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EXECUTIVE S UMMARY  

To identify constraints and potential solutions within Rwandaõs bicycle market system, the USAID-

funded Bicycles for Growth activity (BFG) conducted an on-the-ground market system assessment in 

July and August of 2022 through a market survey, focus group discussions, key informant interviews, 

secondary research, and market observation. 

This market system profile highlights BFGõs primary findings in the Executive Summary, and then offers 

details on the bicycle market systemõs demand, supply, and supporting systems in the subsequent 

sections. The report provides conclusions on constraints in the final section and includes further details 

(e.g., methodology) in the annexes.  

MARKET SYSTEMS PROFILE KEY FINDINGS  

Demand for bicycles in Rwanda is driven by the needs of users with two distinct purposes: (1) personal 

use for general travel and leisure, and (2) economic activity, including transportation of goods and 

people, as well as agricultural purposes. These drivers of demand shape the bicycles which are supplied 

to the market, with secondhand imported sport and mountain bicycles adopted for personal use, and 

mass market transport bicycles imported from China and India reaching economic users. Government 

policies promoting personal use and disincentivizing commercial use of bicycles have significantly 

influenced market conditions.  

DEMAND 

In addition to the conditions described above, several other factors contribute to or constraint demand 

for bicycles in Rwanda, such as bicycle affordability and local riding conditions. Many households and 

individuals face resource constraints which limit their capacity to purchase bicycles suited to their needs 

and preferences. Hilly terrain in much of the country makes cycling challenging or impractical for many 

users. Bicycle users and non-users also consider bicycle availability, spare parts availability and 

affordability, and road safety concerns.  Ownership patterns vary across demographics with men and 

younger age groups more frequently owning bicycles. 

SUPPLY 

Bicycles are widely available within Rwanda. Retailers sell their wares in most population centers, while 

village mechanics play a facilitative role in supplying rural demand when bicycle sellers are not present. 

The supply of bicycles is largely divided into transport bicycles and sport/mountain bicycles; heavy-duty 

bicycles and cargo bicycles, which are common in other markets, are largely absent, despite previous 

attempts to bring them to the market. 

SYSTEMS 

Bicycle ownership is facilitated by a robust network of mechanics and spare parts sellers across the 

country. The spare parts market is substantially larger than the bicycle market, but many owners and 

potential owners are concerned about their cost. Finance is underutilized throughout the market 

system, though credit access and other forms of finance have the potential to benefit actors on both the 

demand and supply sides of the market.  The government and other stakeholder institutions could 

further advance the bicycle market if they make a concerted effort to implement policies and 

communicate more clearly to improve conditions for bicycling.  
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INTRODUCTION  

BFG conducted this bicycle market system assessment to better understand the dynamics of bicycle usage 

and availability in target countries through the application of a market systems approach. The assessments 

in five countries provide detailed findings that USAID, research partners, host country governments, other 

donors, bicycle suppliers and others in the market system, civil society organizations, and citizens can use 

to work together to increase bicycle availability and use. 

The BFG project and this assessment is primarily focused on bicycles from an economic growth lens. 

Because of this, greater emphasis is placed on bicycles as productive assets that can be used for income 

generating activities and assisting individuals and households to overcome mobility barriers to economic 

opportunities. 

ABOUT BFG 

Launched in October 2021, the USAID Bicycles for Growth (BFG) activity is a three-year initiative to 

address mobility challenges in rural and peri-urban areas in sub-Saharan Africa by developing and 

demonstrating the means to promote functional bicycle market systems leading to rapidly increasing 

bicycle access and uptake. BFG has two phases. In the first phase, BFG is conducting an assessments of 

the supply, demand, and supporting systems for bicycles in Ghana, Malawi, Rwanda, Uganda, and Zambia, 

leading to reports such as this one. Based on the results of the assessment phase, Bicycles for Growth will 

implement pilot projects in four to six localities across two of the targeted countries. The pilots will 

reduce barriers to the supply and uptake of fit-for-purpose, affordable, and durable bicycles.  

In addition to the assessments and pilots, BFG is identifying local partners in each country to serve as 

Convening Partners and members of Bicycle Market System Advisory Committees which will continue to 

advocate and serve the interests of bicycle market stakeholders, building on the work of the assessments. 

REPORT ORGANIZATION  

This report is primarily structured around three market systems pillars (Demand, Supply, and Systems) 

introduced in more detail in the next section. Each pillar of the market system is described in detail, 

providing an overview of market dynamics, issues, and structures, as well as enablers and constraints to 

market system functionality. 

