34.8% 19.6% 45.6 12.3%
A 35 61 34 130 02 05 54 61 37 66 88 191
26.9% 46.9% 26.2% 521% 33% 82% 885% 48.8% 19.4% 34.6% 46.0% 50.9%
SA 19 11 04 34 01 11 09 21 20 22 13 55
55.9% 323% 11.8% 13.6% 4.8% 524% 42.8% 16.7% 36.4% 40.0% 23.6% 14.7%
total 87 97 66 250 06 18 101 125 93 115 167 375

348% 38.8% 26.4% 100% 4.8% 14.4% 80.8% 100% 24.8% 30.7% 44.5% 100%

X?=21.432; V=0.17
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The results show that as the level of agreement with the statement increased, the percentage
of respondents decreased while as the level of agreement decreased, the percentage of
respondents increased. This observation suggests that respondents who strongly agreed with
the statement were more likely to be non-cyclists and less likely to be regular cyclists while
those who strongly disagreed were less likely to be non-cyclists but more likely to be regular
cyclists Among the respondents who agreed with the statement, the percentage of non-
cyclists increased with level of agreement (19.4% of respondents who agreed and 36.4% of
respondents who strongly agreed) while the percentage of regular cyclists decreased with
increase in the level of agreement (46.0% of respondents who agreed and 23.6 of respondents
who strongly agreed). Among the respondents who were for the contrary opinion however,
the percentage of non-cyclists decreased with increase in disagreement with the statement
while the percentage of regular cyclists increased with increase in the level of disagreement.
According to Porras et al. (2012), modifications had to be made on women clothing to
conform to the changing trends of cycling by casting off the unpractical clothing style that

had long kept women’s bodies “uncomfortably” covered.

In this objective, it has been observed that females who did not insist on the long dress were
more likely to be regular cyclists while conservatives had more non-cyclists and few regular
cyclists. Those who felt that dress code affected their cycling chances actually had lower
cycling chances than those who felt it did not. Although Kisumu City is predominantly
occupied by the Luo, it is a Cosmopolitan City with people from a diverse background, with a
strong patriarchal traditional Kenyan culture and strong religious backgrounds; men should

not dress like men, yet they should not expose their thighs.

The FGD suggested that probably a buggy trouser be introduced. They were certainly not
happy with the cycling clothing for sports, saying it overexposed the body structure since it

fitted too tightly.
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According to the Chairman of the Luo Council of Elders, the current dress code is right

because it is long enough and covers a woman’s thigh adequately.

The Religious Leaders, Imam Sadeeq and Bishop Gero added that while women cycling was
not prohibited, decency in dressing is paramount, particularly among the Muslim women.

The Imam cited that in Iran there are special bicycles for Muslim Women.
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CHAPTER FIVE
CONCLUSIONS AND RECOMMENDATIONS

5.1.  Summary of Findings

This study investigated whether there is gender stereotyping in women involvement in
cycling among market traders in Kisumu city. It was intended to reveal whether the low
involvement of women in cycling in the city is an effect of gender stereotyping or there could
be other salient reasons which are yet to be identified. This should inform decision makers,
planners and project implementers on matters relating to social inclusion in cycling. The
study has been built on the premise that women market traders use public transport more than
the men, a phenomenon that could be avoided if they cycled to the markets. The study
specifically sought to assess the influence of bicycle status, determine the effect of bicycle
ownership and establish the relationship between dress code and women involvement in

cycling.

5.1.1. Bicycle Status and women involvement in cycling

Mode preference and market traders’ involvement in cycling in the pooled model was a
moderate negative at V = 0.4. Car preference however affected the respondents’ involvement
in cycling more than bicycle preference. More market traders preferred the bicycle at 55.7%.
This association impacted more on the female market traders than the male with gender
difference being significant in both car preference and bicycle preference. The results suggest
that while the male market traders viewed the bicycle positively, the converse was for the
female market traders. Females who preferred the bicycle were about 8 times more likely to
be non-cyclists compared to the females who preferred the car. The findings suggest that

