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A B S T R A C T

The provision of public transport is a service to the 

community. Public transportation system is the most effective 

mode of travel that can enhance the mobility of people in 

Dar-es-Salaam city. The public bus in Dar-es-Salaan projects 

a poor image from its slov speed, infrequent and irregular 

runs, unreliable schedules, poor riding comfort, uncertain 

arrival times, long vaits at bus stops, crowded vehicles 

etc.

The principal objective of this study "Promotion of 

an efficient and effective urban public transport in 

Dar-es-6alaam: the case of UDA" is to improve the quality 

of public transport in Dar-es-Salaam, to devise ways and 

means of optimising the use of existing mass transportation 

system in the city. As a corollary to this objective the 

study is intended not only to gauge the level of passenger 

load factor and assess the extent of utilisation of bus 

fleet and personnel and the level of regularity and 

reliability of bus services, but also to suggest remedial 

measures.

The first half of the thesis analyses the present
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demand for travel by public transport and the limitation 

as veil as the extent of the facilities available in Dar- 

es-Salaara. A study of the factors affecting travel, mode, 

frequency, purpose and other related aspects of travel by 

public transport (i.e. activity patterns in the city) is also 

made. Prom the present bus travel characteristics and present and 

future land use plans, the author has projected travel demand 

by public transport.

The study findings reveals that the expression of 

' distance in terms of physical units such as miles or tans, 

does not convey the full significance of spatial separation 

of the various parts of the city oving to the fact that 

the level of congestion is different on different sections 

of roads. In other vords, the study testifies that travel 

time should be regarded as a better yardstick for the 

purpose of measuring the distance betveen various parts 

of the city and through this it is possible to explore ways 

of increasing the efficiency of roadway by reducing travel 

time or increasing travel speed.

The second half of the thesis incorporates measures 

aimed at promoting public transport in Dar-es-Salaam 

including the introduction of traffic management schemes 

vhich are considered as ideal short term measures to tide 

over immediate exigencies and to facilitate efficient and 

safe flow of traffic to the existing network of roads by
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making best use of the arailable facilities and instituting 

nev management and operational techniques designed to make 

effective use of existing equipments and personnel in UDA, 

and the introduction of "new services" to diminish the 

disadvantages for the passenger in conventional public 

transport operation.

Appendix A is on the performance of public transport 

system in the city of Nairobi, Kenya. The study findings 

„ here reveals that in order for public transport system in 

Dar-es-Salaam to be successful, UDA must seriously organise 

and administer the training of its staff covering all 

areas of its operation (management, traffic and administrative, 

road staff, engineering, accounts etc.). At same time, in 

order to make the best utilisation of UDA drivers, conductors 

and mechanics, an incentive vage should be introduced 

immediately.



Vlll

TABLE Of CONTENTS

»

Title of thesis...............    i

< Declaration...........................................  ii

Acknowledgements......................................  iii

Abstract ..............................................  V

List of contents ..................................... Ylll

1. INTRODUCTION 1

1:1 Choice of UDA as a Case Study.................    U

1:2 Problem and its significance......................  5

1:3 Objectives of Study ...............................  5

1:1* Rsearch Hypothesis................................. 6

1:5 Research Methodology................................ 7

1:6 Review of previous studies..........................8

1:7 Limitations of study..............................  9

1:8 Definition of terms............................ ....10

2. URBAN ACTIVITIES AND THEIR DEPENDENCE ON 
PUBLIC TRANSPORT

2:0 Introduction..........................  12

2:1 Regional Background Studies....................... 13

2:1:1 Location of Study Region.........................13

2:1:2 Physical Structure...................   13

2:1:3 Population...........   13



IX

p«e«
2:l:lt Employment......................................... IT

2:1:5 Communication...................................... 23

2:1:6 Future of Urban life in Dar-es-Salaam.............23

2:2 The need of Public Transport in Dar-es-Salaam..... 2h

2:2:2 Organisation of UDA................... ’............25

2:3 Existing route netvork - its relation - ship
to places of work and residence................... 25

2:3:1 Present pattern of UDA routes................ .....25

2 :k Trends in mass transportation demand...............3U
2:5 Decline in average number of passengers per bus

and per seat mile.................................. 3U

2:6 Characteristics of existing bus fleet.............. 36

2:6:1 Design of Buses...........    37

2:7 Correlation between bus trip demand in different
groups of activities and available bus capacity...39

2:7:1 Frequences of the buses........................... 39

2:7:2 Bus utilisation....................................Uo

2:7:3 Time Distribution..................................Ul

2:7:b Bus trip generation................................Hi

2:7:5 The trip pattern................. ................ U2

2:7:6 Origin - Destination survey for bus passengers....1*3

2:6 Projected fleet size.............................. UU

2:9 Existing road conditions.......................... 1*9

2:9:1 Characteristics of existing roads: Causes of r  
bus delays........................................

2:9:2 Bus travel time study............................. 5Q

2:9:2:1 Study findings................... ............... 51

2:9:3 Effects of congestion on costs of bus
Operation.......................................... 55

2:9:1* The safety standard of the existing bus
street netvork.................................... 56



2:9:5 Effects of accidents on costs of bus operation
and maintenance................................ 6l

3. IMPROPER UTILISATION OF MANPOWER AND CAPITAL RESOURCES 
AS A CAUSE OF PUBLIC TRANSPORT DEFICIENCIES

»

3 :0 Intr oduct ion................................... 62

3:1 Management Techniques..........     63

3:1:1 Problems after nationalisation........   63

3:1:2 Imbalance between expansion of workshop, bus fleet
and route network on one hand, and recruitment 
and training programmes on the other hand.......65

3:1:3 On the job frustration...................   66

3:1:1* Need for innovative and adaptive attitude..... 67

3:2 Operational techniques.........................  68

3:2:1 Inadequate research planning activities.........69

3:2:2 Proper spacing of bus timings and services.... 71

3:2:3 Crew assignment and allocation of Inspectors... 72

3:2:U System of issuing tickets and money
transactions.................................... 7U

3:2:5 Coordination between Traffic and Engineering
Departments........................  7U

3:2:6 High degree of driver - vehicle
Specialisation..... ............................. 75

3:3 Degree of commitment of UDA bus crew..........  J6

3:3:1 Punctuality of crew and shift performance...... 77

3:3:2 Overall discipline of crev..................... 83

3: 1* Vorl<m&nship in Workshop ....................... 6k

3:1*:1 Manpower position in workshop................... 6h

3:1*: 2 Depot facilities...............................  87

Page

/



XI

P§£«
3:4:3 Breakdowns..................... ............... 88
3 s 4: 4 Operating ratio .............. ...... .......... 89
3:5 Recurrent and Capital Expenditure pattern -

increase in price of UDA inputs...............  9?

4. POLICY RECOMMENDATIONS AST) FBIOPITIFS FOP PROMOTING 
THE USE OF PUBLIC TRANSPORT

Introduction..... ...............     93

4:1 Priority So. 1 : Traffic management and
regulation measures...........................   94

4:1:1 Prohibiting parking along main roads used
by buses..........................................  94

4:1:2 Prohibit right turns during rush hours............ 95

4:1:3 Installation of traffic lights Manual control
of traffic by Police....... ............. ........96

4ili4 Manpower requirements and creation of machinery
to carry out traffic management measures.... .....99

4:2 Priority So.ll : Improvements in conventional 
transport operation through measures to be 
taken by UDA and the Government................... 99

4:2:1 Training programmes..............................  99

4:2:2 Incentive wage (bonus system).................... 100

4:2:3 Scheme of Service..........  102

4:2:4 Disciplinary measures....................... •••••103

4:2:5 Subsidies......................................... 103

4:2:6 Introduction of flat - rate fare system............106

*4:2:7 Open new sub-depots.... •••••........... ......... 108

4:2:6 Standardisation of fleet.........................108

4:2:9 Manufacturing and reclamation of spare parts..... 109



Xll

Page

U:3 Priority No.Ill : Operational improvements made by
introducing "nev services”......................  110

U: 3:1 Route improvement...............................  110

U:3:2 Extension of bus service to site & service
areas.............................................  112

k : 3 : 3 New bus routes to be opened....................  ^ 12)

U:3:U Express bus routes..............................

U : 3:5 Limited stop bus service........................ / ll}y

U :3:6 Provision of "Special” services to match specific
demand..................... ....................... 1̂1p

U:3:T Operation of mini-buses.......................... .^1^

U : 3:8 Staggering working and school hours............... (ll6̂

U : 3:9 Free transport facilities to workers............... 117

U:3:10 Improvement and construction of bus lay bys,
shelters and terminals.............................Il8

U : 3:11 Public Relations Office..............  Il8

/

FUTURE OF PUBLIC TRANSPORT IN DAR-ES-SALAAM

5:1 Summary and conclusion of whole study............. 120

5:2 Proximity of work and residence....................122

5:3 Public transport planning should be an integral
phase of general urban planning................... 122

5 :k Phased implementation of the proposals............ 123

5:5 Method of evaluation of effectiveness of
measures..........................................  12U

5:6 Aspects of the public transportation problem
that needs further research....................... 125

APPENDIX A THE KENYA BUS SERVICES (LTD) 
EXPERIENCE............... 127



m i

?»&«

APPENDIX B - TRENDS IN MASS TRANSPORTATION

DEMAND...........................  lU7

APPENDIX C - UDA'b TRAINING PROGRAMME *.............. 152

APPENDIX D ~ DAILY ALLOCATION OF INSPECTORS

BY ZONES................................... 151*

BIBLIOGRAPHY 155



No

1.

2

3

4

5

6

7

8
9
10

11

12

13

14

15

15)

16

17

18

19

XIV

LIST OF TABLES

TITLE
Page

Modal split of motorised trips in selected cities.... 2

Dar-es-Salaam Population grovth and composition...... 15

Age-Sex distribution 1967.........................  16

Employment in Dar-es-Salaazn by industrial division 
1964 - 1966 and 1969 - 1972.........................  18

Local recorded urban employment by industrial 
division 1972........................................  19

Major features of bus route system.................. 28

Decline in average number of passengers per bus
per seat mile..............*......................... 35

Characteristics of existing bus fleet..............  36

Bus Census

Bus Census

Projected yearly passenger trips 1975 “ 1985.... .....45

Projected fleet size................................... 46

Total projected bus traffic generation by selected 
residential districts year 1980........................47

Bus travel time on selected routes.................... 54

Distribution of UDA accidents..........................57
Nature of UDA accidents................................ 58

Whose fault.............................................59

Year8 of service of driver vith UDA Company........... 59

Accident Costs..... .................   6l



No Title Page

22 UDA, morning po8ition January-July 1975...............77

23 Crev punctuality....................................... 78

23a Shifts out per day for the month of January 1975......80

23b Shifts out per day for the month of February 1975..... 8l

23c Shifts out per day for the month of August 1975...... 82

2k Disciplinary Cases 197**................................ 83

25 Manpover position, Engineering Department.............85

26 Buses in Workshops, 1975............................... 86

27 Mileage los due to involuntary stops.................. 88

28 Number of breakdowns per month 1975................... 88

29 Highest daily recorded figure on breakdowns........... 89

30 Total buses out on a day as a percentage of total
UDA fleet............................................. 90

Estimated traffic flow at two junctions.............. 98

Projected fare collection 1975 “ 1985

XV

107



XVI

LI8T OF MAPS

TITLE

Dar-es-Salaam: National Setting.

Urban growth of Dar-es-Salaam 1981 - 1975 

Population and Employment by Sectors and Zones 1973 

Existing bus route pattern.

Location of Counting stations.

Bus routes in 1973.

Proposed traffic management Schemes.

Short Routing System, May, 1975.

Planning Proposals, Dar-es-Salaam.

Statutory Planning Area: Existing Land Use.

Number of bus passengers from town 6.30 a.m. - 6.30.p.m.



LIST OF GRAPHS

Title

Yearly growth of UDA operations 1950 - 197** 

Total traffic in both direction 

Traffic out of town 

Traffic into town

UDA Pevenue and Expenditure Pattern 1950 - 1973



1

CHAPr ... 1

INTzojUCTIi N

One of the pre—requisites of the effioiont functioning of a 
big-eizcd city like Dar-es-Salaam is the faoility for movement of 
people, goods and services, quickly and economically. Howover, 
Dar-eo-Salaam oity is facing problems of inadequate mass transit 
facilities, traffic congestion, inadequate roads, increasing 
number of traffic accidents* insufficient off-street parking 
facilities, level crossings and mix up of fast moving vehicles 
with slow vehicles and biqyolen and pedestrians. Due to unplanned 
suburban sprawl, the journey to work is becoming long, tedious 
time consuming and expensive.

The vital role Dar-es-Galaam plays to the rest of the oountry 
is well known. It is the principal manufacturing, commercial, 
institutional and transportation centre of Tanzania and it used 
to be the administrative centre until reocntly when the capital was 
shifted to Dodoma. Dar-ea—Salaam has a primary zone of influence 
throughout the Coast, Morogoro and Tanga Regions of Tanzania. As 
the nation's main import, export and wholesale trade centre, it 
serves a secondary zone of influenoo covering the entire country.
It is reasonable to expect that its influence on trade and commerce 
and social activities within this eeoondaiy area will bo greater as 
communication links improve between Dor—eo—Salaam and the rest of 
the oountry. Its tertiary zone of influence covers areas outside 
the oountry, particularly Zambia, Zaire, Rwanda and Burundi which 
depend on Dar-eo—Zalaar. port, in one way or another, for export and 
inport of co«:jnodities. With the completion of Tanzania^ ambia 
Highway and Tanzania—Zambia (Uhuru) .ailway, growth in trade 
between Dar-ea—Salaam and Zambia will be promoted.
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At present there are more than half a million people in the oity

performing different activities and functions not only for the oity

itself but for the entire oountiy and outside countries. Their

activities depend mainly on the availability of adequate

transportation service, and in this case urban publio transport

or mass transit facilities. This is so bcoause about ^ 0 4 of

oity dwellore depend on publio transport. It is also true

with othor countries of the world both in the' developing and

developed parts. See Table 1 below. Mo t oitics in tho world

arc, and will be entirely dependent on buses for mass transportation*
~Ven in cities with excellent subway systems, buses are practically 
indispensable.

Table It Modal Split of Motorized Trips in Selected Cities

City

Auto­
mobile

%
Bus
i

( thor 
Motorizec
«(D City

Auto
mobile

%
Bus
*

Other
Motorized
#1)

Kwala Lumpur 47 35 18 Hong Kong 22 55 23
Caracas 46 35 19 Mexico City^' 19 65 16
inshanha 33 58 9 Bogota 17 71 12

Bangkok 29 59 12 Karachi 16 63 21
San Jcse 23 74 3 Seoul 8 69 3

Dar-o 9-Salaam 15 78 3

Sourcei Urban Transport, Sector Policy Pap-T, tforl d Bank,
Kay 1975t page 18*

Notes Data for this Sector are generally weak and not 
closely comparable*
1) Includes taxis, jitnqys etc
2) Rail servioee are also important.

One of the most urgent tasks confronting Government and Party 
authorities in the region today is to maintain an adequate public 
transportation servioe in the city. Large segments of the



3

population in the region are denied convenient aoccss to urban 
servioss and faoilities boaauoe th*y look rersonal mobility*
Their froodon to novo is irnpairedbecause of poor public
trancrortation service and because thay onn#t afford on 
automobile* The public bus in Oar-CR—Jalaan projects a poor 
ima *e from its alow speed, infrequent end irregular runs,
unreliable schedules, poor riding ooafort, uncertain arrival

»
tim-js, loiv; unite at bun stops, crowded vehloles and inadequate 
shelters* Factors nuoh as oorafert, convenience, frequenter of 
sorvioe and reliability figur s importantly in the evaluation f 
public transport system performance, in other words, the goal 
of public tr ns ort it ion planning is the fa'll, oafe and economical 
®ov :in nt of portions in the city* This goal hoe never been achieved 
in )ar-eo-oalaa»*
' There has been a continuous flow of complaints by the publio

on the services rendered by TOA sinos the inception of the 
Company in 1950* Of late there has bo^n nuch public complaints 
against UBA services* With restrictions and the reoont olamp 
down on the purchase of private oars, ;u-es-dalaam residents will 
inoroaoinjly depend on UItt to ciwot their transport needs* With 
nationalisation of the Coarany in 1970 the complaints wore ejected 
to at least diminish as three charged with the operation of this 
publio transportation ayetorn wore expected to work with diligence 
and goodwill and the general publio especially the passengers vers 
exreoted to appreciate thio*

Optioinm was added when the Company was given full monopoly in 
1974 with the abolition of private competitors in the olty, But 
public discontent at the inefficiency and rapid deterioration of 
standards of services rendered by U -A thrives* Ills numb r  of labour 
houre lost through late coning by Covernraont, paxuatat&l and private 
employees in the city is alarming* UDA has been a centre of debate 
whenever the Minister for Coamuni oat ions — tTJÂ e parent ministry - 
presents budget speeches for the Ministxy* The Tanzania Worker vs 
Union (NTJTa ) has also been deeply concerned about tho inefficiency 
of UDA buses* The Government has been appointing new personnel to 
***** top positions in the Corporation* Publio complaints can be 
*®*d in the daily papers*



See the cuttings attached. Every establishment in the city has 
convened at least more than one meeting a year to discuss 
exhaustively! problems of journey to and from work and everybody 
is pointing an accusing finger on UDA.

The partyf Tovermnont and the Company itself has not remained 
passive over these complaintb . icasures have boon instituted to 
make sure that the Company earns a good reputation and does not 
collapsef but# nevertheless! these measures have proved to bo 
inadequate. There is therefore a need to explore the possibility 
of introducing new concrete measures in a comprehensive manner 
rather than on a piece-meal aprroach.

Ill CIICICL Cl-1 UUA AC A CAJL oIUdY
One of the forces which contributed to the authors* s ohoioe 

of UUA as a study area is the belief that there is need to 
revitalise mass transport system in Dar-oa-3alaam.

Considering the paramount need to keep the growth of individual 
modes of transport including bicycles at a desirable lovelv it 
appears to be inevitable to encourage mass transportation! particu­
larly in the context of low per capital income of majority of 
Dar-es-Salaam inhabitants.

The results of the studies* conducted in several oountries on 
comparative capacity figures and congestion faotors relating to 
different modes of transport prove oonolusivoly tlat if mass 
transportation is encouraged to a . reater extent, relatively more 
efficient transportation! than at present oan surely be ensured. 
Similarly, the findings of comparative studies on the ovorall oost 
of transportation for different values of modal split are also 
observed to be in favour of the investment on mass transport. 
Therefore, in order to achieve the desired transportation balanoe 
whioh is essential for an orderly urban growth, the individual form 
of transport should bo made subservient to mass transportation 
system. It is in this context that tho Dar-es-dalaam raster Plan 
has strongly reoonmended that publio transport should be promoted.