ASSESSMENT TEAM AND ACKNOWLEDGEMENTS 

BFG thanks Jean Claude Nshimiyimana and High Lands Centre of Leadership for Development for their 

expertise in conducting the Uganda market assessment. We would also like to thank all focus group 

participants, interviewees, survey respondents, government officials, and the dozens of other stakeholders 

who generously gave their time and perspective to the BFG team. This market system profile would not 

have been possible without their insights and participation. Finally, BFG thanks Wes Day from USAIDõs 

Office of Innovation, Technology, and Research for his time, guidance, input, and support before, during, 

and after the assessment.  
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MARKET SYSTEM OVERVIEW  

The framework used for this assessment considers three core, interrelated pillars which collectively form 

the bicycle market system (see Figure 1, following page): 

1. Demand, 

2. Supply, and 

3. (Supporting) Systems. 

The Demand pillar of the market system consists of both the individuals and institutions that generate 

demand for bicycles. While the acquisition and ownership of bicycles are important aspects of demand, 

they are not the sole consideration. Demand for bicycles is also generated by those individuals utilizing 

bicycles even as non-owners, such as when borrowing or renting bicycles from neighbors or hiring a 

bicycle taxi for personal transportation or moving goods.  

Within the Supply pillar, there are several channels through which bicycles ultimately reach interested 

buyers. Virtually all bicycles within the market system are imported from international sources. These 

imported bicycles include new mass market bicycles (typically manufactured in India and China and 

available at relatively low price points), secondhand imported sport and mountain bicycles (sourced from 

a variety of locations including Europe and Japan), and premium bicycles (typically used for sport). These 

bicycles are sold across the country, primarily at small retailers or in markets. Further, the secondary 

bicycle market is quite active, with most bicycle owners reporting their bicycles were previously owned 

at the time of purchase.  

The Systems pillar includes actors that directly support the ongoing usability of bicycles (namely mechanics 

and spare parts sellers), sources of finance, and government agencies. Maintenance and repair services 

directly impact the lifespan of bicycles and remain perhaps the most consequential element of the market 

systemõs supporting systems. The market for spares parts is healthy and like the bicycles themselves, spare 

parts are widely available. However, market actors report that cost is a concern. Bicycle mechanics are 

common in communities of all sizes and bicycle owners can usually find someone to address common 

problems. Finance is little utilized outside of group lending facilitating individual bicycle purchases. 

Policymakers have demonstrated an awareness of bicycle and non-motorized transport (NMT) issues in 

transport policy and long-term planning. However, policymakers rarely prioritize bicycle-related elements 

or initiatives.  
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FIGURE 1: BICYCLE MAR KET SYSTEM MAP  

Assessment Methodology  

In carrying out this assessment, BFG used a combination of desktop research and primary data collected 

through key informant interviews, focus group discussions, and a quantitative survey. The BFG team 

conducted nearly 60 interviews and meetings with actors representing all three pillars of the market 

system, including importers, retailers, institutional buyers, national and local government officials, donor 

agencies, donor projects, NGOs, community leaders, microfinance institutions, spare parts sellers, 

mechanics, logistics providers, and researchers. BFG caried out eight focus group discussions, primarily to 

collect insights from users ð especially women ð and bicycle-based businesses. The survey collected 

information from individual demand side actors at ten rural and peri-urban market sites in five districts 

(Rubavu, Huye , Ngororero, Kayonza, and Gasabo). Data collection sites were selected to provide a broad 

snapshot of the bicycle market and bicycle usage patterns across Rwanda. Unless otherwise noted, all 

references to survey data in the report refer to the survey conducted by BFG. Annex 2: Methodology and 

Annex 3: Questionnaire provide details on BFGõs approaches to data collection.   
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COUNTRY  CONTEXT  

Rwanda is a landlocked country located at the heart of Central and East Africa. Surrounded by Uganda, 

Burundi, Tanzania, and the Democratic Republic of Congo, most of the countryõs imports arrive through 

the Tanzanian port of Dar Es Salaam or Mombasa in Kenya (via Uganda). Rwandaõs administrative structure 

includes four provinces (Northern, Southern, Eastern, and Western) and the city of Kigali, which are 

further subdivided into 30 districts. Rwanda is commonly referred to as the òLand of a Thousand Hillsó 

due to its hilly and mountainous terrain. Tall mountains and hills dominate the northern and western parts 

of the country, while plateaus and plains are more common in the eastern region.  

Rwandaõs population was estimated at 12.7 million in 2020 and is projected to reach 16.1 million by 2030.1 

Women comprise 51 percent of the population. Like many countries in sub-Saharan Africa, Rwanda has a 

youthful population, with 74 percent aged under 35 years old. Rwandaõs population is largely rural: only 

18 percent live in urban areas.2 The most recent (2016) poverty estimates show 52 percent of the 

population is poor with a per capita income of less than $2.15 per day.3  

Rwandaõs economy grew at an impressive rate over the past two decades, with the gross domestic product 

(GDP) averaging 7.2 percent between 2010 and 2019.4 In 2020, due to the COVID-19 pandemic, GDP 

declined by 3.4 percent. However, by 2021, the growth rate jumped to 10.9 percent. Services and 

agriculture represent the largest sectors in the economy, contributing 46 percent and 26 percent, 

respectively, to GDP in 2020.5 Agriculture is a particularly important source of livelihood and is either the 

primary or secondary source of income for the majority of households in the country. Of the 80 percent 

of households that derive income from agriculture,6 it is the main source of livelihood for 86 percent. 

