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ABSTRACT 
The phenomenon of commercial motorcycle or otherwise okada has attracted series of 
government action and regulation in recent time. The regulation enforced is the restriction 
of okada riders from major city centres and high-way roads. This regulation negatively 
influenced the economic interest of the actors in the vocation. Previous studies have shown 
that okada business is a major source of income and employment sector for numerous 
Nigerian youths. Against this backdrop, the study examined the survival strategies adopted 
by okada operators in the study areas. The study was anchored on Coleman’s rational 
choice theory and Parsons’ functionalism. Descriptive research design and cross sectional 
survey methods were adopted. Population of the study consisted okada operators, police, 
road safety agency, and public users. A sample size of 216 respondents was utilised and 
derived through statistical formula. Multi stage sampling procedure was used. This was 
composed of purposive, simple random of ballot, quota and convenience sampling. Data 
were collected and analysed at quantitative and qualitative levels. Questionnaire and in-
depth interviews were used as instrument of data collection. Quantitative data were 
processed using SPSS software. Univariate and bivariate method of analysis were used for 
quantitative data. Qualitative data were analysed using content analysis, ethnographic 
summery and verbatim quotations of responses. Over 80.4% of okada operators in the study 
areas ventured into the occupation due to unemployment and infrastructural constraint. 
About 79.8% of the riders were artisans and possessed training skills and aptitudes; 
however they were out of job because of instabilities in power supplies and lack of financial 
capital. At least 25.0% of the respondents engaged in the occupation of okada in the study 
areas were graduates from tertiary institutions. The involvement of Nigerian graduates in 
commercial motorcycle was not unconnected with unemployment and lack of bank loans to 
start off self-employment and gained economic empowerment. The study showed that 
although over 80.9% of the riders were youths, at least 4.2% of the riders were aged 50 
years+ despite the risks associated with the business. At least 90.6% of the riders earned 
income sustainable for livelihood. Not less than 20.7% of the operators were ready to 
comply with government regulation. About 61.2% of the riders resisted government ban. 
This is due to non-availability of viable alternative to survive without commercial 
motorcycle. There was significant association between surviving without okada business 
and consideration for alternative occupation (x2C= 20.289; P<0.05). There was significant 
association between government regulation and compliance (X2 C=19.424; P<0.05). 
Qualitative data showed that the imposition of government actions considerably affected 
daily income of most operators negatively. As a result of government interference in okada 
occupation, decision to quit the vocation was imminent. Nevertheless, such decision was 
accompanied by fear of economic stability in the proposed area of economic destination. 
Most respondents considered quitting okada business provided there will be stable power 
supply and access to bank loans. Therefore, the imposition of government ban on okada 
operation may be unjustified until such action is complemented by viable alternatives such 
as sustainable power supply, alternative routes for okada riders, provision of employment 
and access to financial capital (bank loans). Okada business is a major means of survival 
while the business may continue to flourish irrespective of the regulation. Every regulation 
in the sector should incorporate economic interest of all actors    
Keywords: Commercial motorcycle, Government regulation, Survival strategies, 
Functionalism, Rational choice  
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INTRODUCTION 
The operation of commercial motorcycle cannot be entirely separated from the concept of public transportation 
in modern day Nigeria. In recent time, commercial motorcycle has assumed important position at the level of 
meeting people’s need for transportation, particularly in strategic places of urban centres and rural areas. It is 
important to point that in some decades ago motorcycle was dominantly used for personal purpose other than 
commercial. Thus, the major means of public commercial transportation were bus, paratransit, streetcar, light 
rail, heavy rail, commuter rail, automated guided transit, and ferry (Filani and Osayimwense, 1974). Though 
some of these aforementioned public transportation means such as light rail, automated guided transit do not 
exist in Nigeria for use, it can be stated that motorcycle had little or no impact for commercial transportation 
during the mid twentieth century (Omoyibo, 2000). 