bicycle preference caused greater gender disparity in cycling compared to car preference.
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Bicycle comfort had a moderate association (V=0.46) with respondents’ involvement in
cycling. Out of the 124 respondents who felt that the bicycle was comfortable, 91.1% were
regular cyclists while only 4.9% were non-cyclists. Among those who cycled despite the
discomfort, majority were irregular cyclists (67.1%) while the rest cycled more than 15 days
that month with none of them reporting as non-cyclists. However, respondents who could not
withstand the discomfort of the bicycle were all non-cyclists. Bicycle discomfort was an
obstacle to female respondents more than their male counterparts. Where bicycle discomfort
was reported, the females were either non-cyclists (45.5%) or irregular cyclists (54.4%) and
none was a regular cyclist.

While the percentage of respondents who cycled despite the discomfort of the bicycle was the
highest among both female and male respondents, females were about 7 times more likely to
shun away cycling because of discomfort. They were also about 1.4 times less likely to
appreciate the bicycle for its comfort. The females valued comfort more than the males hence
their lower adoption into cycling.

Social status of the bicycle had a moderate association with respondents’ involvement in
cycling at a coefficient of V= 0.48. Responding to the statement “bicycles are used only when
people cannot afford public or private transport”, majority of the respondents disagreed at
65.0%. Regular cyclists formed the majority of those who disagreed with the statement at
62.3% while respondents who did not think that cycling was for the poor were actively
involved in cycling (62.3%), with only 5.3% of them being non-cyclists. However, those who
associated cycling with poverty had low involvement in cycling with on 7.7% as regular
cyclists. There was gender difference in the social status of the bicycle, with more females
looking at the bicycle as a symbol of poverty at 36.8% while more males were of the contrary
opinion at 76.8%. Association of the bicycle with poverty by the female respondents did not

only affect their ability to cycle, but also their frequency of cycling.
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The question “who in the family should ride bicycle?”, generated biased reactions where
respondents who felt that cycling was for men were about 9 times more than those who felt
that it was for women. Out of 36 respondents who felt that women should be the ones to
cycle, regular cyclists had the highest representation of 66.7% while none of them was
classified as non-cyclists. For those who felt that cycling was for men, 42.2% were regular
cyclists while 27.4% were non-cyclists and an additional one-third comprised irregular
cyclists. While the female respondents who believed that cycling was for men, 40.0% were
non-cyclists, all the females who felt that women should cycle were either irregular at 34.0%
or regular cyclists at 65.6%; none was a non-cyclist. None of the male respondents who
supported women cycling was a non-cyclist either. However, 75.0% of them were regular
cyclists although they were only 3.2% of the male population in the sample. The male
respondents who believed that cycling was for men were 8 times less likely to be non-cyclists
than the female who also felt that cycling was for men. They were however 4 times more

likely to be regular cyclists than their female counterparts.

5.1.2. Bicycle ownership and market traders’ involvement in cycling

Among the market traders, there exists a weak association between bicycle ownership and
the market traders’ involvement in cycling (V= 0.346). Those who had at least a bicycle
comprised more of the regular cyclists at 62.0% with very few being non-cyclists at 7.1%.
Out of the 235 respondents who lacked ownership of the bicycle, 33.6% were regular cyclists
while 35.3% were non-cyclists. This shows that bicycle ownership was not an important
determinant of one’s involvement in cycling. Incidentally, a higher percentage of female
(73.6%) than male (40.8%) respondents lacked ownership of the bicycle. While none of the
male respondents who owned a bicycle was a non-cyclist, 15.2% of the female respondents

were non-cyclists.
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Most of the traders bought their bicycles (56.4%) while 22.2% of them inherited them. A
further 21.4% acquired them as donations. Although some of the non-cyclists owned some
bicycles which they had bought (6.4%) or acquired through donation (0.7%), none of them
inherited any bicycle. The study revealed that even the irregular and the regular cyclists had
bought their bicycles at 26.6% and 62.0% respectively. The proportion of male regular
cyclists who inherited the bicycle were almost ten times that of female while the proportion
among the females who bought the bicycle was slightly higher at 31.8% for females
compared to 20.0% for male. Bicycle inheritance was therefore gender biased, with more

advantage to the male market traders.