More than three quarters (78 percent) of agricultural households are engaged in crop production and 61 

percent in livestock agriculture.  

MOBILITY CONTEXT / TRANSPORT AND MOBILITY NEEDS  

A significant share of Rwandaõs population relies on walking and cycling. Since the mid-2000s, the countryõs 

government has embarked upon a systematic approach to developing policy and strategy to support 

retention and growth of non-motorized transport. Some estimates suggest the average time people in 

Rwanda spend on walking and cycling per day is 74 minutes.7 Like many other African countries, the 

average time spent by men per day (87 minutes) is significantly higher than that by women (62 minutes). 

The bicycle modal share for travel to work or market is 41 percent, indicating that bicycles are an 

important mode of transportation. Walking emerged as the key mode of travel to work or market for the 

majority (53 percent) of respondents to BFGõs quantitative survey.  

 
1 National Institute of Statistics of Rwanda, Rwanda Ministry of Finance and Economic Planning. 2012. Fourth 

Rwanda Population and Housing Census. 
2 https://data.worldbank.org/indicator/SP.URB.TOTL.IN.ZS?locations=RW  
3 https://data.worldbank.org/indicator/SI.POV.DDAY?locations=RW  
4 https://data.worldbank.org/indicator/NY.GDP.MKTP.KD.ZG?end=2021&locations=RW&start=2001  
5 National Institute of Statistics of Rwanda, Rwanda Statistical Yearbook 2021, December 2021 
6 National Institute of Statistics of Rwanda, Agricultural Household Survey 2020, December 2021. 
7 United Nations Environment Programme, Walking and Cycling in Africa ð Evidence and Good Practice to Inspire 

Action. 

https://data.worldbank.org/indicator/SP.URB.TOTL.IN.ZS?locations=RW
https://data.worldbank.org/indicator/SI.POV.DDAY?locations=RW
https://data.worldbank.org/indicator/NY.GDP.MKTP.KD.ZG?end=2021&locations=RW&start=2001
https://www.unep.org/resources/report/walking-and-cycling-africa-evidence-and-good-practice-inspire-action
https://www.unep.org/resources/report/walking-and-cycling-africa-evidence-and-good-practice-inspire-action
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Rwandansõ primary use of bicycles is the transportation of goods, followed by personal travel or working 

as a bicycle taxi operator. The hilly topography of both Kigali and many rural areas is a deterrent to 

widespread bicycle use. A number of community or donor projects are seeking shared electric mobility 

alternatives rather than using pedal-powered bicycles to transport heavy loads (e.g. farm produce, water). 

The relatively flat Eastern Province has the highest bicycle mode share. In the BFG survey, more than half 

of respondents in Kayonza, located in Eastern province, made trips to work or the market using bicycles. 

By contrast, only 17 percent of respondents in Ngororero, located in the mountainous Western province, 

used bicycles as their primary mode of travel to work or market, the vast majority (72 percent) relied on 

walking. 

FIGURE 2: PRIMARY MODES OF TRANSPORTATION TO WORK/MARKET 8 

 

FIGURE 3: PRIMARY MODES OF TRANSPORTATION DU RING HARVEST SEASON 9 
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Rwandaõs national government has a stated intention to increase its urbanization rate from 18 percent to 

70 percent by 2050, which will lead to a dramatic increase in demand for urban mobility. The relevant 

government institutions are well aware of the challenges that accelerated economic growth will bring, 

with congestion, air pollution, and fuel imports already on the rise. Levels of particulate matter (PM2.5) 

are already routinely above the WHO Guideline air quality limits, and the transport sector emits half of 

greenhouse gas emissions (including motorcycle taxis). 

FIGURE 4: TRENDS IN NUMBER OF REGISTERED VEHICLES IN RWANDA (2011 -2020)10 

 

To this end, Rwandaõs national government has prioritized sustainable development in both its urban 

planning and transport sectors, with a Green Growth and Climate Resilience strategy that focuses on 

reducing greenhouse gas emissions and a transition to electric mobility and non-motorized transport 

(NMT). The Rwandan government welcomes technical, donor, and training and implementation support 

to meet its walking and cycling goals. 

In 1999, Rwandans registered 55,000 vehicles, which increased to 244,112 by 2020.11 Rwandans have 

accelerated their demand for motorcycles, which now comprise more than half (53 percent) of vehicles 

(NISR, 2021). Motorcycle demand is growing faster than any other vehicles, including buses and private 

cars, with a registration increase of 16 percent between 2018 and 2020. Kigali has the largest share of 

motorcycles, particularly for commercial transportation. In the second quarter of 2022, 66 percent of 

Rwandaõs 24,038 authorized motorcycle transport services operated in Kigali.12 Demand for motorcycle-

taxis is relatively lower in the rest of the country. The BFG survey found the share of respondents who 

used motorcycle taxis for travel to work or the market was just 4 percent. 