However, the prevailing situation in the Nigerian transportation sector is such that the role of 
commercial motorcycle is increasingly significant. This argument can be sustained from different 
perspectives. It is obvious that commercial motorcycle has become a source of career and employment for 
considerable proportion of Nigerian population. Particularly, in recent time many societies of the world are 
faced with problem of unemployment, African continent being the worst hit of the structural problem 
(Onokerhoraye, 1981). For example, it is estimated that over 70% of the Nigerian youths, graduate inclusive 
are either unemployed or underemployed (Lele, 1990). In order to sustain living, many of these youths 
ventured into different economic activities, one of which is commercial motorcycle. In this wise, the increasing 
importance of motorcycle as source of commercial transportation will be perceived in terms of economic 
empowerment for the operators. The significant aspect of this argument is that operation of the business is not 
only limited to illiterates, individuals of enviable academic qualifications (literate) are also actively involved 
(National Economic Empowerment and Development Strategy, 2005). This is to say that commercial 
motorcycle is an integral part of the economic system, which helps to create jobs for numerous citizens. 
Furthermore, the increasing importance of commercial motorcycle may also be perceived in terms of its role 
as a complement or substitute to public transportation system. It is quite notable that there is high patronage 
of the transport system despite high level of risk associated. Thus, this line of discussion can be buttressed by 
some facts. For example, the road networks in many parts of the urban centres are either increasingly becoming 
dilapidated or have little or no maintenance, which tends to slow down traffic on commercial vehicles. 
Therefore, in order to reduce the stress commuters of commercial buses/taxi cars may be subjected; 
motorcycles increasingly gain dominance among city travelers. In the same vein, the situation in the rural 
areas may be worse. The point is that commercial motorcycles often constitute the viable source of 
transportation in rural communities with poor motorable road networks. Therefore, commuters may prefer 
motorcycles as alternative to commercial vehicles in difficult situation in order to ease prevailing stress. One 
of such conditions can be viewed in terms of traffic jam or hold-up, which every rational individual wishes to 
avoid. 
However, it is important to mention that the growing importance of commercial motorcycle operation has 
attracted different development in the transport sector. Like their counterpart in the vehicular division, there 
is existence of unionism among members that makes the service formidable. This is recognition that the 
withdrawal of their services at any point in time may significantly have effect on commuters. In the same vein, 
the operation has attracted the attention of government agency such as Road Safety Commission into 
regulating activities of the sector (National Economic Empowerment and Development Strategy, 2005). This 
is in the aspect of prescription of driving license to every rider for safety. It must be held that several other 
government agencies, the Police inclusive are stakeholders in commercial motorcycle operation. Hence, it 
follows that the economic activities of motorcycle riders occupy strategic place in the Nigeria social structure. 
Meanwhile, the commercial motorcycle operation is assuming essential posture in the twentieth century, 
especially in Nigeria. If one is to evaluate the economic importance of the riders, it can be maintained that 
discussion of public transportation in Nigeria is never complete until integration of commercial riders. Most 
importantly, the activity has contributed to GDP per capital income and sustainability of youth employment 
in Nigeria (Obadina, 2004). In this light, it becomes important that examining different strategies of survival 
among the operators would be essential, particularly in the face of rising challenges confronting the business. 
In this wise, the study shall supplement existing literatures, especially in the field of commercial motor cycle 
operations. 
 

 



ISSN: 1117-1642   http://www.irdionline.com/world_article.html 

 

 

 

Journal of Social and Policy Issues, Volume 10, Number 1, 2013 
 
STATEMENT OF THE PROBLEM 
Although the economic activities of commercial motorcycle often blossom in some parts of the country, there 
are certain challenges that may hinder the free flow of the business. Starting with the possible government 
regulation, it may be stated that there is limitation to the extent of commercial motorcycle operation.  It must 
be said that recently in some States of the Federation, commercial motorcycles were banned on major high 
ways (Gbadamosi, 2010).  States like Lagos, Oyo, Port-Harcourt and Abuja inclusive, placed restriction on 
activities of commercial motorcycle both on express road and in major cities. In other words, commercial 
riders are only allowed operation in the rural zone and satellite areas with low population density and 
patronage.  Thus, since population density in the urban centre is often heavy with high patronage of riders, 
economic value of the business may tend to be significantly affected. In this light, the possibility of 
underemployment in the business increases, as many individuals may be frustrated in the career. 
Considerably, commercial motorcycle is a career for numerous youths who were frustrated with limited space 
of white-collar jobs. The consistent government regulation or proposed regulation negatively affecting the 
riders may be perceived as a threat to the economic sustainability of the career riders. As a result, many 
operators may be pushed out of business, thereby increasing tendency for thuggery, robbery and social disorder 
(Akinlolu, 2009). Moreover, another bordering issue of concern is the problem of spate of fatal accident 
associated with motorcycle operation. The frequency of motorcycle accident resulting in death of victims 
(Akinwale, 2010) calls for urgent attention. In this wise, it is necessary to confront the nature of training rider 
undergoes. It is believed that there are rules guiding the riding of the automobile, which must be followed in 
day-to-day operation. Unless rules are followed on high ways, smooth operation may be difficult, hence the 
room for accident. 
The rider’s license is important in the consideration of the problem. For instance, commercial vehicle drivers 
are issued licenses by concerned government agency (Road Safety Commission) after which the commission 
must have satisfied that such concerned person has undergone required training for the driving skill. Thus, the 
bordering issue is that are commercial motorcycle riders licensed by the Road Safety Commission? Do they 
have requisite training for the skill; and who satisfied the skill? This is very important in that any system that 
lacks regulatory control may be inimical to human existence. Therefore, the foregoing bordering issues will 
be the central focus of the study. Since the activities of riders are increasingly becoming indispensable and 
integral part of the social system, researching to provide solution to perceived problem will be vital, not only 
for academic gain but also for sustenance of economic value of the transportation sector. It is important to 
mention that the paucity of research in this area calls for greater concern. This is the gap in knowledge the 
study intends to cover. In this wise, the study shall supplement existing literatures, especially in the field of 
commercial motorcycle operations.    
 
OBJECTIVES OF THE STUDY 

The study addresses the following objectives. To: 
a. Examine factors that motivated commercial motor cycle riders to engage in the business in the study 

areas. 
b. Evaluate mode of recruitment and operations of commercial motorcycle activities in the study areas. 