An inefficient public transport system or bus delays in
Dar-es-3alaam mean thousand of nan hours in loot work. 'The nation, 
therefore, pays people for time not actually worked for. dome 
offioials in offices have stopped warning their workers



'HRS nn̂  residents in and 
A Dares Salaam have been 
lenclng Immeasurable de­
ad poor services of Usa- 
5M Company Ltd. Many of
,ave written their feelings
5 situation in papers but 
Ls there is no response 
DA quarters, 
since its inception this 
Dpany has done very little 
; improvement of ser­

in fact it is tempting 
to speak of the company’ s 
:ses more than he can do 
ood side of it. 
stance what in the first 
an we say about the 
*s emphasis on check- 
ha s paid for his ride 
hasn’ t. I understand '

I.

»

quite a good number of smartly 
dressed inspectors have been 
assigned this job. As a com­
pany this would be in order for 
it ensures rightful revenue. But 
in the wider perspective the 
same company may be doing a 
disservice to the nation if the 
whole process of issuing and 
checking tickets must necessa­
rily result Into under delays 
of the bus —  as it now seems 
to be the case.

This process almost succe­
eded when workers were told to 
queue for buses in the mor­
nings. But as it developed la­
ter the workers were getting 
impatient day after day as 
sometimes after they paid for 
tickets buses could not come 
in time.

Secondly, what could be the 
Justification for almost ir ­
regular and poor services we 
experience on every weekend. 
Similarly who in the rank and 
file of UDA can tell the public 
why there are apparently fewer 
buses running in rainy mor­
nings and at end of months.
I have certainly failed to under­
stand whether UDA transport 
schedules and timings have ever 
been followed at those points 
of time.

Thirdly, could the company 
be serving the public when its 
drivers exchange duties at such 
peak hours as 12.30 p.m. on 
Saturday? in whose interest 
then must scores of buses ru­
mble at terminals like that 
one opposite East African Com­
munity Building along City Drive 
while yelling drivers and co­
nductors take their turns of 
recess? This is done irrespe­
ctive of the fact that Saturday 
12.30 is the busiest hour of 
the week as practically all 
offices close and every wor­
ker wants to go home.

Lastly there are these so 
called OX-Express buses. How 
express these buses are I 
can’ t tell but my only question 
here would be in the absence 
of regular and reliable bus 
services in general how can 
we go express? Express ser­
vice means by — passing 
some of the bus tops —  in 
this case by-passing numerous 
other passengers who remain 
at those places for well over 
1-2 hours waiting.

Sometimes it happens that

the same bus comes by and 
goes by in the same manner 
twice before one can board an 
ordinary bus. What makes 
this whole operation funny is 
that these buses may not take 
passengers at all bus stops 
even i f  it is not full.

WHAT SHOULD BE DONE:

After enumerating all those 
weakness I have a few sugges­
tions to make which I believe 
would alleviate the Situation.

(1 ) UDA should devise another 
yet flexible system in which 
drivers and conductors~can ex­
change anytime in cases of bus 
breakdowns. Along with this 
drivers and conductors may not 
break or rest at a terminal 
of their route when it is d is­
covered that either of the trips 
has been delayed or skipped or 
when one or more of the buses 
on that route break(s) down. 
The effect of this system is 
obvious _  to avoid further 
delays and continue to serve 
people who might have collec­
ted In great numbers along that 
route. J

(2 ) So that what is said in 
(1) above is successful UDA 
should set up sub-offices (as 
small as milk kiosks) some­
where in the middle of major 
routes and instal inspectors 
there. For example one or two 
inspectors could be stationed 
at Magoment Mapipa to man 
buses to and from Ubungo, 
Chuo Kikuu, Magoment, Mwa- 
nanyamala and Kinondoni.

These inspectors would be 
checking whether all buses run 
as scheduled while monitoring 
to the head office any would be 
breakdowns. Meantime, they 
would be checking for rightful 
payments for all riders. With 
this system drivers and conduc­
tors won’ t have to go all along 
to the head office or ring there 
if and when their buses deve­
lop problems.

(3) UDA should revise and 
make public its timetable which 
must put more emphasis on 
peak hours and weekends —  
i.e with 12.30 p.m. on Satur­
days and evening services on 
Sundays topping the frequency 
of buses. Reasons for favour­
ing Saturday have been given 
above, while Sunday evenings 
attract many more people —

even those who have good ac­
cess to other means of trans­
port —  to travelling by UDA 
buses.

(4 ) Introduce school buses 
immediately to alleviate pu­
pils’ transport problems which 
they now face.

(5) As a matter of good 
public relations the public 
should be informed of any im ­
pending problems In transport 
so that those who can afford 
other means should not waste 
their time at bus stops.

It is my sincere hope, and I 
think cither people will back me 
up, that UDA authorities w ill 
consider my points and rescue 
us from further tortures.

CONCERNED PASSENGER



sgCCAN N.S. 
HELP UDA ?

REFERENCE IS made to the 
F irst Vice president, Ndugu 
Aboud Jumbe’ s call or pro­
posal that Nattonal Service 
should be given an opportunity 
to run commercial under­
takings. .and

A lot has been said the written 
as far as UDA services are 
concerned but still UDA ser­
vices are deteriorating and wor­
sening Instead of improving.This 
problem of Dar es Salaam city 
transport is long overdue. Dar 
es Salaam residents have de­
cided to keep their mouths shut 
and pray hopefully and wait if 
God will one day rectify UDA*s 
inefficiency and change for the 
better by following up the 
pretty time table they display 
to the public but which they 
don't follow.

The Government has so 
many times tried its best to 
intervene on this issue so as 
to make UDA Implement out the

given, that of rendering 
services to the residents 
of Dar es Salaam but all in 
all these have proved fruit­
less.

From the fact that Usafirl 
Dar es Salaam has failed to 
Implement the mandate it has 

.been^&n stipulated in an Act 
of parliament for the for mat- 

’ ion of UDA l suggest that Na­
tional Service (JKT) be given 
this load cf which UDA has 
failed to carry. To National 
Service this will notbe a strange 
thing, since if you can recall in 
December 1972 when the defunct 
D.M.T. drivers laid down tools 
for a couple of days the Na­
tional Service took over.

Servicemen who undertook a 
driving course did the driving 
of, D.M.T. buses while, .other 

" servicemen acted as conduct­
ors and collected bus fares 
.without any problem. With the 
coming .of these servicemen, 
people were very happy since 
there was no abusive language 
during that time which is the 
order of the day for UDA wor­
kers.

On the other hand, by having

the servicemen rendering ser­
vices on nation-building basis 
during their six months stay 
at Mgulanl Camp (after having 
a six month military training 
in the Central Training Schools) 
we shall be trying to solve the 
question of overemployment in 
a parastal organisation like 
UDA which does not ensure 
parity between numbers and 
productivity. Our policy now, 
as far as employment is con­
cerned, is that. We must ensure 
that employment is directly re ­
lated to the work load.

G. WAMAINGU

Box 20378,
Dar es Salaam,

* ; P.U. DOX UUU3, 
H Dar es Salaam
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JCIM AR A-AABEZI 
^ { iu D A  SCHEDULE

\

IN SPITE of millions o f words 
already expressed in the ‘ Daily 
News”  criticising the poor se r­
vices rendered by UDA, nothing 
has been rectified. So let the 

• right man be appointed ins- 
v tead.The present management 

seems not to care about the suf­
fering souls of Dar es Saliarn .

The question of UDA is like 
a toothache, the more you 
think about it the more it 
hurts. Sitting in office on com­
fortable chairs while everything 
is deteriorating is a grave sin. 
No matter what other people 
may call it, but honestly, it 
is  a criminal act against the 
Dar residents.

/

Even if we kneel down and t 
pray day and night, there is 
nothing the UDA administra­
tion can achieve. Let some one 
try now before it is too late.
It is three months now since 
I have been visiting some 
parts of this City especially 
Kimara and Mbezi where 
many people have accepted the 
ca ll on “Kilimo cha Kufa na 
Kupona,* awaiting UDA buses 
fo r  more than two hours espe­
cia lly on Saturdays and Sun­
days.

When people go there they 
tend crops. A ll I am asking 
the UDA General Manager 
is  to pay more attention to 
the bus going to Kimara and 
Mbezi. I want you to observe 
this proverb: The hyena spoke 
to the rock to im plem e't an 
impossible road but the rock 
did not implement it; the hyena 
spoke to the rock again but 
the rock kept quiet; then the 
hyena said Okay, even if you 
don’ t reply and implement it 
you have heard m e, You seem 
to ignore your responsibili­
ties, which I observe are the 
thanks of the donkey's kick.

What residents of Dar want 
are the facts in fu l l . We do not 
want to hear empty words a ll 
the time. Unless you under­
stand what lies behind the prob­
lem , you w ill not be in a posi­
tion to resolve any issue beca- 
us UDA problems have become

-a  cancer in the heart of Dar es 
Salaam’s people.

J • /
ANSELMI J. NERE 

Dar es Salaam

to
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"frAlLY U E V iS
---------------------------- ---[
O ys te r B ay
is no longer 
an exclusive 
area, please

j

i

I

THE UDA pundits should be 
informed that the Oyster 
Bay area is no longer oc­
cupied by an exclusive car­
owning community as was 
the case during the colonial 
period. The majority of the 
dwellers now are UDA cu­
stomers.

Normally there are three 
buses, a ll numbered 31, Oy­
ster Bay —  Muhimbili* Oy­
ster Bay —  Kariakor, Oyster 
Bay —  Mapipa There is also 
a re lie f bus Oyster Bay —  
Old Post Office at around 
6.00; I think tills caters for 
school children but surpri­
singly there is no such se r­
vice in the afternoon when 
schools close for the day.

What is agonising in the Oy­
ster Bay route is the irregu­
larity of the frequency of the 
services, at times, complete 
absence of services for a 
stretch of more than three 
hours especially in the a fter­
noons, and evenings. It is not 
infrequent that a ll three buses 
are seen running one behind 
the other in succession.

I can only relate one inci­
dent among scores of irregular 
serv ices. One Tuesday20.4.1976 
scores of people on this route 
waited at the Msimbazi stop 
from  12.30 p m. to 6.30 without 
a single serv ice to Oyster 
Bay. Some of us scrambled in­
to a bus heading for Mi- 
koroshini.

I learnt later that dozens 
o f starving school children 
waiting at the Old Post Of­
fic e  stop were stranded for 
hours until they appealed to a 
sympathetic bus inspector 
who diverted an empty bus to 
Oyster Bay route. This was 
about 6.30 p.m. Later in the 
same evening there was a 
succession of services on this 
route when the demand was so 
low.

One is forced to ask; can’t 
the inspectors use their com­
mon sense and provide re lie f 

services at the main stops 
when the demand is high? Why 
does one see empty buses run­
ning to and fro when prospe­
ctive passengers are strand­
ed at the stops? Why is it that 
UDA authorities are so inse­
nsitive to customers' please?

We would like to remind 
UDA that Oyster Bay is no 
longer an exclusive area.

j .  Juma.
P.O. Box 9503, 
Dar es Salaam
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^ ^ ^ e f u r n  Co-Cahs operations

MUCH HAS been said about UDA 
services in this city but there has 
been no action taken to alleviate 
the problem of transport. I may 
be repeating the same lamen­
tations of our passengers.

UDA is state owned and it is the 
responsibility of the state to see 
that it functions effectively.

We hailed the introduction of 
Co-Cabs services but blindly 
enough, the UDA authority 
claimed a 6m/- annual loss due .
to the side by side operation with
Co-Cabs. UDA is supposed to be 
socialist by action and not by 
mere words —  putting more 
emphasis onproblemsof its pas­
sengers who w ill in turn contri­
bute to the 6m/- loss if at a ll they 
w ill exist. But on the contrary, 
UDA is not socialist in deeds, 
but a mere profit monger.

Take for example, the UDA 
mini buses. Most of these are 
directed to Mwananyamala,Ubu- 
ngo and Buguruni where at the 
same time these locations have 
the largest share in buses. At 
the same time residents of Na­
tional Stadium, Mwenge, Mbezi 
areas have very few buses which 
at times are not even seen at all.

In buses we have blamed con­
ductors, drivers,inspectors for 
their lack of initiative but still 
no improvement of any sort has 
been forthcoming.

For how long are we to be 
stranded at bus stands? For how 
long are we going to be late for 
work? And for how long are pu­
b lic  institutions and private co­
mpanies going to pay more for

less jobs done by their emplo­
yees?

I request the government to 
consider this issue seriouslyand 
provide us with anything worth­
while. Let the workers and ad­
ministrators of UDA Join hands 
with Dar es Salaam residents 
and sympathise with them.

Allow Co-Cabs to operate in 
Dar es Salaam Region untilUDA 
improves its services. Allow

x

UDA minis to operate at a 11 cor­
ners of Dar es Salaam and not 
only from Kariakoo to Manzese.

Let the administrators put 
more buses on tarmac roads for 
city users. They are not in Ubu- 
ngo depot for tourists to take pic­
tures. May the peasants' cry 
reach tHose concerned.

MWAUTUKE J. 

Dar es Salaam.

KEEP OUT X

I STRONGLY oppose the idea of 
Co-cabs operating with UDA 
in Dar es Salaam as sugges­
ted by some of your readers.

Let us first find and suggest 
ways of making UDA render 
satisfactory services to the 
public. I agree that UDA ser­
vices are not satisfactory but 
inclusion of Co-cabs in the Dar 
es Salaam routes is not a so­
lution to the inefficiency of our 
company UDA.

We are still capable of care­
fully looking into UDA manage­
ment and see what problems 
and where these problems are. 
Then whoever is responsible 
actions can be taken against 
him or them. Let us not be 
too weak to fight.

No wonder after the closure 
of private shops, when we get 
problems with our ujamaa 
shops, these people who cry 
for the inclusion of Co-cabs 
will come and cry for the re ­
establishment of private shops 
instead of suggesting ways of 
solving our problems.

Co-cabs is only interested 
in our money and o f course 
when given chance it will findmUi . : HI 1. -- -

- f- c
L

f..:

where people like J. Mwalituke 
(Dally News, May 19, 1976) 
resides and semi many buses 
there so that It can be praised 
by them in the press and thus 
continue to try to outclass UDA. 
That is what Co-cabs is inte­
rested in —  public support 
so that it can get a chance of 
operating in the city, I say, 
there is a campaign against 
UDA, being carried out day and 
night.

Co-cabs Is capitalistic. That 
is why a Co-cabs conductor 
will not stop for one person 
if at the next bus stop there 
are many to fill his bus. 
They do not work in the inte­
rest of the public but money 
only. I do not see the right of 
Co-cabs being allowed to ope­
rate even outside Dar es Sa­

laam if UDA can do even in ' 
difficulties.

On the UDA management I 
say, please state clearly if  this 
is what you can afford to do 
for we Dar residents. I f  you 
can't go further from here, 
then you have failed.

H.I. WATUWIRA 
P.O. Box 9423,
. jaar.6»s.Sal6uun... --. .
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THE letter "Keep out Co- 
Cabs* In the “Daily News »o f 
May 26 by Ndugu H. Matu- 
wira should not pass without 
comment. In the first place I 
would like to ask Ndugu Matu- 
wira whether he is a constant 
UDA boarder? If he says yes 
he is cheating us for I do not 
believe a person facing these 
critica l transport problems 
could simply say keep out Co- 
Cabs because it is capitalist. 
Actually it should be the other 
way round for the passengers' 
sake.

ing their bones and losing their 
property while struggling to get 
an UDA bus which has been late 
for three or four hours.

UDA please help solve these 
suffering human beings —  
children, the old an the sick.

A . HAPPINESS

Box 2066,
Dar es Salaam.

The rest o f us who usually 
re ly  on UDA are really suffer­
ing on UDA's expenses. I do 
not think that its a socialist 
way of thinking to consider the 
loss which UDA w ill encounter 
i f  Co-Cabs compete with it. 
This is quite wrong. We should 
firs t  of a 11 think about the people 
who are sufferingkotherwisewe 
are cheating ourselves.

Ndugu Matuwira continues to 
say that Co-Cabs is only 
interested in our money! Are 
you sure that UDA is not inte-_ 
rested in our money? How 
many times UDA drivers have 
left passengers running to catch 
a bus? How many times have 
(he conductors provoked pas­
sengers? You are too biased 
Ndugu and most probably you 
are an UDA employee.

J'eopie an over the clly an}
suffering because of UDA's 
Inefficiency. I remember when 
Co-Cabs and the so-called 
•fehillingi sh illing !" were 
operating within the City, UDA 
were trying their best. But 
since then UDA has become 
very  very inefficient.

i "uuio suggest Is thi 
let the authorities concernc 
taice immediate action 
improve their services plu

U m Wlnerv5:<J:Cabs to assi VDA. Don’t think about m 
loss UDA w ill suffer. Thin 
about the people who ar 
suffering, people who are brea]

N & V l S

U D A a (& (7<
M AY I appeal to members o f 
the public and the authorities 
concerned to take note of what 
la m  going to suggest here.

Every morning at bus stops, 
peasants, workers and busi­
nessmen discuss the issue. 
And according to my obser­
vation, it seems as i f  noboby 
is  caring about what is going 
on.
• A fter scrutinizing the matter,

I came to the conclusion that 
the Government should dissolve 
UDA. Then after that, we 
peasants and workers w ill 
look for our own means of 
transport while awaiting a 
new and beautiful company.

W ill UDA riders give their
opinions in order to give the 
Government a very high 
powered “green light* to take 
off.

MBOYA MAICOwa PAULO, 
• \

P.O . Box 7S6,
. Dar es Saham.
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against frequent unpunctual ity because of the bus problems* Hie issue 
therefore has stopped beta? an UOA Company problem* It is a national 
issue as it affects productivity for a good portion of the working 
population of Tanzania*

In carrying out the study the author was thus interested in 
finding solutions to the oity,s public transport problems* dome 
of the solutions have been eug^-ested in the past and are still valid 
even now* But nobody oeerae to have come out or appreciated the most 
realistic short term measures*

*

is2

The extent to which the cervices of UDA meets the level of 
expectations of urban dwellers in terms of such factors as comfort, 
cbnvenience, accessibility to urban opportunities! frequency and 
reliability is not satisfactory* There is therefore the need to 
improve the quality of public trana; ortation*

Very few users know how much expert knowledge and equipment, 
how much organizational skill, oourage and initiative are 
required of the staff, from the General Manager to the moot Junior 
worker in running a transport company* It is not surprising 
therefore, that UiJA is criticize! time and again, whenever things 
do not go as they should even if they are beyond the Company's 
control* Criticism o A  i3 inevitable, to some extent, since 
people utilise its services daily, and whenever they are inadequate 
this is a sound reason to lodge a complaint* . aeh pascea er considers 
himself a customer and entitled to give criticisms and or positive 
ooonents*

1:3 OBJECTIVE3 OF JTU3Y

This research is geared to suggest ways and means of making 
the bus system as efficient and effective as possible* The study 
sets out toi-

(a) give a general description of the existing bus 
transportation system in dur-ec—dalaam Region 
including routes, service levels and degrees of 
utilization*
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(b) set proposals for extensions of existing system in the 
areas earmarked for development.