Most of the respondents claimed ownership of the bicycles that they owned (44.3%). Out of
these respondents who claimed ownership, a majority of them (87.1%) were regular cyclists
while none was a non-cyclist. Only a small percentage of the respondents who owned a
bicycle reported that their mothers claimed ownership (9.3%) whereas those who reported
that their fathers claimed ownership were a higher percentage at 22.1%. Claiming ownership
of the bicycle was a factor in the involvement of the respondents in cycling although it did
not perfectly relate to the level of involvement in cycling. Gender differences in bicycle
control were observed in the way the female and male claimed ownership and the residual
effect of this on their cycling behavior. Most female respondents who owned a bicycle
reported that those bicycles were claimed majorly by their spouses (39.4%) or their fathers at
30.2%. Male respondents had five times more chances of claiming ownership of the bicycles

and about ten times more chances of being regular cyclists than their female counterparts.

5.1.3. Dress code and market traders’ involvement in cycling

The study actually revealed a moderate association of 49% between gender identity in dress

code and respondents’ involvement in cycling. Generally, more respondents (80.2%)
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supported the statement “Natural law demands that women put on long dresses even when
cycling” than those who were against it (16.3%). The respondents were five times more likely
to support women putting on long dresses than those who would question the long dresses
while cycling. Opinion about the long dress for women impacted more on female
respondents’ involvement in cycling than it did to the male respondents. The likelihood of the
female respondents to be non-cyclists reduced 2.5 times as they became more liberal while
none of the liberal males was a non-cyclist. Dress code therefore was associated with gender
identity; long dresses for females meant less involvement in cycling.

Although there was no significant difference in level of involvement in cycling among the
respondents who said “yes” those who felt that dress code did not affect women cycling
chances were mainly regular cyclists at 48.7%, followed by irregular cyclists at 30.1% and
the rest were non-cyclists. The results show that while the respondents who felt that dress
code does not affect women’s cycling chances had a higher percentage of regular cyclists, the
ones who felt that it did had a higher percentage of non-cyclists instead. Involvement in
cycling therefore was associated with one’s attitude on whether dress code affects women’s
cycling chances or not. Opinion on appropriate cycling clothing for women was a correlate of
their involvement in cycling. This observation suggests that respondents who strongly agreed
with the possibility of a cycling clothing for women were more likely to be non-cyclists and
less likely to be regular cyclists while those who strongly disagreed were less likely to be

non-cyclists but more likely to be regular cyclists

5.2.  Conclusions

Mode preference affected women’s involvement in cycling. While there was no significant
difference in female respondents’ preference for the car to the bicycle (50.8% :49.2%),
females who preferred the bicycle were about 8 times more likely to be non-cyclists
compared to females who preferred the car, suggesting that females constituted a greater

70



percentage of bicycle passengers. Bicycle discomfort was an obstacle to more female market
traders than male. Where it was registered, females were either non-cyclists at 45.5% or
irregular cyclists at 54.4%. None was a regular cyclist. Furthermore, more females looked at
the bicycle as a symbol of poverty at 36.8% while more male were of the contrary opinion at
76.8%. Gender roles affected female’s attitude towards cycling, with heavy leaning on the
belief that men were the ones to cycle. While the male who believed that cycling was for men
were 8 times less likely to be non-cyclists, they were also about 4 times more likely to be
regular cyclists than the females with the same opinion. In the context of this study, the
females had obstacles touching on gender identity from their own attitudes, sex linkage from

the community and gender roles from a cultural perspective, aspects of gender stereotyping.