 
LITERATURE REVIEW AND THEORETICAL FRAMEWORK       
THE FUNCTIONALIST PERSPECTIVE 
Functionalism is a sociological perspective built in the macro analysis of the social structure. That is it explains 
the system of society and its functionality through its interrelated parts. There are many views to functionalism 
ranging from Durkheimian to Weberian, and Parsonian. However, for the purpose of this work, ideologies 
built in the explanation of Talcott Parsons (1951) the social system shall be explored. 
Parsons argues that every society has four functional needs or prerequisites that need to be met for it to survive; 
these are adaptation, goal attainment, integration and latency. It is popularly called (AGIL) (Bernard, 2004). 
For Parson, adaptation emphasizes the need for societies to always have ways of adapting to change, whatever 
that change might be. Every society must have social aims that everyone wants which help the society 
determine the direction it is going in------ goal attainment. Society must have ways of binding their members 
together to identify with and realize the collective goal---- integration. There must also be a way in which a 
society’s way of living can survive through generations of people----- latency (Bernard, 2004).  
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However, the point of emphasis focuses on the ‘adaptation’ concept. It is worthy of note that many developing 
countries, Nigeria inclusive experienced high spate of unemployment in the 21st century despite billions of 
Dollars accruing from petroleum crude oil (UNDP, 2009). Hence, in order to survive the abnormality of the 
social system, adaptation becomes the viable option of holding the system from collapse. That is the way to 
surviving is engagement of individuals in various economic activities such as commercial motor cycle 
operation. 
Therefore, it will be save to mention that commercial motorcycle is one of numerous ways of adapting to 
change, whatever that might be. Imaging a scenario where such adaptive social mechanism is non-existence, 
challenges to social system such as unemployment may have been pathological. For example, it is estimated 
that over 60 per cent of Nigerian unemployed youths are currently empowered in the commercial motor cycle 
economy (Akinwale, 2010). On the whole, Parsonian concepts of analysis of the social system must be 
significant, especially in the context of Nigeria case. In other words, every society has functional 
prerequisite(s) to which it adjusts to social changes for its stability.                             
It follows that at the micro level, man is an adaptive being wanting to survive at every slightest economic 
opportunity. The adaptive feature of man in this context refers to rational choice. That is individual tends to 
participate in rational social action which economic gains are highest for survival and satisfaction. Conversely, 
at the macro level (social system); there are resources that are consciously or unconsciously available for 
survival. Hence, in response to changes within the larger system, rational individual takes solace in the 
utilization of resources available at the societal level. By indication, one may contend that the social change 
observed at the macro level of society informed the economic action of the rational micro individual. In this 
wise, the theoretical analysis of the study becomes micro-macro sociological imagination of commercial 
motorcycle. In other words the functions of commercial motorcycle appear indispensable not only for stability 
of the entire social system in terms of economic opportunities for people thereby preventing tending for 
poverty and criminality, but also complement significantly the obvious vacuum in urban  transportation. 
Hence, such vacuum can be identified in terms of wide coverage of okada in areas not motorable due to bad 
roads, the rapid rate of transportation in time of road congestion and hold-ups, the affordability in cost of 
transportation and fuelling, convenience, and maneuvering of bad roads among other numerous benefits.            

 
RESEARCH METHODOLOGY 
RESEARCH DESIGN 
The study design was based on descriptive, survey and cross sectional study. The descriptive base of the study 
is informed by the need to explain and describe prevailing situation in the commercial motorcycle operation 
in the study areas with a few to providing solution to identified problems. In the same way, the cross sectional 
value of the study is based on the need to collect or survey opinions of operators only once at a specific period. 
Therefore, the study utilised single cross sectional method that contains one survey, sample unit of commercial 
motorcycle operators. The sample was selected across designated locations including Mokola, Sango, Orogun, 
and Apete, which constituted the study areas. 
 
STUDY POPULATION 
The population of the study comprises mainly commercial motorcycle riders irrespective of tribe or ethnic 
division. It covers both sexes, provided individual is actively employed in the sector. It covers okada 
passengers as was as the police and road safety officials.   
 
SAMPLE SIZE AND SAMPLING TECHNIQUE 
According to population census of 2006, Ibadan city is put at 2.8 million resident people. Though the total 
population of okada riders in Ibadan is not statistically available for this study, the findings relied on the 
following formula for sample size as indicated in the work of Nachimias and Nachimias (1996). 

SS = Z2 [P (1-P)] 
         D2 

SS= sample size 
Z= level of significance (1.96) 
P= the estimated proportion of the factor to be studied (50% or 0.5) 
D= sampling error that can be tolerated (0.05%) 
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Therefore: 
1.96[0.5(1-0.5)] 
     0.052 

 SS= 384.16. 
Approximate sample size= 384. 
Since the estimated proportion of factor studied is 50%, the sample size is limited to 192. Thus, adding 

8 in case of error, the size was increased to 200.         
The selection of respondents for the sample was based on simple random technique. This is because every 
respondent was given equal chance to fill a copy of questionnaire soliciting their opinions. Hence, for 
questionnaire instrument, fifty (50) respondents were each selected randomly from study locations, which 
comprised Apete, Sango, Orogun, and Mokola, though 194 copies of the questionnaire were valid for data 
analysis. It is important to state that researcher did not have access to sample frame that would have provided 
a guide for sample size, however the number of respondents identified was reasonable to make empirical 
generalization from the study areas. Further, eight (8) in-depth interviews for okada union member were 
conducted across the four selected locations and respondents were purposively selected, while eight (8) 
interviews were conducted for okada passengers, across the study locations. A senior police officer and one 
official of FRSC were purposively interviewed in Ibadan.  Therefore, a total sample respondents of 218 was 
selected, which combined both questionnaire and in-depth interviews    
 