(o) suggest a more efficient uce of existing public transport 
facilities and resources and how the integration of now 
facilities with ths existing ones can be achieved*

(d) plan future development of UDA with respect to maintenance 
and operation*

(e) propose solutions to overall problems and determine 
priorities for specific action areas*

(f) ascertain whether the present bus study should be 
followed by a more ccnprehenaive study of the public 
transportation sycteci and if so define the objectives and 
scope of such study*

Having analysed all this it is the authorfs sincere hope that 
a proper publio transportation system geared to provide safe* 
efficient and oonvuniant mevenont of people int'; or cut of* 
through and within Dar-cs-Oalaam degion will result*
1*4 IffPCfrEuIii

The reeearoh hypothesis in this context is taken to neon the 
research problem* that is a set of propositions drawn by the author 
from previous knowledge* documents* researches or practical experience 
of the study area* The research hypothesis therefore nerves thros 
main purposesi

First* it helps to shew why the need has arisen to carry out 
the research*

flseea&ly* the reeearoh fcypetheeis shows l)M kind of (Lata to 
be collected in order to anawor the research question*

Third* the reseaoh hypothesis may be useful in analysing the 
data* Accordingly* the following are I assumptions taken in the 
study!
(a) His population of Bar' es«0slsam will continue to grow despite 

the fact that the capital city has shifted to Dodoma* 
jar̂ -es- .alaarn will still (maintain its dominant post ion in 
the country in manufacturing* comr.croial* institutional and 
transportation sph< res* xponsion of these functions/ 
activities has to be accompanied by growth in publio bus services*
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(b) Present road standards and network/pattern is inadequate
to meet tho needs of urban population and especially users 
of public transport#

(o) There is considerable lack of integration between publio 
transportation planning and comprehensive land- use 
planning#

(d) UDA management is less innovative and adaptive in the day 
to day running of the Company#

(e) the financially sound level of UDA is threatened because 
of some problems beyond tho company’s control#

(f) The day to day functioning and activities of the two 
most strategic departments in UuA — Traffic and 
engineering ^apartments — are not well coordinated to 
achieve efficiency#

(g) There is insufficient recruitment* both quantitatively
and qualitatively in UDA# This rotards# among other 
things* attempts to rake research and planning 
activities more efficient and to utilize research results 
in praoticc#

1*5 KE5 ARCH ir.THODOLQTY

The first set of studies undertaken by the author wero on 
management and operational characteristics and possibilities for 
improvement and oo—ordinat ion in UDA# In order to obtain 
information on this the author conducted very intensive studios 
on the organization and day to day functioning of each Department 
in UJA - Personnel* Finance* TEngineering and Traffic by directly 
working with UDA staff at the headquarters* bus terminals and on the 
routes during the period July-Ootober 1975 and December 1975 — 
January 1976# Informal interviews were hold with various Com- any 
employees# Information obtained from this and through personal 
observation it is possible to suggest areas of management and 
operational improvement and co-ordination urgently needed to 
facilitate bus servioe#

Studies on road standards and their characteristics in 
dar-es-ealaam including existing road traffic management cand 
regulation policies was also made and forms an important part
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of the thesis* Information so obtained enables us to determine 
ways and means of promoting publio transport given the existing 
road conditions in the oity* Proposals are made for the extension 
of existing bus system*

Another important source of information was obtained from the 
National Transport Corporation! Cowi Consult (Consulting njineers 
and Planners)f National Archives, Zonal Town Planning Offioe 
Bar-es-Saltmm/Coast Regions and the Urban Planning Division of 
the Ministry of Lands, Housing and Urban Development* The 
information obtained from thoe establishments was in form of 
literature and maps*

All in all, the study oomos out with two types of 
recommendations on improving bus servioe, first are short 
term measures that can be implemented in "One shot”, secondly are 
moasures phased over time according to a predetermined programme*

A small chapter is devoted on the operation of a better 
organized Nairobi - based Kenya Bus Services Ltd (x*B*3#) to give 
a comparative picture* UQA oan learn a lot from the experience of 
K*B*C* and whenever possible borrow whatever is desirable*

Photographic illustrations have also been included to depict 
the conditions of the reads and read traffic and other important 
aspects of transportation in the study ar* U

1*6 RrJVI 'W CP P.l VICUG JTUDI .3

Various earlier studies (3) on Dar-es-Salaam city servioes 
were made by three Consultancy companies during the period 
1971-1974 an̂ i their reports are referred to and quoted here and 
there in the following chapters and a bibliography appears at 
end of thesis* As a summary, theso studies are very general 
and do not really touch at the root cause of the publio transport 
problem* The reports aro not comprehensive and each normally 
ooncontrntes on one aspect of the problem* As it is usual for 
studies made by consultancy companies, what happened is that the 
consultants went through a few files at UJA, oolleoted some data, 
made very general observations, went back to their offices 
(in two cases located in ^hrope) and started writing reports of 
a general nature on the existing situation with hardly any 
conorete recommendations*



The author has raised the following crucial issues that were not
oovered in any form in earlier studies by consultantsi-
(a) The lack of co-ordination between UDA and other agencies 

responsible for city planning and especially traffic planning# 
The author has come out with a proposal for the formation of a 
permanent body with representatives from various institutions 
to deal with overall transportation planning process in Jar^ o -

W  and particularly public transport#
(b) Specific subsidies for public transport since oopital for 

expansion is one of the major problems of UDA# The author 
discusses the need for subsidies but also singles out its 
dangers in that it may bring management inefficiency#

(0) Introduction of incentive wage (bonus system) as an inducement 
to promote efficiency in the Company# To the authorv this 
oould provide a relief to the internal problems of UDA since 
wc shall 3ee that low degree of commitment by a good number 
of UDA staff and particularly those in the Traffic and 
Engineering departments can be explained by the absence of an 
incentive wage#

(d) Minimization of operating costs - appropriate methods and 
techniques are suggested by the author on how to keep down
the day to day operating ooots of the oompany#

(e) Recruitment and training#
(f) Reorganisation of the route network — the last study made by 

a consultant company reoon<monded the reorganisation of the 
existing route network# The proposals were implemented by 
UDA but the whole scheme was abandoned after one and a half 
weeks of operation# The author comes out with a practical
new routing and bus service system that takes into consideration 
a number of social and economic faotora#

(g) Operation of UDA mini buses
(h) An analysis of the general strategy and polioy recommendations 

and priorities for future management of public transport#
(1) Projected buB traffic generation by sectors/zonos for year 

1980 and projeoted fleet size up to year 1985*
ll7 UJg'TATKKJ IF

One of the shortcomings of this study is that no system of model
or models is applied in the analysis# Models have been utilised by

9
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many urban transportation studies but suffer from a number of
2defects# 3eoondlyf it was impossible to oarry out field surveys 

of any nature since these require large manpower and finance# and 
such surveys are supposed to be carried out simultaneously, not 
at different times* However, the author has personally oonducted 
bus travelling time survey especially in the congested Central
Area (C*B*D*), and for all routes in the city by boarding buses*

»
Other surveys on traffic pattern, passenger oountings etc were 
oovored by one of the consultant firms in 1973 and data is 
available*

In order to measure the safety standard of the existing 
bus street network the author made a study of accidents involving 
only UDA buses and Third Parties* It was iuposoibl© for the 
author to cover tic same kind of thorough study for the entire 
city due to time limit* A parking survey was also made by the 
author on selected bus routes in CRD*

ll8 D.PINITKN Cf T iuMS

Before we conclude this chapter it is absolutely necessary 
to define important terms applied in the thesis*

The clearer expressions "mass transit" or "collective 
transport" are often used in place of f,public transport"| 
while "individual transport" may be used to dosoribe "private 
transportation service"* Privato concerns can provide" publio 
transport" as it is the case with Nairobi-based Kenya Bus 
Services Company and publio ooncems can also provide "public 
transport", UDA being a case in point*

Pfficiency in public transport has many connotations* It 
implies efficient use of resources* Profitability is a measure 
of efficiency and it is the ratio of useful output to total input 
expressed in money terms* Thus, defioit is a sign of inefficiency*
The most efficient situation or operation is that which produces 
our unit of output at the minimum cost*

An effective public transport system is one that can handle 
all the present demand for the movement of people in the oity* In additic
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factors such as comfort, convenience, accessibility to urban 
opportunities, frequency and reliability must be achieved*

REFERENCES

1 See for exanr le, '• Promotion of Urban Public Transport**
uropean Conforonoo of Ministers of Transport, Dooembor, 1973*

2 Sec for example, #,Tfce Urban Transportation Planning Prooess**, 
Organisation for Economic Co-operation and Dovelorm-nt, Paris 
1971, Paper No* 1, The Social Context of Transj ort-tion Policy**
particularly pa-e 30 idiere the author points cut the significant 
limitation of the applicability of Transpo t models.



CHAPTER 2

:■ a;d  t -f j r  pit t o x i c  T aA th -ort

2t0 \  IliTRCJUCTlCi;V

Transportation is essentially a service which enables people, 

finas and various other entities, to carry on activities at 

sites selected for these purposes in separated locations# Transit 

systems and their terminal facilities exist to males it possible 

for concentrations of people, firms and other human institutions 

to carry on tlxeir activities in different locations in space#

A major consideration in selecting a location is the accessibility 

that any particular activity has to certain other activities# The 

very heart of transportation planning is concerned with the design 

of circulation systems which maximize accessibility for essential 

movements between linked activities giving due consideration to 

safety, comfort, and amenity as well as coots#

The aim here is to look into activity patterns in Dar-es-Galoam 

which will reveal centres of work, residence, recreation and a 

physical relation between these activities and tlie areas in which
«rthey take place# When examined as part of the total movement system, 

the relation between activity and bus route network becomes clear#

The degree of activity and the speed and mode of movement 

is related to specific functions at certain scales# At the macro 

or city scale the main city functions of work, living and shopping 

and at the micro scale the dwelling unit and its immediate environ­

ment and activities should be examined#
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2:1 HKOICT‘L mCKOre'.ITO

2«1«1 \ IOCAT1CTI OP uTUCT MSOIC:

Tiie Dar-es- .alaan tegion ( ap 1) e©no Into being on 1/1/74 

to bring under one administration all those arena which could be 

crld to be part of the )&s*#e«3cdtK«i oetnopolie» but which were 

outside the previous city authority^ li&ita®

Jar-es- Action is the mealiest of the 20 ‘Regions in

T-̂ i*aiJ.a hainlund nd wua carved out of the existing Coast itoglon*

It covero the area previously covered by the city and i slgima 

Districtf and consists of three districts, klnondoni, Ila la  and 

Teneko. It la roughly the shape of a right-angled iooeoeles triangle 

with two equal aides, roughly $5ioa in length runni v; eaat^veat and 

north-eouth and with the taJLrd and longest side of about 65km running 

parallel with t C o a s t *  Tlie northern extent la marked by tha S p iji 

river and the south by the itwangs* In total, the Baglm la eatiiaated 

to be 973 oq*Jaa i i area of which 83 form the urban city area*

2,1,2 h i t oIc a l 3T3?Krrun :

Koet of the region is low flat ooostal plain dissected by the 

I zinga creek which forts the ir-eB—  ulaaa harbour* Another river 

and creek, tha : slcibazi flows down from the I*ugu Hills which rioa to 
about 240 metres (600ft) and forb X'ut western boundary* Along the 

Co act rune a shallow coral reef, which in places, forms ielnnds*

2*113 POim^ATICU

Bocnuce the boundaries have only been recently established, 

tliere ia no accurate measure of the porulatlon* However, taking; 

the 196? figure for the city and : sisiraa Diatrict together gives a 

po ulntion of 348,472* Fror* information from the District® the
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population of the Region was estimated to be 537*000 in 1974.

The BRAUJP (Bureau of Resource Assessment ft Land Uoe planning of 

University of Oar-es-hala'un) prediction for 1975 is 637*000 of 

which the city contribute 517*000. This would suggest a growth 

rate since 1967 for the city at 8.5 >̂ and nearly 4^ for the rest 

of the Region, which is higher than the average growth of the country 

os a whole.
0

The district data gives the population of each of the districts 

to be as follows: Klnondoni 178,000* Ilala 200,000, and Terseke

157.000. Vithin the city area the population is distributed as 

f o l l o w s H a g o a t n l  55*000 people, ?'ansene 53*000 Uuguruni 46*000* 

Kariakoo 46*000* Teroeke 45*000, Kurasini/fatoni 39,000, Ilala 29,000, 

Kinondoni/^lwananyaanalla 25,000, Changfambe 23*000, City Centre 

15*000, Kipswa 14,000, Upanga 13*000, Ukonga 12,000, Vingunguti

10.000, Kawe 10,000 I/saaani 10,000, Ubungo industrial area 9*000, 

Oyster Boy 8,000, Kigsabonl 6,000 Ubungo/Qniversity 5,000, Pugu

oad industrial area 5,000, Kijitonyoma 3,000, Regent state 3*000, 

lilikocheni 1,000 and Sinza 1,000^# The estimated density of
ppopulation in the rhole Region ranges from 652 persons per km 

(Kariakoo area) to 410 persons lea2 (regent hatate). This compares 

with the estimated national population density of 16 persons 

per km2#

Dar-es-ealaam city has not only the lowest birth rate in 

the country* it also has one of lower death rates. The major 

cause for the city and surrounding areas growth is the massive 

immigration* both from other Regions and from neighbouring

countries.



Table 2 and 3 below givos a clear picturo of growth of 
population in dar-es—.̂ alaain and ago - sex composition* Mar 
2 shows the physical growth and expansion of the oity from
1886 to 1975*

TA3LE 2l QAii-EJ-SALA M POrULiriON ; .urm A?fD
C0MPC3ITICN
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TOTAL n Ai? iICAN ASIAN EU.iOPJVN OTHERS SOURCE

1886 4-5»ooo 5,ooo 207 Kitcheners estimate
1894 11,000 9,ooo 1,620 400 - Jeut3Ghe Colonial 

Blatt estimate
1900 20,000 18,000 1,480 360 —
1913 22,500 19,000 2,500 1,000 - a  N M

1921 24,600 20,000 4,000 600 - Census
1931 34t 300 24,000 9,000 If 330 - Census
1943 45tlOO 37,ooo 11,000 1,100 - Estimates based 

on hut count
1948 62,227 51,000 16,270 1,726 4 66 Census
1951 99*140 72,000 22,547 3,603 660 Census
1957 128,742 92,300 29,986 4,479 914 Census
1964 180,000 - - - - City Estimate
1967 272,000+ - - - Census
1974 462,400 Y —

+347,000 within City Planning Area 
*462,400 within City Planning Aroa

Sources t (l) CSillman C*U, Oar-ea— Salaam i860 - 1940# in 
Tan/ranvika Notes and Aooords. Volume 20# 1945 Pago 22

(11) Leslie J* A., A Social Survey of Jar-eo-Jalaanu

Lon Ioni Oxford University Press 1963 page 70
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ACE (JftCUP MALES P J5ALCS
• Number Percentage Number Percentage

19,849 13,6 20,191 17
5-9 14,199 9.3 15,411 13
10-14 10,209 7.0 9,471 8
15-19 14,209 9.5 13,616 11.4
20-24 17,503 13.0 15,453 13
25-29 20,841 14.5 15,174 12
30-34 14,467 9.6 9,530 8
35-39 12,652 8*2 6,834 5.6

* 40-44 7,274 4.6 4,236 3.4
45-49 6,260 3.8 3,308 2.7
50-54 3,667 2.7 2,399 2

55-59 2,326 1.4 1,258 0.9
60-64 1,734 1.0 1,307 1
65-69 934 0*6 712 0.5
70-74 567 0*1 567 0*3
75+ 1,591 1.0 1,505 1.2

Total 148,421 100 119,972 100

Jouroe 1- Census Report, Tanzania, 1967

Table 2 shows that from 1887 to 1943 the rate of growth 
of Jar-eo-Salaam was relatively stable except for a period 
between 1900 and 1920 when it decreased slightly* This is 
probably accounted for by a decrease in - imigration caused 
by fc.orld War 1J.. In the period from 1943-1957 Doi^-es-Salaam 
experienced a rapid rate of population increase* In this 
14 year period the population inoreased by arproximately
84,000 persons or 186/o* In the nine year period from 1948 to 
1957 the total increase was about 85/% Between 1948 and
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1967 (the last oenous year) Jar-es-iialaaa experienced the highest 
increase in population! 293#6$# This is compared to a national 
increase for the cane period of only 63*5/* At all times 
between 1948 and 1967 Jar-es-Lialaam contained at least 
three times the population of its nearest rival, Tanga# In 
fact, by 1967, the population of Jar-eo-Lialaam was over four 
times that of Tanga, indicating that it will retain its position 
as the largest oity for some time to come.