Unlike neighboring East African countries, Rwanda has a broader range of available public transportation 

options. The informal minibus taxi industry is rapidly in decline as the Rwandan government shifts to 

regulated in-town buses and taxis and long distance (between province) buses, many of which accept 

cashless payment. The bus network services the primary and secondary road networks. Where 

 
10 National Institute of Statistics of Rwanda. Rwanda Statistical Yearbooks 2021, 2019, 2017. 
11 National Institute of Statistics of Rwanda, Rwanda Statistical Yearbook 2021, December 2021 
12 Rwanda Utilities Regulatory Authority. 2022. Statistics in the Transport Sector as of the Second Quarter (April ð June) 
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commuters require door-to-door transfer options, they typically walk, hire a bicycle, or hire a 

motorbike taxi for the last leg on a tertiary road. 
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DEMAND  

Overall, demand for bicycles is higher in rural areas than in urban areas of Rwanda. The BFG survey, 

carried out in peri-urban and rural markets of four districts, found that nearly half of those surveyed 

owned bicycles. BFG found significant variations in demand across regions, largely driven by geographical 

terrain and economic activity: demand in Rubavu, the main border district with the DRC and a key 

economic hub for the region, is nearly three times that of Ngororero, despite both areasõ hillier and more 

mountainous terrain than Kayonza.  

A greater share of men own bicycles than women, although few cultural barriers prevent women from 

owning or using bicycles. Those in youthful age groups (18 to 34 years) are more likely than those in older 

age groups to own and use bicycles for income generation purposes.   

Demand for bicycles is primarily driven by individuals who purchase bicycles from individual sellers and 

bicycle retailers. Rwandans also showed notable demand for previously owned bicycles. The BFG survey 

found that three quarters of bicycles acquired were pre-owned. This demand is driven by cost: the average 

purchase price of a used bicycle is nearly half that of a new bicycle.  

There is notable demand for bicycle taxi services, with about a fifth of BFG respondents reporting use of 

these services at least once in the preceding harvest season. Bicycles are used for income generation 

purposes, primarily transportation of goods and for taxi businesses. The income generation potential of 

bicycles is a likely contributor to their high demand.  

Besides cost, other factors contributing to demand patterns include bicycle availability, spare parts 

availability, and road safety concerns.   

CHANNELS OF D EMAND  

Individual users (both commercial and non-commercial) and institutional purchasers constitute the main 

channels of demand in Rwanda. Sport and leisure users are a growing market. The national cycling teamõs 

high visibility in the country, President Kagameõs participation in car-free days, and the presence of bike-

share in Kigali, all raise the profile of cycling as leisure and exercise activities. 

INDIVIDUAL 

Demand for bicycles is predominantly driven by individual buyers, who acquire them for personal (travel  

and leisure) or economic (transportation of goods and people, agricultural activity) purposes. This division 

in underlying use leads to users' demand for divergent designs of bicycles. As detailed in the Supply section 

of this report, suppliers import secondhand sport or mountain bicycles for buyers using bicycles for 

personal use, while also importing new, mass market transport bicycles for users who use bicycles for 

economic purposes. 

In the BFG survey, 95 percent of current and previous bicycle owners purchased their bicycles from 

individual sellers, bicycle dealers, or shops. The remainder received bicycles as donations/gifts from friends, 

family, NGOs, or employers.  
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Overall, Rwandans exhibit high demand for bicycles. The BFG survey found that 62 percent of respondents 

had, at one time or another, owned bicycles; 43 percent owned bicycles at the time of the survey, while 

19 percent were previous owners. The primary sources of demand for bicycles are the Eastern province 

(Iburasirazuba) and some locations in the Western province (Iburengerazuba). Estimates from the 2016/17 

integrated household survey show that 29 percent of households in the Eastern province owned bicycles, 

a much higher share than reported in other provinces: 11.5 percent in Southern, 8.9 percent in Northern, 

8.1 percent in Kigali City, and 3.8 percent in Western.13 Bugesera district, located in the Eastern province, 

is reported to have the greatest demand for bicycles, not only in the Eastern province, but also across the 

entire country.14 In the BFG survey, bicycle ownership was highest among respondents from Rubavu 

district in the Western province, with more than half (59 percent) reporting they owned bicycles. In 

comparison, a much lower share (22 percent) of respondents in Ngororero, also located in the Western 

province, owned bicycles at the time of the survey. Topography is likely the key underlying contributor 

to the variations between the two districts. Rubavu, which is located at the shores of Lake Kivu and 

neighbors the Democratic Republic of Congo, is relatively flat compared to the highly mountainous and 

steep slopes of Ngororero district. The other two districts surveyed by BFG also exhibit high demand for 

bicycles. In Kayonza (Eastern province), 49 percent of respondents owned bicycles while in Huye 

(Southern province), 41 percent were bicycle owners. 