INSTRUMENTS AND METHODS OF DATA COLLECTION 
Questionnaire and in-depth interview were used for data collection in the study. The questionnaire was 
operationalised into sub-sections which covered the study objectives. Thus, the structure of the questionnaire 
was largely based on closed questions with options, though there were few open ended questions that allowed 
for expression of opinions. Interview was inclusive because of the need to appraise divergence of opinions 
and cover issues that may be insufficient for survey data. Issues that were discussed in the interviews covered 
the study objectives.  
Data was collected intermittently across the four locations (Apete, Sango, Orogun, and Mokola). That is the 
researcher covered the study areas one after the other to sustain efficiency of responses. This was important 
because the findings needed unbiased responses that will sustain the value of the study. In the same vein, the 
period of data collection did not exceed period of 6 weeks. The study locations were selected because of its 
well organized structure that made data collection convenient.  
 
Summary of instruments of data collection 

Instruments  Riders  Okada 
passengers  

Police  Road safety Okada association 

Questionnaire 200 --------- ------------ ----------  
In-depth 
interviews 

------------ 8 1 1 8 

   
Methods of data analysis 
 The data collected were analyzed with electronic software called Statistical Package for Social Sciences 
(SPSS). Presentation of data is based on descriptive statistics, such as frequency, percentage, cross tabulation, 
and chi square. In other words, quantitative data was analyzed based on univariate analysis (frequency and 
percentage) and bivariate (chi square) for data interpretation. Similarly, qualitative data was analyzed by 
content analysis. This is achieved through ethnographic summaries and direct textual quotation of responses 
expressed in italics to supplement quantitative analysis. 
 
DATA PRESENTATION AND ANALYSIS 
DEMOGRAPHIC CHARACTERISTICS OF THE RESPONDENTS 
The significance of demographic data in any research study is substantial. This lies in the fact that the 
responses to substantive research issues by respondents tend to be influenced by their socio-economic status  
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of the individual (Pacione, 2002). In this light, the following presentation addresses demographic 
characteristics of research respondents in the study areas.            
 
Table 4.1.1: Distribution of Respondents According to Demographic Variables 

Marital status Frequency  Percentage  
Married  
Single 
Total  

156 
38 
194 

80.4 
19.6 
100.0 

Religion affiliation Frequency  Percentage  
Christian  
Islam  
Traditional 
Total  

105 
82 
7 
194 

54.1 
42.3 
3.6 
100.0 

Educational qualification Frequency  Percentage  
B.sc/HND 
OND/NCE 
Post Primary 
Primary 
Total  

11 
19 
116 
48 
194 

5.7 
9.8 
59.8 
24.7 
100.0 

Age range (in years) Frequency  Percentage  
10-20 
21-30 
31-40 
41-50 
51 and above 
Total  

15 
75 
82 
18 
4 
194 

7.7 
38.7 
42.3 
9.3 
2.1 
100.0 

Monthly income (in NGN) Frequency  Percentage  
<7,500 
 7,500- 15,000 
 15,500- 23,000 
23,500- 31,000 
31,500- 39,000  
>39,500 
Total  

28 
83 
38 
34 
7 
4 
194 

14.4 
42.8 
19.6 
17.5 
3.6 
2.1 
100.0 

State of origin Frequency  Percentage  
South-west 
North-west 
North-central 
North-east 
South-east 
South-south 
Non-Nigerian   
Total  

153 
7 
6 
11 
12 
3 
2 
194 

78.9 
3.6 
3.1 
5.7 
6.2 
1.5 
1.0 
100.0 

Mode of operation Frequency  Percentage  
Riding for self 
Riding for somebody 
Total  

176 
18 
194 

90.7 
9.3 
100.0 

Ethnic origin Frequency  Percentage  
Yoruba 
House 
Igbo 
Total  

152 
17 
25 
194 

78.4 
8.7 
12.9 
100.0 
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Occupational status 

 
Frequency  

 
Percentage  

Business 
Trading 
Artisan 
Okada rider 
Others 
Total 

22 
78 
47 
33 
14 
194 

11.3 
40.2 
24.2 
17.0 
7.2 
100.0 

Years of duration in the business Frequency  Percentage  
Less than 5 years 
Less than 10 years 
Less than 15 years 
Less than 20 years 
Less than 25 years 
Total  

113 
57 
19 
2 
3 
194 

58.2 
29.4 
9.8 
1.0 
1.5 
100.0 

Source: Field Survey (2011) 
 