Bicycle ownership was not a determinant of female market traders’ involvement in cycling
although a higher percentage of females (73.6%) lacked ownership compared to 40.0% of the
male. The chances of females inheriting he bicycles was almost 10 times lower than for the
male while more female bought the bicycles at 31.8% compared to their male counterparts at
20.0%. Claiming ownership of the bicycle was however a determinant of cycling
involvement. Unfortunately, most females who owned at least a bicycle reported that the
people who claimed ownership were mostly spouses at 39.4% or fathers at 30.2%. Generally,
female market traders were 5 times less likely to claim ownership of the bicycle and 10 times
less likely to be regular cyclists. In the context of this study discrimination against females is
seen in both bicycle acquisition and ownership. Power relations in ownership of the bicycle
(an aspect of gender roles) is however significant in determining the involvement of female
market traders in cycling. Bicycle ownership therefore does not affect women’s involvement

in cycling but power relations between women and men does.
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The study revealed a moderate association between market traders’ opinion on whether
women should put on long dresses and their involvement in cycling. Most of them agreed
that women should cover their bodies well even while cycling (80.3%). Conservative females
had a higher percentage of non-cyclists than the percentage of regular cyclists. Ironically,
among the women who felt that dress code did not affect their cycling chances, most of them
(42.4%) were females who knew how to cycle but had not done it for at least 15 days the
previous month. Regular cyclists did not think that there was need to introduce a cycling gear
for women cyclists but those who felt that there was need for a cycling gear for women had
the highest percentage of non-cyclists at 61.1%. Female traders’ involvement in cycling was
therefore affected by ones’ attitude on the dress code in relation to cycling. Apart from this
gender identity indicator, societal expectations determined the appropriate clothing
depending on the gender roles. Dress code therefore dictates the level of women involvement

in cycling.

The researcher finally concludes that there is gender stereotyping in women involvement in

cycling.

5.3. Recommendations

The researcher has argued in this report that bicycle status, power relations in bicycle
ownership and dress code affect women involvement in cycling. The study has shown that
gender identity, sex-linkage and gender roles are element that should not be taken for granted
when mainstreaming gender in the cycling industry. It is against this background that the
recommendations below are made. Despite its limitation, the study should contribute
valuable information to the field of sustainable mobility and also provide planners, policy

makers and project implementers with information appropriate for enhancing gender parity in
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cycling. Basing generalizations on the findings of this study, the researcher recommends

that:-

5.4.

Any new measures proposed for cyclists should aim at improving infrastructural
conditions on the roads to entice more women cyclists. Laws on Road Safety should
be made public and all road users obliged to follow them to improve women’s
confidence on the roads. Awareness creation campaigns on best practices regarding
the bicycle will help change attitude about the bicycle and who should cycle. The
City managers should organize for benchmarking opportunities for the most
vulnerable members of the society to countries like the Netherlands where cycling has
succeeded as a dependable mode of travel for both men and women.

Deliberate industrial development policy geared towards the building of a sustainable
local cycling manufacture and maintenance industry that will manufacture affordable
men and women bicycles to be availed on the local market. The City manager should
seek partnership with other bodies in order to create awareness on the need to look
beyond certain retrogressive cultural practices that compromise the vision of this
country of becoming a middle level economy by 2030.

More female-model bicycles should be encouraged so that women’s dress code does
not become a hindrance to cycling. The possibility of introducing an Islamic bicycle
for the Muslim women like it has been done in Iran will encourage more of them to

cycle.

Suggestion for Further Research

This study, being the first reported research of its kind, triggers further research which should

identify and quantify the characteristics of female-friendly cycling infrastructure and practice

in a range of urban environments. Gender differences in utility cycling (real and perceived)
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suggest that stereotypes are important determinants of female cycling. Further studies should
however allow a larger number of variables to be examined. Future research is needed to
identify and quantify additional personal, environmental and economic determinants of utility

cycling for women in cities with low bicycle mode share among women.
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APPENDICES

APPENDIX 1: QUESTIONNAIRE TO TRADERS

Questionnaire for market traders drawn from selected clusters in Kisumu Municipality