Bicycle usage in urban areas is less pronounced, especially in Kigali. There are pockets of very high quality, 

fully segregated bicycle infrastructure, but the lack of a coherent network is a potential contributor to 

low demand. Furthermore, Kigali has fairly suitable pedestrian infrastructure coverage, and on-call 

motorbike taxis, both of which reduce the competitiveness of bicycles. At the same time the perception 

of bicycles as a tool for the poor remains one of the key factors driving urban use patterns. Stakeholders 

say that this perception is changing, thanks to increased focus on NMT (e.g., NMT zone and car-free days) 

and increased visibility of competitive cycling. However, in such cases, consumers demand more expensive 

sports bicycles as opposed to the roadster bicycles that are common in rural areas.  

Unlike in other African countries surveyed by BFG, farmers in Rwanda BFG data collection sites are less 

likely to own bicycles. Rather, bicycles are in high demand among wage/salaried workers (e.g., bicycle taxi 

operators and other casual workers) and formal and informal merchants. The BFG survey revealed that 

the share of non-farmers that owned bicycles was 52 percent, nearly double that of farmers (27 percent). 

Farmers in Rwanda tend to farm crops on steep slopes and hillsides, making the use of bicycles for travel 

and transportation of farm produce a challenge. As expected, bicycle ownership rates were lowest in the 

hilly districts of Ngororero and Huye, where more than two thirds (67 percent) of farmers surveyed 

reside. In these districts, more than three quarters (80 percent) of farmers surveyed relied on walking as 

their primary mode of transport to their workplaces or to the market. Overall, the highest demand for 

bicycles was among those in private sector economic occupations, 58 percent of whom reported they 

owned bicycles. Many of these respondents used bicycles for commercial transportation of persons and/or 

goods. 

Across demographic groups, men are the main source of demand for bicycles, accounting for 70 percent 

of all bicycle ownership. This pattern was evident across all districts. The variations in demand by gender 

are discussed in detail in Gender & Bicycle Use and Access. Unlike in other countries surveyed by BFG, 

 
13 National Institute of Statistics of Rwanda (NISR), EICV5 Main Indicators Report, November 2018 
14 Munyaka et al. 2023. Impact of Topography on Rural Cycling Patterns: Case Study of Bugesera District, Rwanda 
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bicycle ownership in Rwanda was highest among the youth (18 to 24 year-olds) and declined with age. 

Two thirds of the youth surveyed reported they were engaged in private sector work. As previously 

discussed, the demand for bicycles is greatest among those in private sector occupation. That the youth 

represented the highest proportion of bicycle ownership is therefore potentially linked to economic 

occupation. 

FIGURE 5: BICYCLE OWNERSHIP AND USAGE RATES BY AGE GROUP 

 

Used bicycles are in high demand. Among previous and current bicycle owners in the BFG survey, 75 

percent acquired pre-owned bicycles and the rest new bicycles. The most commonly purchased bicycles 

are Indian (Eastman) and Chinese (Phoenix) brands. Bicycle owners indicated price and quality (strength) 

of the bicycles weighed most heavily in their selection, reported by 73 percent and 53 percent of bicycle 

owners. Features/designs and availability of bicycles were least considered (18 percent and 9 percent 

respectively).  

Individual suppliers are the main source of used bicycles, which are the vast majority of bicycles in the 

market. New bicycles are mainly sourced from retailers and hardware stores. In the BFG survey, 90 

percent of those who had at one point acquired used bicycles purchased them from individuals. In 

comparison, of those who acquired new bicycles, 50 percent purchased them from bicycle retailers, 23 

percent from hardware stores, and 7 percent from hardware shops. 

INSTITUTIONAL BUYERS 

As discussed above, demand for bicycles is primarily driven by individuals. Lack of comprehensive data on 

institutionsõ bicycle acquisitions makes analysis of their share of demand challenging. However, findings 

from the BFG survey indicate institutional buyers represent a small share of demand. Only 4 percent of 
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bicycle owners acquired bicycles from institutions, either as a donation or purchased via a payment scheme 

(e.g., multiple payments over a specified duration of time). 

Typical institutional purchasers include government departments and local and international NGOs. 

Examples of NGOs that have previously procured bicycles in Rwanda include World Vision, Plan 

International, HEIFER International, Catholic Relief Services, DUHAMIC-ADRI, and Interpeace. These 

organizations mainly procure a small number of bicycles for a specific use. Government departments 

appear to purchase bicycles in the largest volumes. The Ministry of Justice, for example, acquired and 

distributed 17,941 bicycles to members of Abunzis (community mediation committees), which operate at 

administrative cell and sector levels to support the work of the ministry within communities.15 The 

Ministry of Justice acquired and began distributing the first 2,150 bicycles to the mediators in 2010. By 

2021, the Ministry had provided bicycles to all Abunzi members elected in the 2015/16 election cycle. 