The result in the table above shows that a higher percentage of okada riders in the study areas were married 
(80.4%), though the rate varies across locations. The higher prevalent rate was observed in Orogun (23.7%) 
and Sango (20.6%). The findings indicate that there were more married men who were actively engaged in 
commercial motorcycle business in the study areas. In other words, participants in the commercial motorcycle 
operation tended to have family dependants who relied on okada economy for survival in the study areas. This 
reflects the view of Gbadamosi (2006) in the preceding literature reviewed, which stressed the significance of 
okada economy on family live and sustenance.  
The classification of okada riders by religion in the study areas indicates that most respondents were affiliated 
with Christian faith (54.1%), though there were also substantial individuals with Islamic faith (42.3%). This 
variation is apparent across the study locations with Sango area having the highest (19.1%) Christian faithful 
and Orogun with highest (19.1%) Islamic followers. Therefore, it is obvious in the study areas that the type of 
religion individual is affiliated did not determine their motivation to participate in okada business. This is 
apparent in the differences in percentage between Christian faith and Islamic religion. However, it can be 
sustained that since the percentage of Christian faithful was highest in the study locations, Weber’s ideology 
must be valid, which provided the link between religion of Christianity and hard work for economic 
achievement and sustainability.                
Similarly, the table 4..1.1 shows that there ware individuals with higher academic qualifications such as 
Bachelor Degree or Higher National Diploma (5.7%) who were engaged in the operation of commercial 
motorcycle business in the study areas. This affirmed the views of preceding scholars in the literatures that 
argued the overtly engagement of Nigerian Graduates in okada business. Some writers have expressed deep 
concern on the trend of Graduate involvement, while some have appreciated the trend as functional to the 
economic sustenance of Nigerian Graduate. However, what can be explained of this table is that most okada 
riders in the study areas were either secondary school graduates (59.8%) or holders of primary school leaving 
certificates (24.7%). Thus, Graduate employment in the sector may be reasoned on the basis of under 
employment as potentials may not be fully utilized in the real world. This accounts for the topic Graduate 
okada riders; the wasted generation, which was reviewed in the preceding literature. Notwithstanding the 
engagement of graduates in okada business, the sector has been economic viable for its participants.                   
The age distribution indicates that the majority of okada operators in the study locations were under the ages 
of forty years (42.3%) and thirty years (38.7%). This means majority of okada riders in the study areas were 
adults and youths in their economic active age. However, one isolated fact in the table is the percentage 
existence of operators whose ages were above fifty one years (2.1%). Though this did not exist in some 
locations of the study such as Mokola and Sango, it is however imperative that further empirical investigation 
is carried out because at such age it may not be safe to engage in this activity due to the level of risk involved. 
This explains the non existence of social security service to the elderly in Nigeria.  
The income distribution of okada riders in the study locations revealed substantial percentage (42.8%) of 
respondents that earned above national minimum wage of monthly salary NGN7500,  
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though the variation is highest for riders in Orogun (20.1%). Data also revealed that some riders made over 
NGN39500 on monthly basis. This is the exclusive case for riders in Apete (2.1%). The reasonable income 
that accrues from this vocation must be a vital reason for heavy engagement of youths and adults in the study 
areas, especially the married adults. This vehemently accounts for argument of dignity of labour put forward 
by Adetoro (2011). The writer strongly maintained that some okada riders have been financially successful in 
the business. Hence, labour is dignified when it sustains the instrumental and subsistence need of the people. 
Notwithstanding the income gained, the status of such occupation has been severely criticized, especially when 
graduates are involved. 
Moreover, table 4.1.1 shows that it is not every okada rider in the study location had initially chosen to be 
trained in the business or have occupational status as okada man. For example, only (17.0%) of respondents 
had no other occupational skill except riding okada, while (40.2%) of the riders had other training skill such 
as trading apart from operating okada; and the (24.2%) of the riders were artisan. The variation across the 
study locations is that none of the riders in Mokola and Sango had occupational training skill or aptitude for 
okada riding. This means the economy of okada business accommodates people across occupational skills in 
the study areas. The revealing fact is about (70%) of okada riders who had vocational training skills had 
abandoned their trained vocations due to infrastructural constraint such as electricity problem   thus, the case 
of artisan in the okada business would confirm the public outcry (Akinfemi, 2009) that the trend of rapid 
power failure and infrastructural decay in Nigeria has left numerous artisans jobless and economically useless. 
Therefore, to survive the challenge led people to seek for alternative means such as commercial motorcycle 
operation. Furthermore, the table indicates the majority of individuals (58.2%) who were engaged in 
commercial motor cycle operation in the study areas had been in the business for duration of less than five 
years. This means okada business is a recent trend in transportation sector in the study areas, which has 
provided opportunities for people in economic engagement, though the life span of motorcycle as means of 
transportation exceeds the current trend. The finding thus validates the preceding literatures (Adeniji, 2009) 
on the rising spate of okada economy in Nigeria in the 21st century. Though the high level of risk and dangers 
associated with okada economy necessitated the ban imposed by some state governments (Opeifa, 2009), such 
decisions have been criticized due to the important role okada business plays in the economic empowerment 
of the people or riders who are engaged in the business. Conclusively, the results show that okada riders in the 
study areas is a composition of people across the six geopolitical zones, though the rate for South-west (78.9%) 
was highest due to heavy concentration of Yoruba indigenes. This implies that the study locations were 
composition of heterogeneous population with some groups majority and others minority. This is obvious in 
the percentage distribution of ethnic origin.                            
 

FACTORS THAT MOTIVATED COMMERCIAL MOTORCYCLE RIDERS TO ENGAGE IN 
OKADA BUSINESS. 
The goal of this objective was to gain empirical insight into why okada riders embraced the business despite 
perceived level of challenges associated with it. The objective also engaged the analysis of the rider’s level 
of satisfaction and fulfillment derived from commercial motorcycle.    