Table 3 above shows population structure by sex and age#
A large proportion of population is in the sohool going age 
group between 5“24 years# There is a relatively large proportion 
of working age population (2CV54 years) while there is a decreasing 
number of old people# This is characteristic of urban population 
due to migration of people from rural to urban areas in search of 
employment# The total of men and women differs in few hundreds#
The oity has a working age population 60;-# The sex ratio for 
I)ar-e&->jalaam city as a whole was approximately 125 niales 
to 100 femalos#

2tl#4 EKPU YMhifT

Tho latest information on the structure of the labour force 
in Dar-es-Solaem is set out in Table 4 below for year 1972 and 
Map 3 for year 1973# The figures refor to total employment 
including regular and casual labour# In 1972 the five largest 
employment categories namely Manufacturing, Conotruction,
Commerce, Transport/Communioations and gervicos accounted for 
over 72,000 or over 90$ of the tot*l#

Table 5 illustrates the employment position of Jar-os-Jalaam 
vio— a — vis other Regional capitals in the country#

We can deduoe the following faots from Tables 4 and 5 and ' 
map 3#

(a) Manufacturing —  this inoludes all establishments
engaged in the production, assembly or repair of any 
article or thing# 1972 thore were 245 manufacturing
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NAIROBI 1975 /7 6



.;?.y i: . ^ k ? i , L > y n ,1212

Mining Public Tr ns* ort
Town

Agricul­
ture

A quarr­
ying

anufa-
cturing

Utili­
ties

Constru- Coron­
et ion - crce

& Cornuni—
cations Finance Services Total

Arusha 403 5 3,782 433 1,146 1,260 1,011 224 2,291 10,565
Bokoba 292 - 1,978 307 302 1.435 111 77 2,378 6,880
mr-e»-
Jalaan 1,178 62 22,518 1,683 6,387 10,175 16,579 4,517 16,972 80,071
.Jodona 395 221 151 1,616 690 368 641 48 1,322 5,454
Iringa 196 • 838 59 778 408 1,271 56 1,870 5,476
Kigomm 293 - 6 151 478 168 1,080 35 648 2,359
Lindi 50 - 94 27 990 210 78 53 414 1,916
Ifboya 211 12 195 771 1*450 412 736 96 2,492 5,975
Morogoro 680 15 2,180 344 4* 626 318 949 61 3,355 12,528

Moshi - 319 1,880 1,046 1,459 1,064 615 231 3,005 9,649
Ittwara 180 - • 829 193 1.2C4 757 1,131 52 1,373 5.719
Mas emu 348 - 87 21 838 298 ?91 44 2,249 4,176
Mwansa 209 11 2,776 873 732 1,413 1,596 164 3,347 11,123
ihinyan a 97 - 88 12 1,336 132 185 60 907 2,817
.ingida 53 16 24 337 389 222 38 * 29 562 1,670
>on;e& 193 - 10 23 340 197 27 31 823 1,644
Tabora 567 - 424 438 3,110 309 1,161 59 1,973 8,041
Tan^n 489 16 2,205 692 1,573 1,258 2,790 197 3,215 12,435

?otal __ §22____ . , ,49*965 3.636 27.858 39. .222____ §i,934 42»1?6 J f t S  ... _
Source:- Purvey of ar lrynai an.i arnin , i 72 TMt s m  of ;tatisties, Ministry of cons U  

Affairs & Development Planning, Dar—es-Salaam, May 1974# Appendix (XXXl) page 74
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firms in Bar—es-Balaam comprising 33$ of the total 
manufacturing firms in the country# The total estimated 
employment for these 245 establishments is 22,518 or 
56*2,0 of total national urban employment in this sector# 
The food products and textile and wearing apparel firms 
employ nearly half of the Jar-es-.ialaara manufacturing 
labour force* Only a few of the manufacturing firms are 
totally export oriented# The principal market area for 
most of them is within Tanzania although some of them 
market their products to Kenya* Zambia, Uganda and other 
African and overseas countries# Howeverf iar-ea-Balaam 
provides the largest market for most of the goods sold 
in the oountry#

There are six industrial sites in Cor-es-Balaam area — 
fugu Hoad/Chang * oir.be# Ubungo, Oeresani/Kurasini/Nkrunah Ctreetf 
Kawe, Waso Hill and Kigamboni#

(b) Commercial Cervices - commercial services cover all 
wholesale and retail establishments! oo-operative 
marketing! restaurants and hotels# Using thi3 definition 
the Car-es-CalaanUs total employment in thio sector in 1972 

woe 10f 175 people or 49*8^ of total national urban labour 
force in this sector# At present the Central Area contains 
most of Jar-c e-Balaam* o commercial development# Uinor 
exceptions are (1) wholesale businesses located in association 
with the warehousing areas! (ii) Uponga,s small commercial 
district including tourist hotels, (iii) a new shopping 
centre located in tyetor Bay, (iv) numerous small shops 
located in high density residential areas and (v) service 
stations along the main traffic arteries# The largest 
publio market in Dar-es-Balaam — the shillings 23 million/' 
ultra modern Kariakoo market - is located in the Central 
Business Distriot#
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(o) Transport and Communications- This sector is the third 
largest erap1oyer after Manufacturing and Services 
sectors* Includes all establishments engaged in 
stevedoring clearing and forwarding, land, water and 
air transport and posts and telecommunications* Included 
are also storage and warehousing allied to transport, 
hast African Cargo Handling 3ervioes and construction 
by the ast African hallways Corporation in so far as 
it is a service to existing transport services*

The major warehousing and railway 'dock areas arc concentrated 
in Kurasini and area 3outh and west of the intersection of Korogoro 
Bond and City Drive* A limited amount of warehousing is also located 
in the lAigu .ond/Chang* ombe area and the new Ubungo industrial area* 
The northwest portion of Ckirozani is the location of Covcmraent 
publio works stores and vehicle depot* In 1972, 16,579 people 
were employed in Dar-es-Snlonm accounting for 54*7/ of national 
employment in this sector*

(d) Construction — all establialiments engaged in the 
construction and maintenance of roads, buildings 
and other works# Phis sector enjployed 6,307 people 
in 1972 accounting for 22*9/ of the national urban 
labour force in this sector# Thoro is no significant 
trend in new building construction since the 1971 

Acquisition of Buildings Act was passed nationalising 
all buildings worth more than JhsslOO,OCX)/— •

(e) Services - (including community, social and personal 
services)* All establichmonts providing educational, 
health, veterinary, recreational, cultural, perconal, 
houcehold and other related services, welfare institutions 
as well as business, professional and labour associations 
are also included* Total employment in this sector
in 1972 was 16,972 or 34*4^ of national urban labour foroc 
in this sector*
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(f) Agriculture - all establishments in agricultural 
activities - crop husbandry, livestock forestry and 
fishing* Manufacturing of agricultural products*
Although agriculture plays a major role in the econocy 
of Tanzania, its coverage in the employment and earnings 
statistics is not complete* In :)ar-oo-ialaam city 1,178 
people were employed in this sector in 1972 accounting for 
more than 20% of national urban labour force in the 
sootor* Fishing 1b a very important activity in Uar-es- 
Salaam*

(g) Mining and quarrying — of little significance in 
Dar-oa—:>ala/un* Inolude3 all establishments en«;aged in 
mining, alluvial digging and quarry* Total employment 
in the sector is 62 people accounting for 9$  of national 
urban labour force in this sector*

(h) Public Utilities - eleotrioity gas and water* All
ontablishmonts engaged in the production and supply 
of eleotrioity, gas and water including tho Water 
Department and Irrigation Division of the Central 
Government* Total employment in this sector is 1,683
people accounting for 1.9% of national urban labour force 
in the eeotor*

(i) Financing — (including insurance, real ostate and business 
services)* M  financial institutions (l*e* banks, other 
credit institutions and financial services)! insurances, 
real estates and business (c*g advooating, accounting, 
auditing, book-keeping, data processing and tabulating 
service)* Total eiqployeos in Jar-es-iialaao are 4#517 people 
or 74*8$ of total national urban labour force in this 
sector*
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2*1*5 \  co: runic., ti: n

Altogether, the Region has 848 kraa of roads of all sorts of 
which 514 tans are all - weather roads* Many of the roads however, 
are in poor condition* The Region serves as the focus for much of 
the road network for the count ly, with the Kilwa I:cad from the 
Rufiji and the south, the Fugu Road, the Moro joro Read which f o m s  
the first part of the Tanzania^ambia highway and also branches off 
to the north, and the Dagaraoyo Road* The termini for the Central 
Railway lino to the west of the country and the I'anzania-Zambia 
Railway line to Zambia »xe both within the Region* Jar-eo-Jalaara 
has also the main international airport and the country’s chief 
seaport*

2*1:6 futu... op lvu.xN lif . in

Iho policy of decentralisation has not only prescribed the 
growth of industry in Jar-ee-Salaam in favour of the other major 
towns in the country, but lias also led to the propoood removal 
of the capital to Dodoma* Inevitably this will mean not only the 
loss of many branches of the Government organisation but also 
the loos of headquarters of industry and a large section of the 
foreign governments’ contingents* At the same time, with the 
increased port facilities and better r. au and rail comm.nicauions 
with neighbouring countries, industry and oomrcerce are likely to 
grow*

Finally, although it is proposed that the c apital should move 
in the next ten yearo, it is unlikely that all the affcotod 
activities mentioned above will move immediately and it would 
seem safe to say, therefore, that the Region is likely to grow 
at much the same rate as before for tho next ton years or so*
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Jar-ea-.3alaan City services was introduced as a result of 
a recommendation oontainod in a 1949 new plan for the oity by 
Six Alexander Gibbs and rhxtners* The original bu6 company was 
the Jar-ee-Salaara Motor Transport Company Ltd* (l)*M*T*) and
changed its name to UDA in 1974*

i)WT Ltd, was incorporated on 22nd June 1949 to start a 
Public Bus Service in the city of Gar-os-Salaara* The operation 
oor^onied with two buses on 1st November, 1949# and increased 
to nine buses by the end of that year* The Company which was 
responsible for tho management and operation of the DMT Services 
was tho United Transport Overseas Ltd (U*T»C) of 3ritain until 
the nationalisation of D*M*T* on 1st April 1970*

Tho DMT Company Ltdf played a loading role in establishing 
public passonrer transport in Tanzania by extending its town 
services to tho country services, in 1953* After independence 
in 1961, there was public urge to participate in all forms of 
public enterprises* For this reason, the now defunct City 
Counoil of i)ar-cs-Salaam acquired 25X Share-holding in the 
Company in 19^5« And on the lot April 1970 DKT was nationalised 
by the Government by purchasing the remaining 75$ of the shares 
which were the property of U*T*C*

According to transport experts,* transport concern in 
developing country like Tanzania cannot be run properly when 
it has a fleet of more than 300 busc3* Considering this 
important factor, the National Transport Corporation (parent 
company of U M )  decided to split its subsidiary transport 
company (DKT) into two companies on May 1st, 1974, one to deal 
with City Services - Shirika la Usafiri Jar-es-Galaam ompany Ltd



(UDA) and the other with or untry services - National 3us Services 
Con?}any Ltd. UDA was granted monopoly by the Government to operate 
public transport in Oar W f l i l i W  in September 1974 with tlia 
abolition of "Thumni Thiunnis", the Tanzania counterparts of Kenya 
"MatatusV

t|2t2 PmfflBJTCKH m

In order to achieve efficiency and effectivenessf the
Company is organised along four Departments each with specific 
duties and responsibilities* Per3onnolf Accounts, Traffic and 
Engineering Departments*

On top of the hierarchy is the General Manager who is the 
overall incharge of tho Company*

2*3 EXISTING RCUTt; NET.fOiK - ITS ■ SL aTHNSHIF TO FLAC ,3
o»!■ ./o a k a n j :J.siDENcr

The form and shape of the city of Dar-eo—Salaamf with a 
population of about half* a million people is decisively 
influenced by its natural setting* The location of tho city 
or the sea in relation to the country finis its expression in 
the main traffic routes radiating from the city* The existing 
road network of Dar-eo-Jolaam is a radial system - Lagarooyo 
Road, Morogoro Road, Pugu Road and Kilwa Road representing the 
Spokes* There are also circumferential links* The radial road 
system gives tho Central Business District (CBD) a special 
advantage in accessibility but on the other hand this has oreated 
capacity and parking problems*

2«3tl p.... J:,KT PAfr-Ji CP u ja

Kap 4 shows the existing bus routes in iar-es—Balaam* After 
a comparative study of bus routing system of Kenya 3us 

Services (K.B#3) in Nairobi and UDA in Dar-eo-3alaara, the author
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comoo out with an idea that & good bus system should at least 
fulfill the following rsquirorriontsx-

(a) routes should be oapablo of meeting travel desire 
with minimum of intcr-changos

(b) routes should not normally ply in more than
two -general direotiono9 the angles between which 
should be as obtuse as possiblet ir^lyin * that 
as far as possible routes should be taken in straight 
direction with minimus of deviation#

(o) routes should normally be sited beyond rather than 
att the converging points of city oontrest and this 
signifies that routes should be planned to run 
through the CBD areas rather than being allowed to 
run into thorn j however tho oplit-in-sorvioos to raest 
the special demand during peak hours will have to 
bs exempted from this oriterior#

(d) route length, normally be such as to enable the trips 
to be performed in not more than 40 minutes of 
journey tlmev unlcsn it is imperative in exceptional 
oases and in the case of outer village routes and 
split—in-cxerviocs during peak hours#

(e) a few routes ohould preferably be kept off from the 
highly eon eoted and inaccessible placcn, though a 
good number of the routes may be allowed to enter into 
those areasf while other routes have to be within 
reasonable walkin’ distanoe#

(f) the coverage and structure of routes should normally 
be such as to embody an element of diversification
in the sense that routes originating from an important 
locality should have a dispersal character with diverse
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connections to different types of land use, with no 
particular placo having more than ono or two direct 
connecting routesf unless it is too difficult to disperse 
them*

(g) all the neighbouring places of locality shouldt 
generally bo linked with it by direct routes*

The section to follow is critical analysis of the bus route 
system in Jar-os—Salaam to soe if it conforms to the above 
criterion* Table 6 below summarizes all the major features of 
the route system* The following is the author*s definition 
of four main groups of activities performed in different zones 
of city* The activities are!

(a) Residential activities - includes all individual and 
household activities that take place in residential 
areas* Retail shops, produos markets, Schools (nursery, 
primary and secondary), dispensaries and olinios, small 
scale industry, recreation, bars, lodging houses, hotels, 
sports, religious activities etc*

(b) Commercial activities - wholesale and retail trade 
activities related to tourism, transport and 
communication, etc*

(c) Industrial activities — construction, manufacturing 
(refining, fabricating, assembly, storage and packing)

(d) Agricultural activities — cash and subsistence crop 
production and marketing, fishing*

(e) Institutional activities - Government, parastatal 
and private firms offices, embassies, financial 
institutions, religious, recreational, protective 
services and related activities (e*g* police, army, fire, 
courts), publio safety and inspection services, public 
works and maintenance activities, labour, professional, 
welfare aotivitiee, political activities etc University 
of Dar-ea-3alaam.



Service
Humber Line

No o f Trips 
buses per

bus

1 Kinondoni-Old Post Office 1 29
1A Kinondoni—Old Pont Office 2 32
2 Msarainyanalla-Old Post Office 4 30
2\ Mwananyamulla 3-Old Poet Office 3 38
23 Mwananyamalla 3-Old Poet office 1 28

2C Mwananyamalla 3-Old Post office 2 34
2D Jtoananyamallâ -Iiihimbili Hospital 1 30
3 Bugtiruni — Ilanzene 2 26

3A Bi^uruni—Jul im bili Ilosjital 1 30
3B Temeko-Ifuhinbili Hospital 2 16
4 Suneuratex-ICariakoo 3 24
4A (5on. o la Kboto-Old Post Office 3 26

43 Kisarawe - Kariakoo 2 12
4C Ukoiv^-014 Post Office 2 24
5 Kawc-Old Pont Office 4 20
5A KawC—Old Pont Office 2 26
6 University-*Old Post Office 2 26

Ho o f Pound Travell- 
a  l i f t s  tr ip  in^ tine 

route (rouiki 
length tr ip  hrs)
(kn)

Main A otiv i—
activi- ties at
t ie s  at in te r-
zone o f mediate
o rig in  zones
o f route

Main 
activi­
ties at 
terminal 
zone

2 .30 1 1 1.2,3
2 17.4 1.0/ ' 1 1. 2 -*io—
2 1.05 1 1 —do—
3 1.05 1 1 -do—
2 28*4 1.10 1 I f  2 -do—
3 25.4 1.10 1 I f  2 —do—
2 12.2 1.0 1 1 ^io—
2 22.2 1.30 1 I f  2 1
2 13.6 1.0 1 I f  2 4
2 18 2.0 1 I f  2 4
3 3 I f  2 I f  2
3 36.4 1.30 1 I f  2 1,2, 3,4
2 58.6 4.0 1#5 U 3 I f  2
2 32.4 1.30 4,1 I f  2 1,2, 3,4
2 25 1.30 1.3.4 I f  2 -d o -

3 25 1.30 -do— —do— -dO-
3 28.1 1.30 4 1.2 —do—



Table 6 continued

6a University - Cld Post Office 1 24 3
6b University — Kariakoo 1 p6 2
7 Africana^-Old Foot office 1 16 2
7A Bahari 3each—Cld Post Office 1 20 3
8 University -  Old Post Office 1 28 3
8A University — Cld Post Office 1 28 3
8c Manzese - Old Post Office 2 28 3
9 Mbezi — Kariakoo 2 16 2
9A Kimara - Old Post Office 4 16 2
9B Ubunjo-Old Post Office 6 20 2
9C Kibaha - Kariakoo 2 14 13
10 Kigogo - Kanzcso 2 30 3
11 Kigogo - Old Post Office 6 33 3
11A Habibo - >’erry 1 24 2
11B Mabibo —  Perxy 1 22 2
1? Buguruni — j'erry 5 33 3
13 Ki*araba — Old Post Office 6 34 3
14 Kagera - Old Tost Office 6 36 3
15 Shino la Udongo-Pngoraeni Kondoa 2 30 3
15A ^Torneni Kondoa — Perry 3 29i 2
15B Shiao la Udon^o - Old Post Office 2 37 3



28*1 1.30 4 1.2 1 .2, 3.4
28.2 1.10 4 1.2 1.2
94 2 1.2 1.2, 3.4
91.6 2 1.2 -do-
28*1 1.30 4 1.2 -do-
28*1 1.30 4 1.2 —do—
17.0 1.30 If 2 1.2 1.2. 3,4
42 2.0 5 1.3 1.3
35.8 2.0 5 1.3 1.2, 3,4
22*6 1.30 I# 3 1 -do—

108 3.30 4f 5 1.3 1.2
23.8 It 30 1 It* 1
13.2 1.0 1 1.2 1.2, 3,4
15 1.20 1 1.2 4,5
15 1.0 1 1.2 4.5
14.8 1.0 1 1.2 4,5
17.4 1.10 1 If* 1.3, 3,4
17.4 1.10 1 1.2 -do—
17.4 1.0 1 If 2 1
14.2 1.0 1 1.2 4,5
13.2 •45 1 1.2 1.2, 3,4



A  .Qgntinned

16 Tornek* — University 2 20
17 lomeke —  University 2 20
18 Teraefce —  Kuhinuili Hos: ital 2 31
19 Tandika — Muhirabili Hosp ital 2 37
20 Tencke — Old Post Office 7 33
201 Toraeke —  Kariakoo 2 39
21 Ttjndika — Old Fost Office 5 32
22 Yonbo - Old Post Office 1 32
23 Yorabo — Old Post Office 1 33
24 National Stadium —  ferry 1 31
25 National Stadium - "orry 1 31
26 Keko — erxy 1 31
27 Keko - ’erry 1 31
28 Kon^owc — Kinondoni 3 16
28a Hbagala - Old Post Office 2 19
29 Koncowe - Kinandoni 2 20
2 % Mtoni - Old Post Office 2 30
30 Kiparan«;vanda^:iuhimbili Hospital 3 10
31 tepipa — Masaki 1 16
3 U Muhirabili Hospital — Masaki 2 28

)



3 ' 42*6 2.0
3 42.6 2.0
2 20.9 1.0
3 20.9 1.0
3 17.4 1.10
3 12 1.0
3 23.5 1.10
2 18 1.0
2 18 1.0
2 16.1 1.0
2 16.1 1.0
2 14.7 1.0
2 14.7 1.0
2 49 2.0
2 36.2 1.30
3 49 2.40
2 18 1.10
2 108.6 6.20
2 17.4 2.0
3 38.8 2.0

30

I t  2, 3 4

1*2*3 4

1*2*3 4

1*2*3 4

1.2*3 1*2* 3 .4

3 /
1*2

1 .2 ,3 1*2. 3*4

1*2*3 «^ lo -

1*2*3 — lo—

1*2 4 .5

1 .2 -«io—

1*2 -d o -

1*2 —do—

1*2 1

1*2 1.2* 3*4

1*2 1

1*2 1.2* 3 .4

1 .2 4

1.2 1

1.2 1

1
1
1
1
1
1
1
1
1
1
1
1.4
1
5
5
5
5 *
5
1
4



Cable 6 continued

32 Kapipa — Mikoroshoni 1 22 2
32A Kuhimbili Hosp ital-Mikoroshoni 2 22 2
33 Vinguncuti — Jtepipa 1 26 3
33A Vingunguti - Ferry 2 20 2

34 Kurasini — Kinondoni B 2 20 3
35 Kurasini — Kinondoni B 2 17 2
36 Buguruni — Kariakoo 1 36 2
36a Mikooheni — Wuhimbili Hospital 2 24 2
36b Huhimbili Hospital-Ocean Road Hosp« — — •

Notes— Columns 89 9t and 10:-

(1) Residential activities
(2) Commercial activities
(3) Industrial activities
(4 ) Institutional activities
(5) Agricultural activities.