Similarly, the Ministry of Health occasionally distributes bicycles to community health volunteers,16 while 

the Ministry of Agriculture procures bicycles for select extension workers and farmers. Government 

bicycle donations are often funded by international donors.  

In many cases, bicycles donated by either government departments or NGOs become the property of the 

recipient who is also responsible for the bicycleõs maintenance and upkeep.  

Bicycle donations are often given part of an incentive program. For example, the National Agricultural 

Export Development Board awarded 278 bicycles in 2020/2021 to the best performing coffee farmers.17 

In 2017/2018, the government of Gakenke district donated 310 bicycles to agricultural advisers providing 

extension services to farmers in that district. In 2020, the Rwandan government donated 589 bicycles to 

village leaders in 18 sectors bordering Nyungwe National Park in appreciation of their efforts to support 

security initiatives within their local communities. 

Bicycles are also procured by institutions to aid mobility of their staff and support community programs. 

For example, the main purpose of the bicycle distribution program by the Ministry of Justice was to 

increase service delivery by improving the mobility of Abunzi members. As a further reward, mediators 

could also use the bicycles for household chores (e.g., ferrying agricultural harvests, fetching water, 

transporting milk, etc). The NGOs Action Aid and Faith Victory Association recently acquired and donated 

360 bicycles to men who support initiatives that raise awareness around domestic violence in Karongi 

District (Western province). 

The types and brands of institutional acquisitions vary, usually as a function of cost and availability, although 

in some cases institutions prefer higher quality bicycles. The most commonly procured design is the 

standard roadster bicycle. Demand for heavy-duty bicycles (i.e., durable bicycles with carrying racks able 

to transport heavy loads), which are popular in many other African markets, is small.  

Bicycles are typically sourced from local suppliers, who are themselves bicycle importers. Government 

departments and NGOs use procurement guidelines for purchasing bicycles. Often, institutions publish 

tender notices on their websites and via print media. Government departments must follow specific 

 
15 Republic of Rwanda. Ministry of Justice. 2021. MINIJUST Handover Report. 
16 https://medicinesforhumanity.org/news/bicycles-in-cameroon-help-save-lives/  
17 National Agricultural Export Development Board. Annual Report FY2020/2021.  

https://www.minijust.gov.rw/index.php?eID=dumpFile&t=f&f=28649&token=2e6f8cd405dc4e284d53a417e2f09b87b5ae624a
https://medicinesforhumanity.org/news/bicycles-in-cameroon-help-save-lives/
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procurement guidelines, and tenders must be published on the Rwanda online e-procurement system of 

the Rwanda Public Procurement Authority, in addition to other platforms. 

BICYCLE OWNERSHIP AND ACCESS MODELS  

Users have multiple means of accessing a bicycle: individual ownership, shared access with household or 

community members, informal rental from a neighbor or community member, or bicycle taxis. In Kigali, 

formal bicycle rental is available through a bike-share service, Guraride. 

HOUSEHOLD AND INDIVIDUAL OWNERSHIP 

Bicycles are important household assets in Rwanda, used for a variety of purposes by both adults and 

children. In the BFG survey, 45 percent of respondents reported a bicycle was present in their households. 

At the household level, primary users tend to be male and head of household: 97 percent of men reported 

they were the primary users compared to 13 percent of women.  

The bicycle ownership rates found by BFG are notably higher than those from recent national household 

surveys, which reveal that a fairly small share of households own bicycles. For example, in the 2019/20 

Rwanda Demographic and Health Survey, 13.9 percent of households owned at least one bicycle, with 

some small variations across rural (14.9 percent) and urban (9.7 percent) areas.18 Similarly, the 2019/20 

Rwanda Household Survey found 15 percent of households in the country owned at least one bicycle.19 

However, BFG findings were not designed to be representative of households in locations surveyed. 

Although the survey used a random sampling design, respondents were identified in market settings only. 

Consequently, the probability of interviewing individuals with bicycles was inherently high, given that in 

the Rwandan context, merchants and casual workers typically source their livelihoods from markets, and 

many of them rely on bicycles as an affordable mode of travel. 

FORMAL BICYCLE SHARE 

Rwandaõs Transport Policy (2021) proposed the introduction of a bicycle share system to serve short 

trips and enhance last-mile connectivity to public transport. In September 2021, private company Guraride 

launched its bike-share service in Kigali, with an MOU with Kigali City. Bicycle rental costs start at RWF 

200 (US$0.19) per hour, payable using mobile money. Kigaliõs hilly topography and comparative lack of 

bicycle lanes are a reason for relatively slow uptake, but the bicycles are particularly popular during car-

free days, and in the new 120-hectare Nyandungu Eco-park with its dedicated bicycle routes. Guraride, in 

partnership with Kigali City, intends to offer a fleet of electric bicycles as part of its bike share service. 