This questionnaire has been developed to collect data in a study regarding the use of bicycles

by women market traders in Kisumu City. Please complete the questionnaire form to aid in

the study. The findings are to determine whether there is gender stereotyping in the

involvement of women in cycling among market traders. The data is required for academic

purposes only and will be treated with maximum confidentiality. Your cooperation will be

highly appreciated.
Market identity ........c.ooiiiiiiii
PERSONAL DETAILS
NI .o (OPTIONAL)
Please tick () in the box next to the most appropriate answer.
1. Sex
1. Male [ ] 2. Female [
BICYCLE STATUS
Please put a tick (\) in the box with the most appropriate response
2. State the means of transport that you prefer to use to the market

1. Car [ ] 2. Bicycle [

3. How can you rate the comfort of a bicycle?
1. Uncomfortable but I ride [ ]

2. Uncomfortable, can’t ride [ ]

4. Bicycle are used only when one cannot afford public or private vehicle
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1. True [ ] 2. False [ ]

5. Who is supposed to ride the bicycle in a household?
1. Male [ ] 2. Female [ ]

BICYCLE OWNERSHIP

Please put a tick (\) in the box with the most appropriate response.
6. Do you own a bicycle?

1. Yes [ ] 2.No [ ]
7. How was the bicycle acquired?

1. Inherited [ ] 2. As a donation [ ]

3. Bought [ ]
8. Who claims ownership of the bicycle?

1. Self [ ] 2. Spouse [ ]

3. Father [ ] 4. Mother [ ]

5. Others SPECITY .o
DRESS CODE
9. Please tick (\) the best response that describes your feelings about women’s dressing

code and cycling.

1 = strongly disagree, 2 = disagree, 3 = are neutral, 4 = agree, 5 = strongly agree

1 2 3 4 5

Natural law demands that women

put on long dresses all the time.

A cycling outfit should be designed

to cater for women cyclists

10. In your opinion, does dress code affect women’s cycling chances?

1. Yes [ ] 2. No [ ]
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The End

Thank you for your cooperation
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APPENDIX 2: INTERVIEW SCHEDULE FOR BODA- BODA ASSOCIATION
This interview schedule has been developed to collect data in a study regarding cycling
among market traders in Kisumu City. The findings are to determine whether there is gender
stereotyping in the involvement of women in cycling among market traders. The data is
required for academic purposes only and will be treated with maximum confidentiality. Your
cooperation will be highly appreciated.
Mary A. Oruko
Maseno University
Name of Officer..................oooiiiiiinl. Designation..............c.coceeveenenn..

1. Inyour view, what is the importance of having a bicycle?

2. Which are the different models of bicycles currently in use?

3. What is the difference between the different models?

4. What is the cost of buying a bicycle?

5. On average, how much money is spent on bicycle repairs per month?

6. If cycling was to be encouraged among the market traders, what benefit would they

get?
7. What is the involvement of women in bicycle transport?

8. What is your view about women cyclists in the City
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APPENDIX 3: INTERVIEW SCHEDULE FOR MARKET SUPERITEDANT

This interview schedule has been developed to collect data required to study the effect of
gender stereotyping on women involvement in cycling in Kisumu City. The findings are to
investigate whether there is gender stereotyping and the involvement of women in cycling
among market traders. The data is required for academic purposes only and will be treated
with maximum confidentiality. Your cooperation will be highly appreciated.

Mary A. Oruko

Maseno University

Name of Officer.................oooiiiiiiinnl. Designation.............ccccooeeveenenn..
1. Which is the most common mode of transport among the market traders?
2. If cycling was to be encouraged for market traders, what benefits would they get?
3. What is the position of women’s involvement in cycling among market traders in the
Municipality?
4. In your view, how does gender affect men and women’s mobility among market
traders?

5. Give your opinion about women market traders and cycling.
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APPENDIX 4: INTERVIEW SCHEDULE FOR THE TOWN CLERK.

This interview schedule has been developed to collect data required to study the effect of
gender stereotyping on women involvement in cycling in Kisumu City. The findings are to
investigate whether there is gender stereotyping in the involvement of women in cycling
among market traders. The data is required for academic purposes only and will be treated
with maximum confidentiality. Your cooperation will be highly appreciated.