* — 1

17*4 1*0 1 1.2 1

26.6 1.30 4 If 2 1

• 1.30 1 I* 2*3 1

21m 2 1.30 1 If 2f 3 4*5

33.2 2*0 l f3 If 2 1

33.2 2.0 1#3 If 2 1

11 .45 1 1 If 2

29 1.30 1 If 2 4

•  • • 4 If 2 4
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Overall, there are 36 routes* .̂ omc of these are lividod 
into several cervices and curri nily there are 67 services*
(Gee Column 2 above)* ?or the period 1970-1972 UJA used to 
operate on 8 routes* Three new routes were added in January 
1973t to make it eleven* i*ie to expansion of the city in terms 
of both population and physioal size, the Company was obliged 
to expand her sphore of operation so as to cover now areas 
hitherto negloctod by bus service and at sane time to improve 
the existing routes* To this effeot the new route system was 
introduced on 17th February, 1974#

If one compares the bus routes with the existing network 
of roads and population distribution as shown in Mop 3 one 
gets the impression* and it is clear that the routes are well 
planned* Prom this map and Table 6 above we can identify the 
following oharaoteristics of the bus routes i-

(a) They follow the better maintained main roads* These 
are the only four radial roads (Kllwa Road, Morogoro
Road* Bar.amoyo Road and Pogu Hood) which radiate 
from the oity centre to different parts of the country*

(b) Peeder bus routes are connected to radial roads to 
give easy access to residential, commercial, industrial
and institutional areas*

(o) The network connects the six industrial 
districts with residential distriots*

(d) The network extends to heavily populated districts*
(e) the routes interact at points which allow passengers 

to change from one route to another* There are only 
2 interchange points or main bus terminals, Kariakoo, 
the CBD characterized by concentration of business, 
commercial* entertainment* cultural and political 
funotions* and the Old Post office where the majority
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(f)

(*>

The

(b)

(o)

of Gov mmcnt offices are located with (tourist) hotels, 
lodging, wholesale and retail trade oto*

thqy serve both the inner oity and outskirts and 
rural areas hence serving both rural and urban 
population*

all residential distriots have aooess to specialist 
medical facilities available at the main Consultant 
Hospital in the oountry, Kukimbili Hospital* There 
is also the Faculty of Medicine of the University of 
dar-es-3alaam| Nursing Training Centre, iohool for 
training Laboratory Technicians etc at Huhimbili*
If ono looks at the frequency column - Table 6 oolumn 
4 above showing the number of trips per bus it can be 
seen that Muhimbili hospital is the only terminal route 
zone with the highest bus frequency* The hosy ital is 
supposed to be served with 430 bus trips per day by 18 
buses from all corners of city*

route system suffers from the following defectsl—
the system is now determined by the existing road 
network which has a low oapooity and consists of only 
few roods in the main directions* As a result of 
this passenger flow can't follow the shortest way 
between centres of work and residence* This means the 
elongation of the travelling time as well a3 wasted 
kins, both of which affect productivity*

some of the existing routes are unnooeesarily long 
for example service Nos* 4B, 7t 7A# 9C and 30*

several routos intersect the CBi> whioh increases 
congestion in tho area and reduces ths operational speed, 
frequency and thus bears a negative influence on efficiency 
and effectiveness*
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In Chapter 4 the author suggests the way the bus system 
should be re-organieed given the existing road conditions in 
the city* Let us now see how the demand in mass transportation 
has been growing year after year*

2:4 TI- VJti IN KA 33 T.lVIi’JPC .iT\?IQ) J J4ANJ

ihe extent of rising demand for mans transportation can be 
gauged from the fact that the average number of passen ers 
travelling by UDA buses was I66t024 in 1949 and rose to 
30,812,398 in 3974 after two and a half decades thus showing a 
steady incror.se from year to year*

This steady increase in demand is due to a variety of reasons 
seme of which aroi—

(a) Sprawling suburban area of city, increase in both 
the population and density, besides rising trend in 
employment which results in rising per capita income

(b) concentration of work centres and recreational 
facilities in certain specific places away from the 
residential colonies in the suburbs and the increasing 
distance between homo and work.

Graph 1 gives an account of yearly growth of operational 
features of UJA from 1949 - 1974*

2*5 J CLilh, IN AV . ew-, .ib.w . CV i
: . auj , . w . .1 j:il

Gradual expansion of Ui)A services during the period of 
2& decades is evident from the fact that the fleet strength 
of UJA has steadily risen from 9 bu30B in 1949 with total 
performed distance of 38,2&4 miles carrying 166,024 passengers 
to 288 buses in 1974 with total performed distance of 10,274,295 
miles oarrying 80,812,398 passengers* Ity July 1975 the Company
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hod 374 buses* 'ne can a> e that there has boon an expansion in 
both the number of buses or ora tint? and passes ;ora carried. But 
information extracted by tho author from. UDA l-ovoals that, the 
av ra.;e daily effective distance or crated is going down, and 
especially so during the heavy expansion of the bus fleet* fhe 
implication is that while there is a rise in (i) the number of 
buses on read and the carrying/soating capacity provided, (ii) 
the proportion of population served and (iii) the ■number of 
pasoenrers carried was quite phenomenon, it is a sad oemnantory 
that the average number of pacsea^rs per bus, per seat and 
per thousand effootive scat miles is recording nor- or lees a 
steady deoline which is more prenounoe*! during the latter years 
as compared to the earlier ones*

I*or example, if we divide the number of passengers carried 
by tho number of buses available in order to find tho average 
number of pasaen »rs per bus wo shall arrive at tht following 
figures for tho ciontho of July 1970 - 1975 (Table 7)# 3ee 
also ..ppendix T*

•'.I— ______

MOfTPH/TEAIi PA35 il. HjOCAuRILD «o *o f aua .a PA3s:jia-a p.:n b u s

July 1970 5.054,071 114 44.333

July 1971 5,797,456 139 41,708

July 1972 6,725,092 1T5 38,429

July 1973 6,976,592 206 33,866

July 1974 5,951,046 221 26,927

July 1?75 8,660,248 292 29,678

Notes (1) .jccludce 50 mini—bun*?s and M  Dcarua buses 
whioh wv.re not operating during period*

(2) . ass >n cxe per bus hue ir.oreasod from 26,927 in 
July 1975 because during this period tho Company 
reinforced its fleet by purchasing eight new F i^ 
and 20 new Leyland buses*
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One of the reasons for this docline in mimbor of passengers per 
bus botween July 1970 - July 1974 oan be explained tor the fierce
competition tJJA fciood from Thumni dhumnis so that seat occupancy

ratio was low in UDA buses. The private buses were abolished in
September 1974* The average number of pas sen -era per bus lias
increased from July 1974—1975 because UDA is operating in a
monopoly situation.

Sooondly# a number of UDA bucos arc grounded duo to technical 
failures and inadequate raaintcn&noe and servicing.

2*6 C H A ± £ ? _ J _ U ± ;

'ifc© follow ing are the charaoteristics o f existing UDA buses:-

TA31T 8 1

Vehicle Price Life Fuel permi- Capa- Fuel Coun- Total No-
Bake She Year* Consult- ssible oity Typo try of buses

tion oapacity when of including
kii/litrc (Paseen reic ) Over • nanu- those -

Loaded faoture recomm­
ended 
for scra­
pping

Ley land 8 2.4 30 seats
Albion 174533 (existing) + 140+ >iesel Britain 108
CD-23 Jopt. 40 Stan-
CD-25 1974 nding
CD-27
Mercedes 91720 6§ 2.5 50 seats
Benz May (exis- ■f 140+ Diesel West 66
of-14.13 1972 ting) 40 stan— Germany

ding
M a t
643^1

209950 
Se pt.

8 1.8 
(oxio-

50 Seats 
♦ 140+ Diesel Italy 67

643/1:2 1974 ting) 40 Star*-
331A ding

Ikams 410000 5 1.7 37 seats
280 Jan. (expeo- ♦

1975 ted) 113 stan­
ding

250+ Diesel Hungary 32
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Jfeble 8 continued

Beams
266

280000 5 2*2 
January (expected)
1975

28 seats 
+

62 Standing
140+

Diesel Hungary 51

Isuzu 70,000 4 5 25 seats petrol Japan 50
TLG 52B October (axpectod) •f 40-f

6 standing

TOTA! OP ALL FIX ,3 374

216.1 .' "iTHN Q BUSES'

The Company 1b operating five different makes of vehioles 
comprising ten models* The Oldest introduced make is Leyland 
followed by Plat* Benz was introduced in 1972* The reoont 
makes are Isuzu and Beams* The following are some of the 
characteristics of 'these buses taking due consideration of such 
factors as riding oorafort, convenience etc*

(a) Albion* 3enz and Plat — mott of those buses are built 
in Jar-ea—Galoam although the charic is imported* >ome 
of them are built in Nairobi* This results in the 
following advantages! Saving in foreign currency! cheap 
and sturdy construction! the construction can be adapted 
to loo&l condition and specific wishes of’ 9 ; the two
different doors (entry and exit) allows faster handling 
(boarding and alighting) of pasoengors; more efficient 
checking of tickets by inspectors and makes work easier 
for conductor when issuing tickets) standardized super­
structure* repairs are relatively cheap, size of tyros 
are same for front and rear wheels*



The following are the short-comings of the vehiclest the 
floor is high which leads to high and awkward steps, consequently 
it is difficult to get on the bus and a considerable amount of 
time is required for getting on and off at stops - an obstaole 
for old and decrepit people) relatively small windows giving 
rise to inadequate ventillation and consequently uncomfortable 
ride; no roof ventillators on these buses; the buses are 
equipped with only one rear view mirror on the outside this 
endangers safety, there is therefore need to have two exterior 
mirrors; a few of these buses have one door for both boarding and 
alighting passengers* This gives rise to delays*

(b) Ikarus - are manufactured for oity and suburban services* 
Especially Ikarus 280 is designed for the peak hours on 
roads where a great number of passengers has to be 
transported simultaneous* The 280 is an articulated 
bus consisting of a two - unit vehicle* It has large 
o&paoity, low floor height for ease of passenger boarding 
and alighting, wide entrances and exits, roof 
ventillators and big windows, lower oapital oost of 
vehicle and infrastructure including depots, greater 
flexibility of operation, more labour intensive operation 
greater elasticity of between demand and the introduction 
of additional buses, and higher local manufacturing labour 
input whon these buses will be assembled in Tansania 
as the Government plans to do so*

(o) Isusu mini-buses- one man operation is a saving in 
operating oost8, higher speed than maxi buses thus 
high frequency, very flexible, operate on any route 
where passenger load is high, have no route tables*

Because of shortage of buses in any day, overloading and 
overcrowding of passengers is the order of the day particularly 
during peak periods* Taking passengers in exoess of permissible 
oapaoity is not conducive to the efficient operation of passenger
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service, as it results in higher wear and tear and other 
operating cost of the bus on the one hand and extra delay and 
inconvenience to passengers as well as to running staff on the 
other*

2*7 CPU.: LaT P N  BJTW'EN 3US T-tlP JMIAND IN
' ' ......................... ;

AVAIIA3L . BUS CAPACITY
*

A number of bus traffic studies wero undertaken by Jar—es— 
lalaam based Cowiconsult Company in June 1973t (Consulting 
Engineers and Planners) as part of an exercise in determining 
the provision and extension of bus services to five Site and 
Service areas in Dar-es-oalaam vis* Tabata WeBt9 Manzeze 
North, ‘Jinza, Kijitonyama and Mikooheni.^

Their findings are of interest to us as Physical Planners 
since the data oolleoted reveals the relationship between public 
transportation and land use and we can also deduoe whether the 
bus service level is adequate or not in meeting the different 
demands of urban dwellers* On the whole UDA has not fully 
satisfied the travel demand of bus riders in connecting their 
activities in different land use areas*

The following are their study findings* The author has 
tried to make some comments in areas of interest*

Map 5 shows the location of oounting stations*

2*7*1 EVi..aiTKc;,a of th buj

Prom UDA timetables the expected number of buses per hour 
were calculated for the roadnet in Dar-es-Salaam* The frequences 
do not vary rauoh during the day and in Map 6 is shown the then 
existing 1973 service with 167 buses operating. At several 
checkpoints the actual frequence was measured on the 6tht 7th and 
8th June, 1973* For the 5 mainroads in Dar -es-:>alaamf Table 9t
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TABLE 9 BUS CENSUS

NUMBER OF BUSES PEP HOUR PASSING 
CHECKPOINTS AT THE MAIN ROADS

Upanga
Road

Morogoro
Road Pugu Road Kilva 

Road
Uhuru
Street Total

In Out In Out In Out In Out Out Out

6.30-7.30 19 17 k l k5 3k 26 7 5 17 110

7.30-8.30 2k 2k 35 k l 27 25 6 9 17 116

8.30-9.30 17 10 31 31 21 26 8 5 18 90

9.30-10.30 16 15 28 29 21 22 6 3 15 e>k

10.30-11.30 15 13 28 38 23 31 k 7 13 102

11.30-12.30 11 13 3k 32 2k 19 6 6 12 82

12.30-13.30 16 12 29 27 18 25 n.a n.a 16 89

13.30-1i4.30 10 I k 28 3k 26 25 - 3 17 93

U .  30-15.30 12 I k 28 31 22 17 - 8 19 89

15.30-16.30 13 10 26 36 20 17 - 6 12 I k

16.30-17.30 7 I k 2k 29 29 25 - 5 16 89

17.30-18.30 I k 12 2k 26 25 20 - 6 18 82

Planned No.of 
Buses Passing 
at peak hour 2k 2k kk kk 32 32 9 9 20 129

^hc countings of the Buses took place on the 6th, 7th, and 8th
of June, and the Buses in are not counted on the same day as the Buses out.
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the number of buses were oounted from 6.30 a.m. to 6.30 p.m.
The results are given below.

It oan be seen that the timetable is not fulfilled. The 
number of buses passing the main roads vary considerably during 
the day and often 70^ or less of the connections planned in the 
time-tables were fulfilled.

2l7i2 BU3 UTILIZATIi N

Another study was done on the utilization of seats at 
different times of the day. To check the number of passengers 
passing the town oentre and Kariakoo a cordon line was established 
by counting all bus passengers passing 3 checkpoints, the 3 
busiest roads in )ar-es-Salaam, Pugu Road, Morogoro Road and 
Upanga Road to determine accupanqy ratio of seats. The counting 
was done on 5^h Juno 1973* The average number of passengers per 
bus passing these roads luring the day was as follows (Table 10).

The results reveal that utilisation of seats is very high 
especially in the mornings (journey to work) and evenings 
(journey from work). One would still have expectod muoh 
higher figures than these, but some of the traffio that was 
expected to board UDA buses was diverted to the private Thumni 
Thumni, mini buses.

There is vast difference in traffio count of 6.30 - 8.30 
and 17*30 - 18*30 because all schools, Government, parastatal 
and private offices start morning work at between 7*30 - 8.00, 
that is why passenger load is heaviest in the mornings. The 
dosing time is different - schools olose at 1.30 pm, all 
Government offices and some parastatals close at 14*30 and the

and private offices close at I6.30hrs. That is why there 
io a more or less even distribution of passenger load from 13.30 - 
18*30 hra. for both town — bound and out of town traffic.