 
18 National Institute of Statistics of Rwanda (NISR), Rwanda Ministry of Health (MOH), and ICF. 2021. Rwanda 

Demographic and Health Survey 2019-20 Final Report. Kigali, Rwanda, and Rockville, Maryland, USA: NISR and ICF. 
19 National Institute of Statistics of Rwanda (NISR), Rwanda Household Survey 2019/2020 report, March 2021 
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GuraRide shared bicycles at a docking station 

INFORMAL BICYCLE SHARE 

Focus group respondents report lending their bicycles to neighbors, mostly for no payment. Women 

report that lending a bicycle òbuild[s] a good relationship to my neighbors,ó a marked benefit in Rwanda. 

The BFG survey also found high rates of inter-household bicycle share. Just over two thirds (67 percent) 

of bicycle owners reported they lent their bicycle to people outside of their household. In Rubavu district, 

77 percent of bicycle owners lent their bicycles to others. Even in Ngororero, where bicycle ownership 

rate was the lowest of all districts surveyed, 62 percent of bicycle owners lent their bicycles to persons 

outside their household. The sharing rate was also high in Kayonza (56 percent) and Huye (72 percent). 

These findings suggest high bicycle usage in communities where the respondents live. Given that bicycle 

cost was one of the key reasons for non-ownership, and given the popularity of bicycles as a transportation 

tool, these findings suggest a high unmet need for bicycles. 
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BICYCLE TAXIS 

Almost all cities in Rwanda have bicycle-taxi services, known as ôAbanyonziõ, which transport people and 

goods between city markets and urban centers. The BFG survey found that 22 percent of survey 

respondents had used bicycle-taxi services during the preceding harvest season.  

The BFG survey also identified bicycle taxi businesses as one of the income generating activities practiced 

by both bicycle owners and non-owners (discussed further below). Nearly a fifth (18 percent) of 

respondents reported they had used bicycles as taxis for income generation.  

Bicycle-taxis are particularly important for women as users, and men as operators. Women focus group 

respondents regularly use bicycle-taxis either as personal travel, to collect/deliver goods, or to take their 

children to school. They shared their appreciation of having a regular bicycle-taxi driver they can trust. In 

the BFG survey, 27 percent of women used bicycle taxis for travel during the preceding harvest period, 

compared to 17 percent of men. On the other hand, 29 percent of men used bicycles for taxi business, 

most likely as operators, compared to only 6 percent of women. 

Bicycle taxi businesses are run by both bicycle owners and non-owners. The BFG survey found that 17 

percent of those who used bicycles for taxi businesses did not own a bicycle. These findings confirm the 

existence of a bicycle rental system through which bicycle taxi operators rent bicycles from owners for a 

fee. This conclusion is supported by evidence from the BFG survey showing that a fifth (20 percent) of 

bicycle owners rented out their bicycles to others. 

Between 2012 and 2014, Abanyonzi were prohibited from operating in cities, as they were said to cause 

traffic congestion; they are still prohibited from travel in Kigali central city. According to interviewees, 

Abanyonzi tend to make trips of up to 3 km one way. 

GENDER & BICYCLE USE AND ACCESS  

Focus group respondents report there are no cultural constraints to women owning or riding bicycles, 

other than a need to wear trousers or shorts underneath a skirt, dress, or kitenge as they sit astride or 

ride. Rubavu is an exception, where the BFG survey revealed nearly a third of women in the district 

reported owning bicycles, less than a tenth (9 percent) were the primary users of bicycles in the 

household. While Rwanda exhibits high levels of acceptability towards women owning and using bicycles, 

rates are lower in Rubavu than in other districts (Table 1). This observation was evident across both men 

and women and may be one of the key underlying drivers of the poor demand for bicycles by women 

from this district.  

The opposite is true in Bugesera, where women are expected to bring a bicycle into a new household as 

part of their marriage dowry. Respondents speculated womenõs routine use of bicycles there is a result of 

the Eastern Provinceõs relatively flat topography compared to the rest of Rwanda.  
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TA BLE 1: PERCEPTIONS REGARDING ACCEPTABILITY OF WOMENõS BICYCLE USAGE 

  

  

Respondents agreeing that it is acceptable for women to use bicycles  

% of all respondents  % of Men % of Women  

Total (all districts)  87% 81.8% 92.0% 

District        

 Huye 94% 89.1% 98.0% 

 Kayonza 94% 90.2% 96.5% 

 Ngororero 86% 79.6% 93.6% 

 Rubavu 73% 72.6% 74.3% 

 

Despite high acceptability and the absence of significant cultural barriers towards womenõs bicycle 

ownership and usage, BFG found women were less likely than men to own bicycles. Overall, two thirds 

(66 percent) of men reported they owned bicycles, compared to less than a fifth (18 percent) of women. 

BFG found significant variations in gendered demand for bicycles across locations. (see Figure 6). While 

women in all districts are less likely to own bicycles, the variations are striking. For example, the share of 

men owning bicycles in Huye (Southern province) was seven times higher than that of women. In Kayonza 

(Eastern province) where bicycle usage by women is common, the share of men owning bicycles was three 

times higher than women. For both women and men non-owners, affordability of bicycles appears to be 

the main constraint to bicycle ownership.  