 

Table 4.2.1: Distribution of Respondents According to Factors that Motivate Okada Riders in the 
Business     

Is this your first job ever? Frequency  Percentage  
Yes  
No  
Total  

48 
146 
194 

24.7 
75.3 
100.0 

Why are you in the business? Frequency  Percentage  
Unemployment  
Poverty  
Lack of capital to start business 
Electricity 
Poor salary  
Total  

66 
62 
44 
7 
15 
194 

34.0 
32.0 
22.7 
3.6 
7.7 
100.0 

 
 
Are you satisfied in the business? 

 
 
Frequency  

 
 
Percentage  
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Yes  
No  
Total  

54 
140 
194 

27.8 
72.2 
100.0 

Do you have association that protects your 
operation? 

Frequency  Percentage  

Yes  
No  
Total  

176 
18 
194 

90.7 
9.3 
100.0 

How does your association protect your operation? Frequency  Percentage  
When police arrested us 
Granting us loans 
Helping us when in trouble 
Seminars  
Total  

165 
16 
4 
9 
194 

85.1 
8.2 
2.1 
4.6 
100.0 

Are you permanently engaged in okada business? Frequency  Percentage  
Yes 
No    
Total  

99 
95 
194 

51.0 
49.0 
100.0 

Are you considering possibility of quitting the 
business? 

Frequency  Percentage  

Yes 
No  
Total  

165 
29 
194 

85.1 
14.9 
100.0 

Why do you wish to quit? Frequency  Percentage  
It is very risky to life 
It is not good 
It is very dangerous 
I don’t like the job 
If I get another job 
Health challenges 
Others    
Total  

53 
44 
41 
11 
9 
8 
28 
194 

27.3 
22.7 
21.1 
5.7 
4.6 
4.1 
14.4 
100.0 

Do you think okada business is profitable? Frequency  Percentage  
Yes  
No  
Total 

131 
63 
194 

67.5 
32.5 
100.0 

Source: Field Survey (2011) 
 

The information in table 4.2.1 revealed that most okada operators (75.3%) in the study areas had been in other 
occupations prior to their engagement in the okada business. This is evident in the demographic characteristics 
of respondents that show various occupations of the riders. The motivating factor for okada riders shows that 
unemployment (34.0%) was a major factor for engagement in the okada business. Other factors are identified 
as poverty (32.0%), lack of capital for business (22.7%), electricity problem (3.6%) and poor salary (7.7%). 
The motivating factors for riders in the study areas corroborate with the finding of Akinfemi (2009) that 
accounts for unemployment, and instability of electricity as a major pull factor.  
As put in the words of a rider: 

Unemployment and lack of money to set up a business is the reason of my engagement 
in okada. I am a university graduate for more than 7 years now without job. What do 
you expect me do? I must survive. I am a married man. The business is o.k. for now 
(IDI/ okada rider/ Apete/ March 2011). 
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Another respondent expressed his motivating factor: 

I am in the business just because I want to make money and feed my family. I have 
my own skilled work, but light is too bad and irregular in my area. I have no capital 
to start my desired business. I want to make some money to start the business. If I can 
get the money, I will quit okada (IDI/ okada rider/ Apete/ March 2011). 

The indication of the responses shows that individuals engaged in okada business were basically motivated 
due to some economic reasons as most riders did not have predetermined attitude to develop career as 
commercial motorcyclist. The result in the study areas validated the increasing engagement of graduates in 
the okada business as explained in the preceding literatures. Though graduate involvement in the business was 
criticized (Abane, 1994), such participation is appreciated as a way of surviving strategies for numerous 
people. 
Furthermore, empirical information in the study areas shows that the level of satisfaction among riders was 
low (27.8%). This may not be unconnected with the challenges that riders faced.  
As put in the words of a respondent: 

This business is no longer profitable like before. Government has imposed ban on our 
operations in on major high ways. The daily money you get is not as fat as before. 
The police are not even helping the matter. They collect bribe from us, charge us 
unnecessary fee to pay. The motor vehicle drivers are not friendly us at all. They drive 
without consideration for our safety (IDI/ okada association chairman/ Orogun/ 
March 2011). 

It is important to mention that the level of dissatisfaction varies across the study areas with riders in Sango 
(20.6%) and Mokola (19.6%) having the highest rate. It must be mentioned that attitudes of motor vehicle 
drivers in Nigeria have been criticized (Adeniji, 2004). This reckless behaviour identified as deviant comprises 
the connotations the bully; the jack rabbit; the bumper hagger; the light jumper; and the speed demons. These 
attitudes of drivers are important factors that tend to increase the level of risk and dissatisfaction shown by 
okada riders. Similarly, the table information provides that the okada riders in the study areas have union 
association which protects their business interest. The functions of the union range from support in the hands 
of police (85.1%), granting of loans (8.2%), and education/seminars for members (4.6%). This support must 
be crucial for motivation of riders in okada business as indicated in the study areas. According to a respondent: 

Our union always protects registered members whenever there is trouble, 
particularly relating to careless attitudes of motor vehicle drivers. We make sure that 
no member is unfairly treated by either police or motor drivers. We are registered 
under the state government. We lend loans to our members for their petty business 
(IDI/okada union chairman/Mokola/ March 2011). 