Mary A Oruko

Maseno University

Name of Officer.................oooiiiiiiinnl. Designation..............c.c.oeeveenenn..
1. What is Sustainable Urban Mobility all about?
2. What are some of the Non-motorized transport systems commonly used in the City?
3. What are some of the utility areas of the bicycle in the City?
4. What are some of the challenges of bicycle transport in the City?
5. Do you have any plans as a Municipality to promote Non-motorized transport?
6. What can you say about the effectiveness of the bicycle if used by market traders?
7. Comment on the efficacy of cycling as a strategy for sustainable urban mobility.
8. How has the City embraced the policy of gender mainstreaming in the transport

sector?
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APPENDIX 5: INTERVIEW SCHEDULED FOR THE KADHI

This interview schedule has been developed to collect data required to study the effect of
gender stereotyping on women involvement in cycling in Kisumu city. The findings are to
investigate whether there is gender stereotyping in the involvement of women in cycling
among market traders. The data is required for academic purposes only and will be treated
with maximum confidentiality. Your cooperation will be highly appreciated.

Mary A Oruko

Maseno University

Name of Officer....................coil Designation...................coooeeee.
1. What are the roles of a woman in the house hold according to Islam?
2. How much say does a Muslim woman have in the ownership of family property?
3. How free is a Muslim woman to seek employment/ do business outside the
household?
4. How is a Muslim woman expected to dress?
5. To what extent does the “ideal” dressing code hinder women cycling patterns?

6. What is the position of Islam on women cyclists?
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APPENDIX 6: INTERVIEW SCHEDULE FOR THE BISHOP

This interview schedule has been developed to collect data required to study the effect of
gender stereotyping on women involvement in cycling in Kisumu City. The findings are to
determine whether there is gender stereotyping in the involvement of women in cycling. The
data is required for academic purposes only and will be treated with maximum
confidentiality. Your cooperation will be highly appreciated.

Mary A. Oruko

Maseno University

Name of Officer.................oooiiiiiiinnl. Designation.............ccccooeeveenenn..
1. What are the roles of a woman in the household according to Christianity?
2. To what extent do the gender roles hinder women’s mobility patterns?
3. How much say does a Christian woman have in the ownership of family property?
4. How free is a Christian woman to seek employment/ do business away from the
household?
5. How is a Christian woman expected to dress?
6. To what extent does the “ideal” dressing code hinder women mobility patterns?

7. What is the position of Christianity on women cyclists?
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APPENDIX 7: INTERVIEW SCHEDULED FOR THE CLAN ELDER

This interview schedule has been developed to collect data required to study the effect of
gender stereotyping on women involvement in cycling in Kisumu City. The findings are to
investigate whether there is gender stereotyping in the involvement of women in cycling. The
data is required for academic purposes only and will be treated with maximum
confidentiality. Your cooperation will be highly appreciated.

Mary A. Oruko

Maseno University

Name of Officer............ooooiiiiiiiii,
Designation............cccocoeeiiiiiininnnn.

1. To what extent do the gender roles hinder women’s mobility patterns?

2. How much say does a Luo woman have in the ownership of family bicycle and to

what extent does this affect her mobility?

3. How free is a Luo woman to seek employment/ do business outside the household?

4. How is a Luo woman expected to dress?

5. To what extent does the “ideal” dressing code hinder women cycling patterns?

6. What is the position of the Luo on women cyclists?
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APPENDIX 8: FOCUS GROUP DISCUSSION

This interview schedule has been developed to collect data required to study the effect of
gender stereotyping on women involvement in cycling in Kisumu City. The findings are to
determine whether there is gender stereotyping in the involvement of women in cycling. The
data is required for academic purposes only and will be treated with maximum
confidentiality. Your cooperation will be highly appreciated.

Mary A. Oruko

Maseno University

1. Mode of transportation of goods

2. The society’s perception of the bicycle compared to the car

3. Benefits of the bicycle

4. Reasons why women cyclists are very rare in the municipality

5. Opinion concerning Government’s effort to encourage cycling

6. Opinion concerning Government’s effort to encourage women to cycle
7. Benefits of cycling to women market traders

8. Recommendations to mainstream gender policy in cycling?
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