FIGURE 6: BICYCLE OWNERSHIP RATES AMONG MEN AND WOME N BY DISTRICT  

 

Where women ride bicycles less than men, this pattern is more likely to be related to trip purpose or 

gender roles within a household. Men, for example, might work as bicycle taxi operators, while women 

are unlikely to do so. Women are more likely to work within the home, or care for and travel with elders 

and children, while men are more likely to transport heavier loads of goods and animal forage, and 

undertake bulk purchasing. Where women carry forage, for example, they are more likely to head-load. 
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Some women report that girls are less likely to learn to ride a bicycle, on the assumption that they will 

not need to use one because of these differentiated roles. Traveling by bicycle taxi or asking a bicycle user 

to deliver or transport items, is common among women. Women report that even when their husbands 

use the household bicycle more often than they do, it òbenefits the whole family.ó 

BICYCLE USAGE  

Bicycles play a key role in facilitating mobility of people and goods. 

Data from focus groups suggests the primary use of bicycles is transportation of goods, followed by 

personal travel or working as a bicycle taxi operator. Several respondents report owning both a 

motorcycle and a bicycle, and choose between them based on trip purpose, distance, and terrain. Almost 

half of survey respondents indicated they use a bicycle for first and last mile travel to access other modes, 

mainly motorized public transport. 

Walking and cycling as sport, leisure, and for fitness has high-visibility (and even presidential) support in 

the form of Kigaliõs car-free zone and car-free days. In 2016, Kigali began hosting monthly car-free days 

on Sundays, with main connecting routes closed to traffic òto encourage people to walk, jog as well as 

ride bicyclesó according to the then city mayor. òThe move [was] aimed at encouraging mass sports and 

exercise along the affected route through introducing the much-anticipated green transport and green 

city.ó In 2018, car-free days were expanded to secondary cities, and held every other week. 

FREQUENCY AND INTENSITY OF USE 

Regular and intense use of bicycles is common in Rwanda, particularly in rural areas. Those who own 

bicycles are the most frequent and intense users: 75 percent of bicycle owners used their bicycles 

regularly, either daily or several times a week. A quarter used their bicycles daily. Among bicycle owners 

who used their bicycles for taxi business, 30 percent used them daily. These findings suggest consumers 

who have access to bicycles tend to use them often, and, if they own the bicycle, even more frequently. 

The BFG survey found those who use bicycles for income generation use them more frequently than 

those who do not; for example, 75 percent of bicycle owners who used bicycles to transport goods for 

income generation or for taxi business used them regularly, while 78 percent used bicycles for farm 

activities regularly. Bicycles owners who use their bicycles daily tend to use them for multiple income 

generating activities.  

Bicycle owners also emerged as the most intense users of bicycles, spending an average of 20.6 hours per 

week using their bicycle (3 hours per day). This is nearly three times the amount of time that non-owners 

spent traveling on bicycles (4.4 hours per week). Across geographical locations, respondents in Rubavu 

and Kayonza spent 15.6 hours per week and 14.6 hours per week traveling on bicycles, significantly higher 

than those in Huye (10.2 hours) and Ngororero (7.2 hours) over the same period. 

TRIP PURPOSES 

User widely utilize bicycles for economic purposes (e.g., transport of agricultural produce), transportation 

of firewood, water, local beer, and animal feed (Rwanda has a no-graze policy); as well as for passengers 
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(including school-going children, and hospital patients). Bicycle travel for personal commuting is a less 

common practice.  

Use of bicycles for economic purposes (mainly transportation of goods, taxi business, and farm activities) 

emerged as one of the most commonly reported purposes of the majority (59 percent) of users.  

 

A user transporting goods on a Phoenix bicycle 

Bicycles are not only important for livelihoods, but are also commonly used for household chores. Nearly 

two thirds (64 percent) of bicycle users utilized bicycles for shopping, typically involving travel to a market. 

More than a third (39 percent) used them to fetch water, while 16 percent used bicycles to access and 

carry cooking fuel (mainly firewood).  

Bicyclesõ utility and broad application is a likely underlying driver of high demand, particularly in rural areas: 

users deploy bicycles for a variety of purposes. BFG found that 77 percent of bicycle users who utilized 

bicycles for economic purposes also used them for household chores (shopping, fetching water, accessing 

energy sources, and school commute).  

Among women who reported bicycle use, the most commonly cited application of bicycles was shopping 

(reported by 58 percent), followed by economic purposes (40 percent). A greater percentage of men (76 

percent) reported they used bicycles for economic purposes than for shopping (68 percent).  

Variations in bicycle usage also emerged across districts. In Rubavu, the most common use of bicycles was 

for economic purposes (reported by 88 percent of bicycle users). Shopping was a more common use of 

bicycles in the other districts; 72 percent of users surveyed in Kayonza, 61 percent in Huye, and 53 percent 

in Ngororero. 
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