An important fact to note in this interview is the protection of okada riders by union members against the 
perceived careless attitude of motor vehicle drivers. As noted in the view of a commentator, the over 
zealousness of okada riders in protecting their members on high-way is outrageous, especially when there is 
slight hitch between okada riders and motor vehicle. Whereas they (okada riders) are the most careless, 
impatient on roads (Solagberu, 2006) yet claimed to be right. Though some drivers may be careless as 
indicated in the literature, what is important is strict compliance to traffic rules by both road users. 
Furthermore, the result shows that significant numbers of okada riders in the study areas (85.1%) considered 
the option of quitting the business. This varies across the locations as riders in Orogun (25.3%) and Apete 
(22.7%) had the prevalent rate, though the level of variation in percentage relatively low across locations. The 
notable reason sustaining the wishes of the riders is the high risk (27.1%) such as fatal accident associated 
with the business. As put in the words of a respondent: 

Okada accident is always fatal. Many have died in the business. If you go to 
University Teaching Hospital in Ibadan, there are many riders whose legs are 
seriously damaged beyond treatment and correction. The problem is that some okada 
riders are very careless. The motor drivers on roads do not even help the matter. This 
is very bad (IDI/okada union chairman/ Mokola/March 2011). 

Therefore, it can be stated that though okada operation in the study areas may be profitable and serves as 
source of livelihood to operators, the apparent fact is that there is high level of risk in the operation.  
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This can be linked to either the careless attitude of riders or motor vehicle drivers who exhibited deviant 
driving behaviours such as the bully, the jack rabbit, and the bumper hagger (Adeniji, 2009) to mention a few. 
 
Mode of Recruitment and Operations of Commercial Motorcycle Activities 
This objective provided information on whether okada riders in the study areas undergo any training skill in 
automobile motorcycle prior to engagement in the operation. The empirical data analyzed provided 
information on this.  
 
Table 4.3.1: Distribution of Respondents According to Mode of Recruitment and Operation in  
           Commercial Motorcycle Business 

Did you write application before joining in okada operation? Frequency  Percentage  
Yes  
No  
Total  

161 
33 
194 

83.0 
17.0 
100.0 

Were you giving training skill in okada operation? Frequency  Percentage  
Yes  
No   
Total  

156 
38 
194 

80.4 
19.6 
100.0 

Do you have license for your okada operation? Frequency  Percentage  
Yes  
No  
Total  

81 
113 
194 

41.8 
58.2 
100.0 

Do you have rules guiding your operation? Frequency  Percentage  
Yes  
No  
Total  

176 
18 
194 

90.7 
9.3 
100.0 

State the rules? Frequency  Percentage  
Do not over speed and overload 
Do not smoke/drink while riding 
Obey traffic laws 
Do not use bike for crime 
Wearing of helmet 
Other rules  
Total  

23 
28 
20 
30 
56 
37 
194 

11.9 
14.4 
10.3 
15.5 
28.9 
19.1 
100.0 

Are your commercial activities limited some routes? Frequency  Percentage  
Yes 
No    
Total  

170 
24 
194 

87.6 
12.4 
100.0 

Have you been arrested for violating traffic rule? Frequency  Percentage  
Yes 
No  
Total  

160 
34 
194 

82.5 
17.5 
100.0 

How many passengers do you carry on a trip? Frequency  Percentage  
One  
Two  
Three     
Total  

166 
27 
1 
194 

85.6 
13.9 
0.5 
100.0 

What your view about the use of helmet? Frequency  Percentage  
Very good  
It is fine 
I don’t like it 
It is for our safety 
It protects our head from injury  
Total 

120 
35 
8 
11 
20 
194 

61.9 
18.0 
4.1 
5.7 
10.3 
100.0 

Source: Field Survey (2011)    
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Results from table 4.3.1 shows that significant numbers of okada riders (83.0%) in the study areas wrote 
application for acceptance prior to engagement in commercial motorcycle operation. This view tends to negate 
a view (Kessides, 2006) which described okada economy as having no tangible rule upon which riders are 
recruited for operation. As noted in the words of an okada rider: 

You cannot just buy a motorcycle and start using it for okada without writing 
application to any unit of our union. The application must be accepted and approved 
by union executives. If you caught doing okada without being registered, you may be 
arrested or your okada will be ceased (IDI/okada rider/Apete/ March 2011). 

The majority of okada riders (80.0%) in the study locations showed that they had requisite training skills prior 
to their engagement in the business, though the percentages varied across locations. It is highest for riders in 
Mokola (22.7%) and lowest in Apete (16.5%). The duration for training skill in the study areas was less than 
six months for (90.2%) okada riders and less than one year for (9.8%) riders. The duration for learning okada 
riding skill was criticized by a law enforcement agent. In his words: 

The stipulated duration for leaning motorcycle riding skill or motor vehicle driving 
is not less than six months intensive training under registered professionals. This 
training skill must be satisfied by our commission and a certificate is issued to that 
effect complemented with the issuance of licenses. Most of the okada riders do not 
under go such training and they are not originally accredited by our commission. 
This accounts for spate of okada accidents on high ways (IDI/Road Safety Official/ 
Ibadan/ March 2011). 