TABLE 10:- —

Time Number of Number of Average Number
Passengers Passengers of Passengers

'per bus

In Out
a

In Out In Out

6.30-7.30 8800 2500 91* 92 9l* 27

8.30 7U00 2700 86 90 83 30

9.30 1*1*00 2800 69 67 61* 1*2

lo.3o 5000 3200 65 66 77 1*8

11.30 1*000 1*000 66 82 61 1*9
c

12.30 3100 UUOO 69 61* »*5 69

13.30 3100 5600 63 61* 1*9 88

lU.30 1*200 5700 61* 73 66 78

15.30 3300 5UOO 62 62 53 87

16.30 3900 1*900 59 66 66 7l»

17.30 3100 5600 60 67 52 81*

18.30 3100 5600 63 58 U9 10l*
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2*7*3 TIME j i s t  IflUTIlN

The dally traffic varies depending on the weekday, Saturday 
is the best day9 Sunday the worst but the variation is only a 
small percentage* There are no seasonal v-riations in the 
daily traffic, but the number of passengers depend on the 
time distance from the pay day* Near the 15th (mid-month 
pay day) and 1st of every month the bus traffic is 10#

e
above average* The variation of traffio during the day 
(peak and off peak) may be illustrated by the countings on 
the main roads, Upanga Hoad, Mrogoro Pood, and Pugu Hoad*
At the checkpoints 106,000 passengers passed in both directions 
from 6*30 to 18*30 and as can be seen from Table 11 below 
and Graphs 3, and 4, the number of passengers carried is stable 
during the day with an average traffio of 8,800 passengers per 
hour in both diroctions* There is no peak hour in the after­
noons 13*30 - 18*30 because schools and offices clone at 
different times, distributing passenger load evenly* But also 
this is probably due to lack of bus capacity* As the graph 
for the traffio into town shows, the peak hour is from 6*30 
to 7*30 in the morning* At that time the traffic into town 
is 8,800 through the three roads or 16# of the total traffic 
to town from 6*30 - 16*30*

2i7*4 »U3 TiilP G .oU'lCN

Based on different countings the number of busetrips 
starting and ending in each sone was estimated* The number 
of boarding and alighting passengers in oaoh sone was 
recorded for 4 round-tours and the result multiplied by a 
factor according to the actual number of buses passing in 
the period* Also soreenline countings were used for sones 
which were caqy to isolate, for example, Cyster Bay, '‘wananyomala 
and Kigogo*



77 B u s e e n s u a

Number o£ passengers per hour 6.3o_

Into town Out of toun

Pugo
Road

Korogoro
Road

Upanga
Road

Total Pugo
Road

Morogoro
Road

Upanga
Road

Total

6.3o - 7.3o 3ooo 4ooo I800 8800 16.4% 12oo 600 7oo
f

25oo 4.7%
- 8.3o $ 21oo 33oo 2ooo 74oo 13.8 9oo 9oo 9oo 27oo 5 .1

- 9.3o 13oo 22oo 9oo 44oo 8.2 lloo 12oo 5oo 28oo 5 .3

- lo.3o 17oo 24oo • 9oo 5ooo 9.3 looo 14oo 800 32oo 6.1
- 11.3o 13oo 19oo 800 4ooo 7.5 150 0 17oo 800 4ooo 7.6
- 12.3o looo 15oo 600 31oo 5.8 130 0 21oo looo 44oo 8.4
- 13.3o 9oo 15oo 7oo 31oo 5.8 2 30 0 24oo 9oo 5600 lo.7
- 14.3o 14oo 2 o o q 800 42 00 7.8 2 loo 24oo 12oo 57oo . lo.9
- 15.3o 12oo 15oo 600 33oo 6.2 I600 26oo 12oo 54oo 10 .3

- l6.3o lloo 19oo 9oo 39oo 7.3 . 14oo 26oo 9oo 49oo 9 .4

- 17.3o l6oo 14oo 3oo 31oo 5.8 22oo 21oo 13oo 5600 I 0 . 7

- l8.3o looo 15oo 600 31oo 5.8 19oo 25oo 12oo 56oo I0 .7

1 7 6 oo 25100 lo9oo 5 3 6 o o loo I8500 ' 22500 II400 524oo loo

v



THf. number of bus passengers passing at 

•THREE checkpoints

GRAPH 2 TOTAL TRAFFIC IN BOTH

GRAPH 3 TRAFFIC OUT OF TOWN
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I  x  l i d

around the city centre. The number of the bus trips to and from 
each zone per hour is shown in Table 12 below* 3y dividing the 
population of each zone into the generation we get the generation 
rate: number of passengers in both directions per hour per 19000 
inhabitants*

Table 12 shows the average generation rate as 33 trips per 
hour per 19000 inhabitants in the analysis sectors A to E*
In the city centre and the industrial areas the generation rate 
is not relevant as the population is scaroe or nil* These 
areas attract trips beoause of employment shops9 markets etc*

In the residential areas the generation rate v.-ries from 
31 to $6* It is obvious that the "Squatter zones" such as 
Boguruni9 Kanzese, and Kipawa have a much lower rate than non 
squatter areas such as Temekef Magomoni and Kinondoni because 
the former areas were heavily served by "Thumni Thumni" mini 
buses* However9 the squatter area Kigogo appears to be an 
exception having a high generation rate* High inoome districts 
like Oyster Bay and Upanga have a low generation rate*

Probably this pattern is due to the income distribution, 
but we cannot be certain as the consultants - Cowiconsult- 
measured the aotual bus transport and not the d errand or latent 
demand* The measured generation rate is perhaps giving us more 
Information on the supply of bus transport rather than the 
demand*

2l7*5 TH;, T:xIP PATT .dU

Prom the bus census and interviews it was estimated how 
much of the traffio from the zone went to town and how much 
was local in the seotor* The travel pattern for the existing 
traffio was described by the following distributions of trips 
per hour:-



1 2 Generated bustrips by areas outside town centerT A B L E

jr 32SS
Population

1 Oyster Bay 8ooo
2 ' Upanga 13ooo
3 Centre 15ooo
4 Kigamboni 6ooo
5 Kurasini/Mtoni 3 9ooo
6 Temeke 45ooo
7 Changombe 2 3ooo

8 A+C Ilala 29ooo
I 8 B Buguruni 46000

9 Kariakoo 4 5ooo
lo Magomeni 55ooo
:i Kinondoni/Mwananyamala 2 5ooo
12 Regent Estate 3ooo )
13 Msasani loooo )
14 Manzese 53ooo
15 Sinza
16 Kijito Nyama 3ooo )
17 Mikocheni looo )
18 Kigogo 1 5ooo

j 2o Tabata East
21 Tabata West
22 Kawe loooo

1 25 Industrial area Pugo R . 5ooo
26 Port

[27 Vinqunguti loooo
1 28 Airport
29 Ind.area Ubungo, NHC 9ooo

1 3o Ubungo/University 5000
1 ^ Kipawa 14000
i 32 Ukonga 1 2ooo
SimPle totals 500000

^ctor A-E 434000

K Sector

r  b Bogamoya Road 73ooo
L  r Morogoro Road 123000
k  n Bhuru Street 90000
* E ^ 9 0 Road lo9ooo

Road 39000

434000

Average number Generation rate
of buspassengers buspassengers
per hour________  per loop inhab.

total
town
traffic total

town
traffic

2oo 2oo 25 25
3oo loo 23 8

lloo 800 28 21
2ooo I600 44 36

9oo 600 39 26
1 7oo 7oo 45 .24
lloo 800 24 17

3 1oo 2 loo 56 49
12oo 12oo 48 48

3oo 2oo 33 22

lloo 800 21 15

loo loo 25 25
700 4oo 47 27

3oo 3oo $ 3o 3o
looo 5oo 2oo loo

3oo loo
2oo 2oo 2o 2o
loo
5oo 3oo 5o 3o
600 400 12o 80
3oo 2oo 21 14
4oo 3oo - 25

129000 26
143oO II400 33 26

Intern.
sector

2 1oo I800 29 25 4
4600 39oo 37 32 5
25oo 19oo 28 21 -7
4000 3ooo 38 28 lo
lloo 800 28 21 ‘ 7

143oo II400 33 26 7
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Between outor area and town
Between outer areas via town (cross routos)
Local traffic in outer areas along 
the main roads

This means that of the generated 33 trips per 19000 
inhabitants at peak hour 25 will go to town9 where 3 will 
change to another route9 and the remaining 8 will get off 
the bus in the outer area« It is important to estimate the 
traffic which crosses the town to another sector aB there is 
no ring routo9 this traffic would probably be moved from town 
to a ring road if such a road is built*

2 t j t 6  ORIGIN - D-..)T1!?/.TICN l iU W .Y  F i l l BUS PA.Jh-'.C;

The final study made by Cowioonsult was to determine the 
origin and destination of bus passengers* The travel pattern 
oould be found by interviews of bus pasoongers* There were 
consequently made interviews at bus stops all over the town 
in residential and industrial zones* The origin of the 
passenger was assumed to be the sone in which the interview 
was taken, and the passengers wero asked the following 
questions i—

(a) to which part of the town do you intend to go now?
(b) at what stop do you leave this bus?
(o) do you ohangs to another bus?
(d) if ye89 to which routs?

The most important was to have answers to question (a) 
and c* question (b) was just a oontrol question* The 
quality of the survey was not very high, there were some 
disagreements between the results of interviews and the 
countings* The sample was not representative9 and the

7| 500 6oZ  

2,000 16$

1* 0 0 0 * 24 
12,500 100$
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interviews were taken by conductors after a short instruction*
Before the material was tabulated9 the interview sheets were 
examined and only 1,712 of the interviews of about 2,500 were 
used*

The final trip table is shown below, Table 13*, The main 
purpose of the study has been to estimate the proportion of 
oross town traffic, the traffic from sector A or B to C,
D or E.

2:8 PaQJhCT̂ D Pi LET SIZL

The augmentation of bus fleet by UDA is mostly done on the 
basis of availability of funds which are quite limited rather 
than on the basis of travel demand or systematio forecasting 
programmes* However, if funds are to be made available in 
ample measure a definite method of estimating the future 
requirement of fleet size ought to be evolved so that the 
growing demand for public passenger transport is taken care 
of* Hence an attempt is made by the author to arrive at 
as accurate figures as possible on future requirement of buses 
on the basis of

(a) city populfcll«£ (b) the number of passengers travelling 
by UDA buses per day and (o) the number of public transport 
buses on road per day*

One of the main factors influencing the increasing treni in 
UDA passengers is the growth in the population of the oity* There 
is a definite relationship between the two, i*e* as the population 
increases, the number of passengers also increases*

Owing to the fact that the urban decentralisation policy 
is likely to be effectively implemented during the Third Five 
Tear Development Plan 1975“1980, it is assumed that the Jar-es- 
Calaara population growth rate will be 6% per annum* W ith these 
assumptions and taking Tear 1974 as our base year, we arrive at 
the following population projection figures (Table 14 column 2 below)*
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from 1 7 1 2 interviews of bus passengers

Bus Trip Table

10: Ba9 .Road linondoni Morogo Uhuru Pugo R. Kilva Kariakoo Town Number
Road Street - Centre of

A 1 A 2 B C D E 9 . 3 interviews

1
or A .1

1 7 0 9 9 1 31 48 106

,rA2 3 15 2 13 12 3 44 80 172

or B 7 66 66 36 44 12 114 249 594

or C 3 3 • 13 14 1 3 83 114 234

pr D 8 8 52 45 54 3 112 177 459

brE 4 0 3 11 0 18. 43 68 147

26 99 136 128 120 40 427 736 1 7 1 2

jjressed TO: A-B C-E 9 3 Total
pip table FROM: ,

A 1 8 19 31 48 I06

A 2 20 28 44 80 172
B 139 92 114 249 594
A-B 167 139 189 377 872
C 19 18 83 114 234
D 68 102 112 177 459
E 7 29 43 68 147
C-E 94 149 238 359 840
A-E 261 288 427 736 1 7 1 2

See frgure—3V2~for definition of boundaries. 
A 2 = Zone 11 .
A 1 = ' Sector A - Zone 11*cv

. "
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Past statistics have also indicated that 35# of the total population 
are bus users*5 Prom this it can be expected that in 1974 about
175,000 people were bus users and for the following years see Table 
14 column 3 below*

In addition9 past data has indicated that 45 trips per month 
are performed by every bus user.6 Henoe in 1974 there were 
supposed to be 95 million passenger trips (i*e* 45x12x175*000) 
or a daily average of 304,000* Nevertheless! only 80,812,398 trips 
were actually taken in that year for one reason or another*

Prom the information given abovet an estimate is made on the 
number of bus usarst yearly passenger trips and daily average 
traffic as shown in Table 14 belowi-

TA.3LT: Id

Tear Estimated Expected no* Exported No* Daily No* of
population of bus users of Passenger Passenger trips

(000) trips ( 000)
(lf000f000)

1975 540 189,000 102 326

1976 572 200,300 108 345

1977 606 212,400 114 364

1978 643 225*100 122 390

1979 681 238,600 129 412

1980 722 252,900 137 438

1981 766 268,100 145 463

1982 812 284,100 153 489

1983 861 301,200 163 521

1584 912 319,300 172 550

1985 967 388,500 183 584
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With the estimated number of passengers for the years 
1975 - 1965 above, the required number of buses on road per 
day can be calculated* If we assume that the average number of 
passengers carried per bus at any time is 80 i.e. average for 
peak and normal hourly period, the following number of on the 
road buses must be provided to satisfy the demand for public 
transport expressed in the inoreasing number of potential 
passenger tripss-

m a m

Tear Daily No* of Hourly No*of 
passenger trips ffcesenger 

(•000) trips *

Number of 
passengers 
per bus

No* of buses 
needed on road 
per day

1975 326 19.176 80 239

1976 345 20,294 80 254

1977 364 21,411 80 268

1978 390 22,941 80 287

1979 412 24,235 80 303

1980 438 25,764 80 322

1981 463 27*235 80 340

1982 489 28,764 80 359

1983 521 30,647 80 383

1984 550 32,352 80 404

1985 584 34,352 80 429

Note 1- (i) * Assuming that a working day is 17 hours 
i*e* 5*00 a*m* • 10*00 p*m*

(ii) The number of buoos on road does not 
include mini-buses*



TABL.1SM TtTAL : !tJ c.- .) BU3

Residential
District

Esti­
mated
popu­
lation

Expected 
No* of 
bus 
users

Expected 
No* of 
Pass­
enger 
trips

Daily No 
of Pass­
enger trips

Hourly No. of
passenger
trips

Minimus No* of 
buses needed 
per hour

Magomeni 78,100 27,335 14,760,900 40,330 2,372 30
Manseae 75,260 26,341 14,224,140 38,863 2,286 29 A

BuTimni 65,320 22,862 12,345,400 33,730 1,984 2 5.
Kariakoo 63,900 2^365 12,077,100 32,997 1,941 24
Temeke 63,900 22,365 12,077,100 32,997 1,941 24

IlftU 41,180 14,413 7,783,020 21,265 1,250 16
Kinondoni/ Mi#ananyamala35, 530 12,442 6, 718,680 18,357 1,079 13
City Centre 21,300 7,455 4,025,700 10,999 647 8
Ukonga 17,040 5,964 3,220,560 8,799 517 6
Kawe 14,200 4,970 2,683,800 7,332 431 5
Jteasani 14,200 4,970 2,683,800 7,332 431 5
Ubungo/Universi ty 7,100 2,485 1,341,900 3,666 215 3
Kijitonyaraa 4,260 1,491 805,140 2,199 129 2



Table 15a continued

Changombe 32*660 11,431 6,172,740 16,865 992 12
Kurasini/Mtoni 55.380 19,383 10,466,820 28,597 1,682 21

Kipawa 19,880 6,958 3,757,320 10,265 603 8

Upanga 18*460 6946l 3,483,940 9,532 560 7
Vingunguti 14*200 4»970 2,683,800 7,332 431 5
Qyster 3ajr 11,360 3,976 2,147,040 5,866 345 4
Kigamboni 8,520 2,982 1,610,280 4,399 258 33
Ubungo Industrial Area 12,780 4,473 2,415,420 6,599 388 5
Pugu nd. Industrial Area 7,100 2,485 1,341,900 3,666 215 7
Regent rotate 4,260 1,491 805,140 2,199 129 • 2

Kikocheni 1,420 497 268,380 733 43 1

Sinsa 1,420 497 268,380 733 43 1

Note t- The number of buses does not inolude mini buses
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2*9 EXISTING AtAJJ C(NDITIIK3

The prevailing high degree of congestion is often attributed 
to the email proportion of urban space devoted to roads* Available 
data indicate that, whereas in tho cities of developed countries 
roads typioally occupy 15$ to 20/ of total urban area and over 
30/ in newer low density Amerioan cities* in the developing world 
the ratio often falls below 10/ and ratios much above 15/ are 
rare* In Dar-es-Salaam city* roads account for about 12/ of 
total urban spaoe*

2l9:l CHAAACT ■ a a i s a ^ L t  .:U JT1NG A; ,jj-CAU: J OF JUS J .LAYS

The network of main roads fan out radially from Dar-es-Salaam 
to serve the iamediite ooastal area and to link with other 
economic centres in the country* Most of the roads are minor 
roads in the urban areas* With the exooption of some remote 
rural areas, tho Region is adequately covered by roads*

Generally the conditions of tho roads in the Region are poor 
and the level of maintenance is low* The roads in the dry season 
are passable for most two wheel drive* The riding quality is 
rough even on paved reads in the urban area* In many urban 
areas inadequate road widths, shoulders, curbing and footpaths 
combined with poorly designed intersections, lighting and 
traffio signs contribute to haphazardous driving oonditions*

Hie urban area of the Dar-es-13 daara Region has 402 km of 
roads, 258 km of which are bitumenised* 3ome of the street 
surfaces are breaking up as a result, potholes oocur and cause 
damage to vehicles and in some instances accidents occurs 
because motorists swerve in an attempt to avoid damage and 
sidewipe on - coming vehicles* Major street preventive 
•aintenanoe programmes havo been curtailed in recent years*
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Large scale road development has not taken place in the city 
for the last ten years or so# The only major road project at 
present is the construction of the sha 75 million/* dual 
carriageway from the oity to Dar-os-Salaam international 
airport along the old Pugu road.

Tho wide variety of traffic sharing limited right - of wayf 
and ranging at times from oarta to the latest models of private 
oars is a serious factor in congestion. The greater the pressure 
on road spaoe9 the more speeds tend to be reduced to those of the 
slowest moving vohiolesj tho potential of faster publio, commercial 
and private vehicles is wasted. Oftenf pedestrian and mtirket 
activities intrude on the road srace even of major arteries. 
Fffeotive read capaoity is generally further reduced by 
extensive uncontrolled parking of vehicles of all kinds and 
by ineffective signalling and other traffic controls. The 
existing road system in the older oity meant for slow vehicles 
and pedestrians is not adequate to oope with needs of modern 
transport.

2*9*2 BUS Tibir .:L  TIK1- JTUDY

The travel time is now viewed as a yardstick of highway service 
and an index of efficiency of roadway. It is an acknowledged 
fact that the reduoed travel time constitutes one of the three 
primary benefits which accrue from road improvement programmes, 
the other two types of benefits being the reduction in the 
operating cost of motor vehicle and lower accident rates.
Reduced travel time or the increased travel speed is a desirable 
thing when it is consistent with safety and economy of operation.

To this effect the author oonduoted a bus travel time 
study in the CBD for all bus routes in the area and on some 
seleoted routes, with these speoifio objectives!-
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to measure bus travel delays and henoe degree of 
congestion particularly during peak hours*

the measurement of spatial separation in terns 
of bus travel time between different sonos of the 
city* Travel time is regarded as a bettor yardstick
for the purpose of measuring the distance between 
various parts of tho oity, because the expression of 
distance in terms of physical units such as miles or 
kms. docs not convey the full significance of spatial 
separation owing to the faot that the level of 
congestion is different on different sootions of 
roads*

The results obtained from (a) and (b) will enable 
u g to find ways and means of promoting public 
transport*

3TUJT Pl^niNQS

The findings of the study are that, areas of acute traffic 
congestion where buses pass ares—

— Uhuru Stroot, from Clock Tower to ?rsimbazi roundabout
— Korogoro :oad from junction of I'oro Road/Ksirabaai 

street to Magomeni Mapipa roundabout*
— Bandari street, at level crossing between road and railway 

and between this crossing and Bandari street/Kilwa road 
junction*

•  Crossroads of Kinondoni load/Bagamoyo coad/Keny&tta Jrive, 
Chang’ombe doad/Pugu load, Morogoro :ioad/Moroco toad*

All tho above areas are looated in the CBD* Congestion is 
thus prevalent in tho CBD area only* The following information 
is on peak hour flow, 7*00 a*m* — 8*00 a*m* (journoy to work)

2*30 pm - 5»30 pm (journey from work) as recorded by author 
on six different dates 2/8/75* 20/8/75* 1/9/75* 24/9/75. 21/12/75 
*nd 2/1/76*

2*9»2il
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(a) Old Post office terminal to Kariakoo 
distance: 3*5 km.
ecorded bus travel times in minutes: 20, 13, 39,

21, 20*
Kemarkai- (i) 3 narrow and unoontrolled roundabouts 
with a total of 12 approach roads (ii)one uncontrolled 
T-junction (ii) vehioles parked all along* On 24/9/75 
the author made a parking survey. Total number of 
vehicles parked on both sides of the road from 9 - 1 1  a.m. 
was 51 motor oars, 6 buses, 7 motor oyolts.

(b) Msirabaai st re at—from D.T. Dobie roundabout to 
Morogoro oad
Distance:?.75 km
Bus travel time in minutes 45* 18* 15* 30, 24. 

eraarkst- (i) This whole soot ion of rood is used ty about 
95# of all down town and cross town traffic, 
qyolists, pedestrians, light and heavy oommeroial 
trucks to and from the port, warehouoe/godown 
areas and Pugu Hoad and Ubungo industrial areas 
and up-country stations and Zambia.

(ii) There is level crossing between road and railway 
which delays road traffic when a train passes.

(iii) Unoontrolled and too many access roads (15) 
interfering with smooth flow of traffic.

(iv )a  parking survey was carried ty the author 
on 18/12/75 at 10. 30 a*m« and the number of 
vehicles parked on both sides of the road are 73 
cars, 16 buses, 28 trucks,and 4 motorcycles.

(v) One of the two main bus terminus is located hers 
but with very inadequate facilities. Conflict 
between buses pulling out of bus-bys and vehioles 
on road is common giving rise to aocilents.
Msimbazi street ranks seoond after Morogoro Hoad 
in terms of UDA accidents in oity.
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(c) Old Post office terminal tojunotion of Kinondoni/
Bagamoyo toads
Distance! 3*75 km
Bun travel times in minutes 209 17# 33# 11» 15# 10* 

Remarksl- (i) Pour narrow and uncontrolled roundabouts with 
a total of 18 an roach roads*

»
(ii) Selonder Bridge - is narrow and has been 

recommended for either demolition and re­
construction or expansion* It is the most 
congested point on the Bagamoyo Road*

(iii) The section between Belander Bridge and
function of Kinondoni/Baganoyo Roads (about 
80 raotres) is the most congested part# 
sometimes it takes more than 15 minutes to go 
through this section* It is because of 
existence of points of conflict between left 
turning traffio to Kinondoni Road right 
turning traffio to Kenyatta Avenue and through 
traffio i*e* in ooming and out of town traffio 
on 3aganoyo Road* There are no traffio lights 
hero and this has compelled the Police to control 
traffio flow here in morning peak periods* 
Aotually9 it is the only spot in the oity which 
is daily manually controlled by police*

(d) D*T* Jobie junction to Kllwa o A  and Bandar! street
junctions
Distance!- 1*5 km
Bus travel times in minutes! 5# 2 # 15# 17# 12# 20 

Remarksi-(i) 2 small uncontrolled roundabouts with 7
approach roads*

(ii) Narrow bridge which crosses over the railway line 
is only 5 metres from one of the roundabouts*
About 20 metres from the bridge there is a level 
crossing between road and railway* Traffic here is 
sometimes held for more than half an hour when
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gates are closed to allow shunting by trains to the Oil 
depots* Undue haste in closing the gates by railway 
authorities and gate keepers leads to closing of the gates 
for longer duration which results in more delays and losses*

(iii) There is narrow bridge near Kilwa :od/Bandar i Street junction
where 2 heavy duty trucks or buses oan't pass each other side by 

side. Most of commercial vehicles to the port pass through this 
bridge* And all UJA vehicles to and from Kurasini dopot 
drive through this bridge*

TABIy: 1 6 1 - BU:3 T .AV L I':*: < li A L CT \) u UT .3

Service
number

line Round trip 
route len/rth 
in km

Actual reoorded 
travelling 
time (hre)

1A Kinondoni - Old Post office 17.4 1.30

2B ft*ananyamalla 3-Old Post office 28.4 1.45
3 Bu>^iruni —’ansese 22*2 1.56
3B Temeke - I'uhimbili 18 2*oo
4A Uongo la Kboto-Old Post office 36.4 2*30
4C Ukon&a - Old Post (ffice 32.4 2*22
5 Kawe - Old Poet Office 25 2*00
6a University - Old Post ( ffioc 28*1 2*00
7 Africans - 014 Post Cffice 94 3.00
8b University - Kariakoo 28.2 1.50
9 Mbezi — Kariakoo 42 2*30
9C Kibaha - Kariakoo 108 4.00
10 Kigogo — Kanzeoe 23.8 2.00
11 Ki rorP— Old Post ( ffioe 13.2 1.20
12 Bumruni — Perry 14.8 1.30
13 Kimamba - Old Post offioe 17.4 1.50
14 Ka^era - Old Post Office 17.4 2.00
15A Kagomoni Kondoa - Perry 14.2 2.00
16 Tomeke —  Univorsity 42.6 2.45
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lakls- 16 continued

16
19 Tandika - Kuhimbili hospital 20.9 1#20
20 Teraake —  Old Post Office 17*4 1.30
20A Temeke — Kariakoo 12 1.05

29 Kongowc - Kinondoni 49 3.00
30 Kiparang1 anda — Muhimbili Hoop# 108.6 4.45
32 Kapipa - Mikoroshini 17.4 1.30
33A Vingunguti - Pony 2l#2 1.57
34 Kurasini - Kinondoni B 33.2 2.00
36 Buguruni- Kariakoo 11 •45

Prom the above analysis wo can see that the causes of bus 
delays (traffio jams) arct briefly# inadequate or lack of 
traffic control deviccs9 haphazard parking along main roads, 
lack of bus lay bys# absenoo of good link or short-cut roads 
linking main roadsv increasing number of vehicles on the san.e 
road space and paucity of resources (shortage of technically 
trained manpower such as engineers9 technicians and skilled 
manpower9 shortage of road operating and maintenance equipment9 
and the rising coct of read construction and maintenance) etc#

2*9*3 I«V .CT:j C;-' CCiIS. ffPICN (H CC'JTd C'P OP ,.q K H

The afore mentioned facto obviously affect the movement of 
buses as well9 in oausing delays and deviations from the time 
schedules# With greater oongostion9 higher operating coots 
of road vehicles are to be expected as well as increased 
losses of personal time9 discomfort and pollution#

The vulnerability of buses to congestion is in part 
due to the composition of their ooots# More than three- 
Su&rters of the total costs per bus mile — now typically 
®°mewhat over cents -*/50 - are accounted for by operating
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costs in trhioh labour costs for driving, ticket collection, 
maintenance and administration, form the main part. The delays 
of congestion cause both labour and fuel costs to rise sharply. 
Moreover, congestion is particularly severe on the main bus 
routes where moot bus passengers are to be found.

Congestion delays to buses aro in any car>e, greater than 
for automobiles, to the increased difficulties of pulling into 
and out of bus stope is added "bunchin, of buses whioh greatly 
increases average time at stops. Capital ooeta also rise since 
with lower speeds and "bunching" more buses are required to move 
the peak hour passenger volume. Costs per passenger mile, now 
typically a little over oents —10, may however rise proportionately 
less than costs per buB mile. During peak periods, the greater 
number of p&asengors carried per bus may offsot the lower number 
of bus trips* Passengers suffer from congest ion primarily 
through longer times spent in waiting, boarding and travelling and 
considerably greater discomfort. The point to be einphasisod here 
is that traffic congestion not only tends to reduoo the efficiency 
of economic activities but also creates a heavy backlog of capital 
investments for public transport (and other forms of transport) ani 
other overheads.

2*9*4 TU • d a i n t y ipapfi-ij buj

A systematic study of road accidents is required to measure 
the safety standard of the existing street network and to 
Pinpoint black spots whioh may require early treatment. Accordingly, 
the author made a study of accidents in Jar-es-3alaam for 1970,
1972 and 1974t between only IDA buses and Ihird Parties (other 
▼ehioleo, pedestrians, oyolists, other objects etc). It was 
impossible for the author to cover the same, kind of thorough 
•tudy for all city accidents due to time limit. Seoondly, by 
concentrating only on accidents involving UDA buses and Third

it is possible to find out the best strategy UDa i-lanagemont 
Can employ to roduoe accidents and hence operating costs.



Table 17 reveals concentrations of accidents on certain 
roads which should be examined in greater detail to sug cst 
possible remedial measures to be undertaken by the city 
authorities and UDA management since it will be seen below 
that accidents can seldom be attributable to the road layout 
alone but also a variety of minor factors play an important 
part* Table 17 also summarizes the important characteristics of 
ITJA accidents, showing the looation by major radial bus routes 
and other important feeder routes for the months of January — 
December 1974* The characteristics are representative for all 
months and years with the exception that there is an increase 
in number of accidents, from one year to another due to an 
increase in fleet size and vehicle numbers on reads and related 
factors*

TA3U; 171- u  ida a c c i j cm
Da -S—SALAAM tfl. ADS* 1974

m s
Number of 
Aocldonts

Porcmtage 
of Total

Morogoro Hoad 90 17.3
UDA Depot, bus station and Old 
Post Offioe terminuses 69 13.2
Mslmbafti Street 38 11.2
Uhuru Street 54 10.3
Bandarini Street 36 6.9
Pugu Hoad 35 6.7
B&^amoyo cad 24 4*6
Kilwa Hoad 23 4.4
City Drive 21 4
Morocco Road 15 2.8
Kigogo Road 15 2.8
Others 80 15.3
TOTAL 520 100.0

Source*- UJA, Traffic Department
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Most of the accidents take place at junctions where above 
main roads and adjoining feeder roads meett most of these are 
uncontrolled junctions where there are no traffic signals*
The nature of these accidents are narrated below*

If one correlates data on Table 17 with traffic conditions 
and particularly vehicular flow on the busiest an.? heavily 
congested roads - Morogoro fioad, Pugu :coadf and Bagamoyo load — 
one can see that the most congested road - Morogoro ..oad - with 
lf080 vehioles per hour# reoords the hipest number of UDA 
aocidcnts in the city with 90 accidents in 1974 accounting for 
18$ of all UJA accidents in that yoar* Next in imporxanoe is 
Msimbazi Street which accommodates all through traffic to city 
centre from all corners of town* Cne interesting but shocking 
information from Table 17 is on the number of accidents taking 
place at UDA depot yard and the Bus Station and Old Tost Offioe 
terminus^ These are oaused by reoklesa mechanics and drivers 
who in the course of executing their dutios knock at fixed 
or movable objeots and or persons*

TABLE 18» NAI'i' -. C ' U g AQ A J 1974

T̂ rpe of Accident Number Percentage 
Of Total

Pedestrian involved 11 2*1
Vehicle Skidded 7 1.3
Pedal or motor cyclist involved 13 2.5
Vehicle/Vehicle collision (head on) 
Vehiole collision with Stationary

44 8.4

Vehicle or other object 400 76.9
Passenger boarding or alighting a bus 29 5.5
Others 16 3

TOTAL 520 100*0
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m i £JL2i__ m  ^  f a u l t

Third Party 
UDA driver
UDA drivor/raeohanic vs 
UDA driver/meohanio

TOTAL

X A M r . a u
UJA cc pp/jnr

Period in Ui>A Service

Up to one year 
One year and above

TOTAL

Number of 
Accidente

Percentage
aOatal,,,

270 51.9
135 25 )

) 49.1
115 22*1 )

520 100*0

- m u
«

Number of
ASQldento

Percentage 
of fatal _

233 49.1
241 50*9

474 100*0

Notes 46 aocidonta have not boon recorded here because 
information on numbers of years in service of UJA 
by drivers who caused these accidents was not 
available in the accident register*

(
The author has tried to group all the above accidents into 

olassoa/oategories according to their detailed nature* Below 
is a brief summary of the olaseess-

— Overtaking a stationary parked vehicle (in the bus lay by) 
or a vehiole in motion without due care causing damage
to vehiole (10^ or 52 accidents)

— Vehiole rolling back, colliding into a hind vehiole 
due to failure of driver to start the engine and sot 
off safely ahoad of another vehiole (26 accidents or 5$)
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— failure to stop at major road ahead (42 accidents or 8$)
— Failure to nogotiate a turn properly either to the loft 

or right on entering a major or minor road thus colliding 
head on with vehicle driving from opposite direction
(62 aooidents or 12$)•

— Failure to stop a vohiole safely behind another vehicle
(i) stopped at sebra crossing to allow pedestrians to
pass (ii) stopped at the traffic lights* (78 accidents 
or 15$).

• Heversing vehicle without proper guidanoe (10 aocidents 
or 2%)%

• Failure to engage proper gear e.g. instead of engaging 
gear No. 1 driver wrongly engages the rovers© gear 
thus his vehiole rolling baok colliding into another 
vehicle (5 aocidents or 1$).

— Due to excessive speeding, mechanical defeot or driving 
without due care vehiole hits at a stationary or mobile 
object e.g. bus shelter, eleotrio pole, tree, house, gate, 
hand oart, cyclist, pedestrian, ditch, trench, steel 
fence, pedestrian guard rails etc. (208 aooidents or 40$).

— Failure to stop on approaching a roundabout to give way 
to a vehicle weaving in the roundabout because of 
miscalculation of speed and distance (21 aocidents or 4 $)•

— Failure to secure properly vohiole handbrake and 
causing vehiole to roll ahead (16 accidents or 3$).

The most contnon damages to vehioles are parking lights, 
front indicators, rear view mirrors, drivers door glass, 
headlamp glass, middle body, front body, rear body, front 
indicator lens, windscreen eto.

In looking at the causes of these aooidents it can be 
seen that they occur due to either human failing, the character 
or conditions of the roads, the condition of the vehicles, or 
a combination of these reasons. It is seldom possible to assign
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a single contributing factor to a given accident* The author’s 
analysis of above data lndioate that about 6(̂ 6 of all aocidents 
are caused by highway defects* Cases 0f UJA bus mechanical defects 
are rare compared to oases of reckless driving by UDA drivers*
Most of the accidents taking plaoe at the depot yard are oaused 
by mechanics without driving licences*

»

2t9«5 APT.CTS OP ACCENTS ON CC.3PU IF BUd

Increase in number of accidents gives rise to high 
vehicle operating cootst high rate of vohicle depreciation, 
high insurance premiums and high vehiole mainteaonce costs*

T/iBL - 211— AC'JIJ NT CC-dTS

Labour charges Material Costs
Year Sis , ($ha)

1972 83,040 272,309

1973 93,057 232,845

Notes- Thore is a drop in material cost from
3h8,272,309/- in 1972 to Sha«232,845/- in 1974 
because oosto for 1972 included both for City 
and Up-country buses while for 1974 included 
City servioes only with the exception of 
months of January — April*

Footnotes i -

3. ;ee "Bu b Tronai ort for Bite and Sorvioe
Areas. Oar-es-Salaam, Cowioonsult (Conmilting 
Fngineers and Planners), July 1973 page 16*

4* Ibid.
e National Transport Corporation Paper on

Cauaeo of f r a m o  Juno in .^tg-co-ealaam 
(un-published paper) 1974*

6 . Ibid.
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w  m w s u & y j f e i ____
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3*0 IKTKODUCTICN

Operational efficiency of passenger transport service is 
synonymous with the productivity of the system* Basically, the
operational efficiency depends on the utilisation of men and 
maohine through the medium of which transport service is rendered 
to the travelling public* It is no use continuously supplementing 
the fleet and staff strength without making effective use of 
existing equipments and personnel, for unsatisfactory utilization 
of both of these faotors tends to increase the coot of operation 
to the detriment of the undertaking, travelling publio and the 
eoonony as a whole* Similarly the over aged and outmoded fleet, 
poor maintenance eto are regarded as serious problems to every 
transport agency* Such a fleet together with too many makes and 
types of busos results in costly maintenance* This also affects 
the operating ratio which is the ratio between the average 
number of vehicles in daily service and the total number of 
vehicles held in the fleet and whioh in turn is an indication 
of the state of serviceability and efficiency of maintenance*

The aim of this Chapter is to explore the basio factors 
whioh give rise to the inefficiency of publio transport system 
in Dar-es-S&laara* We have already soon in Chapter 2 how the 
inadequate road conditions in the oity affect scheduling, departure 
and arrival time, and congestion with its economic and sooial costs* 
This is a physical problem beyond the oontrol of UdA and hence the 
Company has to operate within these physical parameters*' On the 
other side of the coin, some of the problems of oity bus transport 
are operational and management in nature and the blame lies with 
the entire UDA personnel* This is implicit if we probe into the
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day-*to-day functioning of the company and the main functional 
oharacteristics* By so doing we can identify problem areas*

In undertaking thin cxeroioe, the author has applied five 
yardstick for measuring the degree of efficiency and effectiveness 
of UJA personnel and vehioles and these are*- Management 
techniques applied, operational teohniques employed* workmanship 
in workshop, commitment by bus orewf and a look at the recurrent 
and Capital Expenditures of UdA*

3*1 HAHAsE*Jff T

Transport management teohniques can be proper and adequate 

only when you have the right people at different levels of the 

organizational hierarchy to make the right deoisions at the right 
time* Insufficient trained manpower both quantitatively and 

qualitatively is the main problem giving headaohe to UjA management 
and the Ciovemraent as a whole. There are two basic factors 

accounting for this problem one is historioal and the other 
is managerial*

3*1*1 PROBLEMS APT d N/.fliNALl JATll I.

Lessons from developing countries,indioate that nationalization 
of indu8trios brings some inherent problems, so was the case with 
nationalisation of UJA on lot April, 1970* When it happened, most 
of the highly qualified and skilled staff (mainly expatriates) 
deoided to diooontinue their servioes with UJA and instead were 
absorbed into other subsidiary oornj -niee of United Transport 
Oversoas Ltd, (U.T*0*) operating in more than 100 countries of 
developing world formerly under British oolonial rule*

The U*T*C* was not as committed to develop public transport 
industry in Tanzania as it was in Kenya* For example, no effort 
was made towards establishing ant Institute of Transport in 
Tansania to train manpower at either certificate, diploma or 
undorgraduate level for the various departments of UJA*
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Instead^ UTO opened one such chool in Nairobi which aooomoduted 
students from "ast Africa. Few Tanzanians were offered places 
at this institute, otherwise most of them gained on—the job 
training.