The indication therefore, is that the rising spate of okada accidents on the express roads is not unconnected 
with training skill of the riders. This view corroborates with the view of Akinfemi (2009) who argued that the 
fundamental problem of knowledge and training skill is a major challenge in commercial motorcycle 
operation. Moreover, the view of licensing and certification expressed by the interviewed Road Safety Official 
was confirmed as only few riders (41.8%) had licenses for commercial motorcycle operation. The percentage 
of riders with license was highest for riders in Sango (11.9%) and lowest for Mokola (7.7%). The notable rules 
and regulations for which riders must comply with in the study areas range from the use of helmet to avoidance 
of over speeding and over load; smoking and drinking while riding; obedience of traffic laws; and use of motor 
bike for crime. On the use of helmet, a regulatory official expressed his views: 

Most of the okada riders do not use helmet despite the regulation on it. Some riders 
don’t even have it. This helmet helps to protect riders and passengers in case of any 
accident. This accounts for high rate of casualty in okada accident (IDI/Police 
officer/Ibadan, March 2011). 

In the words of a female passenger: 
The problem with the use of helmet lies in enforcement. The road safety commission 
in Nigeria has relaxed the regulation. Some okada riders no longer mindful of the use 
because they believe they can settle bribe their ways from road safety if they violate 
the rules (IDI/okada passenger/ Orogun/ March 2011). 

The indication is that if a government regulation on okada motorcycle should be enforced, the concerned 
agencies need to intensify their effort and be consistent toward enforcement. The information represented in 
the table shows that okada riders in the study areas are constrained to operate in limited places, especially on 
major high ways in Ibadan. This is indicated by (87.6%) of okada riders, though the regulation is highest for 
riders in Orogun (23.7%) and lowest in Apete (20.6%). The regulation imposed on riders in the study areas 
reflects the current trend of check and balance governments across the states of the federation are adopting to 
control the spate of risks associated with motorcycle operation (Lartey, 2007). Similarly, large percentage of 
riders (85.6%) in the study areas complied with the rule of one passenger stipulated by road safety commission, 
while few okada riders (13.9%) carried two passengers at a time. As put by a respondent: 

The rule and regulation state that every rider must not lift more than one passenger 
at a time. This is to ensure easy control of the automobile machine and prevent 
accident. The rule has been complied with only by few riders. We do arrest any 
offender and fine or seize the automobile (IDI/ Road Safety, Ibadan, March 2011). 

Thus in rare case, there were riders (0.5%) who carried three passengers at a time. This is attested in the words 
of a respondent: 
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We have some okada riders that are found in the habit of overloading by lifting more 
than two passengers at a time. This is very dangerous and the major cause of okada 
accident in Nigeria (IDI/ okada passenger/Apete, March 2011). 

Furthermore, a regulatory officer corroborated this view thus:  
Most okada riders do not comply with government regulations. They do not care 
about people’s life. At times they ride recklessly; they ride without particulars, 
especially in Oyo state they refuse to follow the road shown to them by government 
(IDI/Police Officer/Ibadan, March 2011). 

As put in the words of another regulatory officer:  
 Okada riders are reckless, dangerous, and too rough. Some riders live on drug and 
alcohol. This is dangerous to human safety of both the riders and passengers 
(IDI/Road Safety Officer/Ibadan/March 2011). 

Therefore, to ensure safety of lives in okada operation, there is need for proper enforcement of road safety 
law.  
 
CONCLUSION AND RECOMMENDATIONS 
It is apparent in the data analysis of the study that commercial motorcycle operation in the study areas was 
vital to economic need of the riders as a source of youth empowerment and instrument of poverty reduction 
or eradication. The business is not only functional to meet the need of family of the riders; it is also obvious 
that okada operation tends to complement means of transportation to a greater extent in the study areas. Hence, 
the socio-economic benefit of the sector is enormous as it serves as source of empowerment and employment 
to graduates and ease of transportation movement among commuters in the study areas. Therefore, the 
significance of commercial motorcycle business, especially for study locations is enormous, though this was 
not without challenges that tend to hinder smooth operation. Hence, based on the empirical data information 
of the study, the central conclusion is that the emergence of commercial motorcycle as a mean of transportation 
in the study areas and beyond, is functional to the survival of the social system of society. Though there are 
challenges that confront such functionality, the viable solution may not necessarily be outright imposition of 
ban on high way road. Rather there should be collaboration among stakeholders (government agencies, motor 
drivers, and motorcycle riders) toward promoting decent attitude that is crucial to sustain safety of all road 
users. This must be vital in order sustain the economy of okada operators and safety of users.  
 
RECOMMENDATIONS 
The empirical data of the study revealed significant facts on the nature of commercial motorcycle operation, 
especially in the study areas. Therefore, based on these facts, the study draws upon the following 
recommendations. 

1. The central motivation for engagement in okada business is unemployment and infrastructural 
constraint such as eclectic power supply. To reduce the spate of commercial motorcycle operation on 
the high way roads therefore, is to provide job opportunities for youths or regular power supply 
sustainable to growth of business/industry. 

2. Motorcycle riders tend to obey the regulations imposed by union member as contained in the 
recruitment application form and oaths. If there is incorporation and integration of government 
regulation in the union enforcement, there will be compliance with high way regulation. This calls for 
collaboration between okada union and government agencies such as Road Safety Commission, Police 
and son on.  

3. Commercial motorcycle business is vital to the economic sustenance of the riders and their 
dependants. The benefits also extend to passengers particularly the service coverage of transportation 
means in areas commercial motor vehicle taxis/buses can not cover. Therefore, any imposition of 
government ban should take into consideration the plurality of users’ interest.  
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