Little effort was made by UTO to expand the inadequate 
workshop facilities available at the time. Prior to nationali­
sation some of the major jobs of maintenance were carried out 
at the UTO oentral workshops in Nairobi where large stocks of 
spare parts wore maintained. No large stocking of spares had 
been permitted to exist at Dar-ea—3alaara by the UTO. From the 
operational side the fleet was not enough to meet the public 
demand.

Fear of uncertainty of business in Tanzania was high among 
UTO management, especially with the promulgation of the Arusha 
Declaration of 19^7 which among other things, oalled for the 
nationalisation of the commanding heights of the eoonomy 
inoluding transport industry. This foar was further raised 
high with the oreation of the National Transport Corporation in 
1969 with the aim of acquiring, by agreement, and hold interest 
in any transport business and to manage it. The struggle by the 
now defunct Dar-eo-Dalaam City Council to 3©oure a reasonable 
share of local participation in the business of UDA lasted for 
some years until in 1965 when the Counoil acquired 25$ share­
holdings in the Company.

In short, UTO was less ooncerned with investing in Tanzania 
duo to the turn of politioal events there. At same time, UTO 
consolidated its stronghold and investments in Kenya at the
expense of Tanzania. PROBLEMS OF UDA CAN BE EXPLAINED ONLY BY 
THIS HISTC itlCAL PRECEDENT.
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Now IDA management beoarnc ambitious immediately after 
nationalization by expanding workshop and bus fleet and 
extending route network without paying due consideration to 
reoruiting and training people to c u r r y out this ambitious 
project. For instance, a Shs.1.9 million/* workshop extension 
and the hard surfacing of 2J- aores of land was started immediately 
after nationalization in April 1970, at Kurasini depot to 
aocommodate 200 vehicles. The entire project was completed just 
aftor one year in May, 1971 to provide a further workshop spaoe 
for 120 buses. Provision was also mode in the now expansion for 
larger and adequate spare parts. In 1972, about 100 new Bens 
buses were purchased in one lot. These buses have brought very 
severe operational problems to UDA to the extent that in 1974 
the Company had planned to auction almost the wholo Bens fleet. 
por almost the whole of last year 34 new Ikavus buses which were 
imported early in the year remained idle without being utilised 
due to inadequate depot facilities.

'Hie expansion pro raramec wore not seriously accompanied by 
training and recruitment of highly qualified otaff at various 
levels to man the four Departments. For example, in April 
1970, when UDA was nationalised, there was no qualified citizen 
engineor at this time to manage the buses in the workshop. The 
posts of Chief ugineor, Traffic Hana;rer and Personnel Manager 
remained vaoant in 1974, and 1975 respectively when they were 
filled. The first two General Managers had neither formal nor 
informal education, training and experience in transport 
management. There wore no engineers in the Company until late 
in 1973 when 4 expatriate engineers arrived.
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To-*iate the following nurabor of eonior posts arc still
vacantt— Depot Kanager (Ubungo depot), Executive Officer
(Ubungo), Personnel Officers (3) Personnel Assistant, Chief
Internal Auditor, Senior Aocountants (2), Accountants (5),
Internal Auditor, Aooountant trainees (2), Assistant Internal
Auditors (2), Chief Engineer (the present one is on>seoondaeat
from Ministry of Communications), Divisional Engineer (Ubungo),
Senior engineers (2), Assistant :Engineers (2), Stores Officers
(2) and Store Keeper* In the Engineering Department, one
expatriate Senior Engineer, three expatriate engineers, and one
expatriate Chief Store Keeper will have to be replaoed by 

7e ltie e n e i

3 «1! 3 ON THE JOB P>tUST.w,TIc H

Frustrations in the course of executing one's duties oan 
be expressed in so many ways* For example, the absence of 
scheme of service (training and advancement), overtime payment, 
incentive wage (bonus system) etc* oan contribute to low 
productivity in an organisation* UDA is not an exception 
to this rule* Up to now there has been no attempt to draw up 
a soheme of servioe for UDA personnel at various levels* This 
scheme is supposed to show the criteria or oonditions under 
whioh an employee can be promoted or demoted from ono grade 
or level to another* In the absence of this, promotion oan be 
based on faotors other than merit* It is no seoret that UDA 
had Instituted no system of annual confidential reports for 
its employees to assess individual job performance, until late, 
last year* An appraisal of eaoh officers qualifications, 
ability and work performance is essential in the interest of the 
officers themselves and for the effioienqy of the services as 
& whole* Suoh reports are supposed to cover employees knowledge 
of the job, quality of work, productivity, ability to learn, 
initiative conduct /co-operation, and punctuality* There were even 
no probationaxy reports until late last year on UDA staff* The 
aim of this report is to determine whether the trainee or the
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newly recruited employee is suitable for confirmation and 
subsequent further training.

A number of young men who were trained in formal institutions 
or on the job in various asrocts of transport management and who 
commanded good skills and abilities in their work left UDA to 
look for jobs in other transport companies with better working 
conditions and prospects. This was mainly attributed to the 
absenoe of scheme of service whereby they were working in an 
atmosphere of uncertainty as to one's chanoes of promotion and 
further training.

There has also been too much emphasis on paper qualification 
rather than ability of person to do his work deligently. Tftis 
has been the case especially in the Engineering Department 
whereby most of the skilled mechanics and teohnioians were 
those without high formal education but promotion was based and 
•warded to workers with (diploma) certificates but with less 
skills and experience. This frustrated the well experienced 
workers who had served in the Company for a very long period 
and as such productivity in the workshop was threatened and 
some of them decided to look for jobs elsewhere whore frustration 
of this nature is minimal if not non existent.

Workers have been given a forum whereby they can express 
their opinion and present their oases and frustrations to the 
Workers' Committee and Worker’s Conciliation Board. But 
efforts have not been made by the management to make sure 
meetings between workers and management are held to iron out 
differences of opinion on proper management and operation of 
the Company.

3lll4 Hi: D i*C:; INNOVATIVE AND ADAPTIVE ATTITUDE

Conservatism is a very strong force working against 
an inquisitive and reformative sort of attitude. One can
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learn whether what he is doing is wrong or right only when he 
oomp&ros the notions and experiences of others* To this 
effect it is essential for top UDA management to visit other 
well organized public transport companies probably in cities 
of same magnitude and physical characteristics like )ar-es- 
Salaaa*

It is only through Buoh visits can an innovative and 
adaptive attitude be instituted in the Company*

UDA management has visited a number of countries inoluding 
Kenya, Uganda, Zambia, Holland, Hungary, West Germany, Yugoslavia 
and Belgium on study tours* But these tours are short-lived 
covering only a few days in each host oountry.

An ideal type of study tour iB one which covers for 
example 6 months, during which UDA personnel could directly 
work in foreign bus oompany and participate in the day to day 
functioning of the oompany* When this is accomplished there 
is no doubt that one will understand the secrets to success in 
public transport planning in terras of the best management and 
operational tools and techniques to omploy* To some extent,
UDA is cut off from the flow of information of new developments 
and improvements in the field of public transport beoause 
there are hardly any contacts with other progressive transport 
companies*

3l2 OP'idATK iNAh TLCHiQ^U .S

B|y operational techniques we normally refer to the way 
the buses and orew is organised and operated to meet riders* 
requirements* Here we are particularly interested in the day- 
to-day working of the Traffic Department and related operational 
problems* These problems can be looked at from four different 
angles namely t-



Insufficient recruitment both quantitatively and qualitatively 
retards attempts by UDA to make research and planning activities 
more meaningful and utilise re3oaroh reoults in praotioe* The 
object of transportation research is primarily to provide UDA 
an Improved transportation operational on the basis of which 
the company can take decisions* In order to take decisions that 
will lead to the best solution of a problem it.is neoessary for 
UDA to understand the underlying principles os thoroughly as 
possible* F*urthormorcf facts and figures must be available so 
that the oonsequenoes involved can be evaluated from known 
quantities and relationships*

Strictly speaking thero has been no research activities 
in UDA, and particularly in the Traffib department where a seotion 
dealing with research and planning is supposed to be located*
The department is collecting alot of data on traffic e*g* bus 
delayb, crew punctuality reports, lost mileage due to invo­
luntary otopoi scheduling and rescheduling of buses9 breakdowns9 
vehicle maintenance and servicing and despatching etc., but 
absolutely no analysis of this data is made to see its implications 
to the Company in terms of the existing level of service9 
problem areas and (best) strategies to undertake to overcome 
deficiencies. Data oolleoted by drivers, conductors, mechanics, 
despatchers, engineers, Mileage section, the Inspectorate and 
Traffic Department in general is only kept in files as a daily 
routine activity and end up being stored in shelves*

The main weakness arising from this habit is the prevalence 
of routine type of work in each Department* It is very difficult 
to promote forward planning since this is possible only by 
reviewing part experience ard from this forecast conditions* This 
calls for the establishment of a full-fledged Researoh and 
Planning Section to promote researoh and planning activities 
in the company*
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The distribution of buses by routes at different timos of 
the day is a oase in point* This distribution is not based on 
both the actual and latent demand of the different land use 
zones in the cityt but on the actual passcn^-or congestion on 
a given route* But passenger load differs from one day to
another and from one time of the day to another. Worse still

»
no attempt has been made to identify and determine the magnitude 
of latent demandy so that evon passenger demand projections is 
based upon projections of travel aotually performed*

We normally tend to forget that there is also a large 
element oflatent travel demand - the trips that would be taken 
if adequate public transport service were available. Since private 
automobile ownership is not high in Dar-es-dalaam, the principal 
source of latent demand are those individuals who have no access 
to the automobile* If one of the goals of public transportation 
plannin,; is to provide equal access to urban opportunities to a 
maximum number of peopley then latent demand oan't be ignored*
In planning approach UJA must take full account of transport 
needs unmet by existing publio transport system*

Constant re-scheduling of buses is another oase in point*
This activity is carried out mainly at the very busy points —
Kariakoo find Old Post Office terminus* The distressing part of the 
matter is that the re—scheduling is done based on the state of 
affairs (passenger load) at these two terminals at a particular 
time but not on the basis of passenger load on the whole route 
(e*g. Kariakoo - Ubungo) that the particular bus taken away was 
supposed to serve* There might be a lot of people waiting between 
Kariakoo and Ubungo but as the decision to reschedule the bus is 
based on the situation at Kariakooy these people are not taken 
into consideration*

A related problem arising from inadequate research is thaty 
because of improper scheduling many morning shifts end up at 
or before 9*Q0 a.rru when it is still the peak period in Jar-es-3alaam*
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The problem is that althou^i more priority in distribution of 
buses and shifts is given to those schedules with continuous 
shift8v still some shifts out in the mornings are thoss broken 
in nature* The remedy is to despatch those servioos with 
continuous, uninterrupted shifts first before the broken shifts*

»

3*2:2 PatP ;•> ..ii ACliJii IV 3UU TlKi:iJo Alii) .;...>VIC..o

Reliability of bus services implies punctuality and 
regularity which in effect ensures not only timely departure 
fromy as well as arrival at, terminals of bus services, but 
also passing through intermediate stops at right time* Being 
dependent on many faotors such as the practioe of strictly 
adhering to time sohcduley satisfactory condition of busesy the 
absence of abnormal delays enroute etoy the reliability of 
service naturally is affeoted by the upset of ar\y of these 
factors*

Judged by the results obtained from the observations made 
by the author at certain places in particular periods it could 
be inferred that servioes in outer routes were generally more 
successful in keeping track of time schedule* However, in 
the CBD area the bus ourvices wore either not always ablo to 
oope up with schedule or the soheduling of servioos along 
common routes is not properly spacedy as a result of which it 
is uncommon to see more than one bus plying in quick succession 
in one and the same direction and route at particular time 
intervals* buoh instances of bunching of trips at particular 
routes, hours and places lead to denial of timely passenger 
service to travelling public, besides resulting in longer 
waiting time, lesser utilisation of bus fleet and lower revenue 
receipts* Therefore the need for proper spacing of bus timings 
and service can hardly be over emphasised*
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During the time of changing the staff especially between 
12 noon and 1.30 p.n. there is slack in operation of Ui)A services 
owing to the prevailing tendency of outgoing staff to close the 
shift much earlier and of in-coming staff to join the duty rather 
leisurely* It was noticed by the author that the early morning 
services before 6.30 a.nu are mostly negligible in a good number 
of routes and this feature of late resumption of services is not 
keeping with the magnitude and type of activities in a city like 
Dar-es-3alaamt whioh, as a matter of fact, should be provided with 
pre-dawn servioes to meet the demands and convenience of intercity 
passengers.

The same problem is repeated with night servioes. Not 
enough buses are allocated for night duties in relationship 
to passenger demand and even the mini-bunes which are supposed to 
deorease p&ssonger load on oengested roads particularly the 
heaviest load at the CBD (Kariakoo) have their servioes terminated 
at 8.30 p.m. Por the big buses most of the night trips end up 
before 9*10 p#m* and a few of them that go beyond this time are 
not wholly fulfilled because of very poor supervision of orew 
by the Inspectorate Section at night.

3:2:3 C\ W f/r a l Ja c  if? i:;^ .CTi .-.j

A rota showing where drivers and conductors are suprosed to 
report for duty either at depot, rariakoo or Old Post office 
terminus, for the whole week is usually prepared on Sundays.
The rota indicates the Running ?furaber of bus, shift number, 
reporting time, and driver’s and conductor’s number eto. Raoh 
member of crew is given one day off duty in a week. The rota 
shows the routes the orew will have to operate. Nevertheless, 
what is actually planned for is not easy to implement. The 
rota is sometimes not followed due to a number of reasons 
such as breakdowns, unavailability of buses, failure of some crew 
members to report for duty, insufficient number of ticket 
machines eto. All these factors oall for changes in shifts, and
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in many cases the changes are srratio and disorganized* We 
shall analyse more of this in sections to follow*

3us despatching process and consequently the delivery of 
buses for operation also takes unwarr&ntedly long time because 
of the bus congestion at the workshop. As the despatching 
process extends into the morning peak poriod it interferes with 
the smooth flow of passengers at this critical time* This 
explains why the would-be passengers are frequently stranded 
at bus stops and terminals in tho mornings*

The control of traffic flow on the routes falls under the 
Inspectorate Section headed by the Chief Inspector* He is 
assisted by & team of Inspeotors and ticket examiners of 
varying grades whose duty is to ensure that the conductors and 
drivers do adhere to the timetables as much as possible* 3y 
making regular surprise checks inspectors are supposed to control 
the flow of traffic in the zones assigned to them and that way 
eliminate the loss of trips* They have also to ensure that 
the drivers keep a high standard of care to facilitate road 
safety for both the bus and passenger and other road users*

One of the main problems with the Inspectorate Section 
is that the number of inspeotors allocated for night duty is 
not enough to ensure that orow members comply to the time and 
duty schedules* This gives drivers and conductors freedom to 
decide either to undertake tho trips or not or to change route 
schedules at their own discretion* This is a common practice 
especially after 9*00 p.m* when only 2 inspectors are assigned 
to control bus traffio for the entire oity* See Appendix 3*
There is therefore need to strengthen manpower position in the 
Inspectorate Section* Inspeotors should be posted at two 
terminus at night to reoord in-coming and out-going buses and 
oounter oheok this information with duty and time schedules 
and report any discrepancy for a disciplinary action to be taken 
against offending crew*
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3*2*4

IDA used to char e a :raduatod far* ayntom whereby fares 
were charged according to the distanoos (stages) travelled, so 
that the fares inoroased in proportion to distanoe travelled, 
rhe conpany introduced on lot Jeptomber 174* semi-flat rate 
fare system ranging from cents »/50 (lowest) to 3hs.l/-y 1/50 

in the oity while those travelling to the outskirts of the city# 
mainly in the Coast Region pay 5hsi2/« and above9 with oents
•/50 as the difforonoo. Furthermore UJA introduced two types 
of seasonal tickets9 one oosting dhstSO/* which entitle the 
holder to travel in the conrafly^s buses to any destination for 
one month and another costing Jho:60/- valid for only a

The uthor has travelled on a numbor of routes recording 
travel time between origin and destination points. This has seen 
covered in Chapter 2• He observed that in most bus oto^>s9 
buses stand between 3-4 minutes and more to allow the conductor 
to issue tickets to embarking passengers and to give "change" 
to alighting passengers. What is roquired is to look for a 
better system of issuing tickets which will not result in 
restricting the productivity of bus fleet and running staff 
and causing delay and frustration to travelling public. The 
Company should at least set up ticket kiosks at major points 
of passenger congestion to enable passengers obtain tickets 
before boarding buses and thereby avoid unnecessary delays 
oauaed by the present system. :Juoh Kiosks should be erootod 
at the Old Post Office and Kariakoo main terminus9 Mansescy 
KigogCf Teraeke9 Tandika, 3uguruniy Klnondonif • •wonanyaaala9 
tlcon-af Mtonif ’-'ba ala and Magor.cni Karera, Mspipa Vondoa and 
Mikumi terminals.

3*2*5 m J L u u K U  K ...

speoifio route for one month.

J^PA.rTK NT

This is a problem related to the checkin; and reporting of
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technical failures and damages caused during the movoraent of 
busoa* he author has studied the way accidents and break­
downs are reported to the workshop and Despatch Section of 
Traffic department* The findings are interesting* Broken 
buses are abandoned for a period ranging from one hour to 
twelve hours a few of buses with their engines on* ' This proves 
that there is some shortfall in the information transmission 
and the speed of reaction of the 'Engineering Department*

The co-ordination between the Traffic and Engineering 
Departments appears to be inadequate in this matter and it is 
not clear which officer takes responsibility for delays in 
repairing or eervioing the broken bus* Furthermore it takes 
a lot of time to provide bus replacement in oase of a break­
down on route* A relief bus may not be available at the time 
it is needed sometimes due to inability of workshop to provide 
one* The number of patrol airs and mobile reoovory vans should 
bo increased to keep a continuous and effective check on flow 
of buses*

3*2*6 TILTH j  ): iF D.a’V -V illCLE :;i" 01 U.IhA. lv N

The relatively high number of bus models run by the 
Company (Fiatf 3enzt Leyland, Isuzu and Ikarus) aggravates 
the problem of poor workmanship in workshop in terms of 
maintenance and servicing* Worse still an interesting 
method has been devised by UDA management whereby eaoh 
driver is assigned to drive only one group of the following 
vehicles (i) Ikarus 280 (ii) Ikarus 266 (iii) Isuzu mini­
buses (iv) new Fiat, Ley land and Bens buses (v) old Fiat,
Bens and Leyland buses*

This specialisation has so many operational disadvantages 
which outweighs the advantages* From field observation, it is 
not uncommon to find buses parked at the two terminus and bus
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station for hours junt b^oause the right type of drivers to drive 
those vehiole makes are not around* At same time drivers assigned 
to drive other vehicle types may be around9 sitting idlo9 Just 
because of non-av liability of the buses they have been allocated 
to drive* The management should review this policy seriously 
and relax a bit* For exaur>le9 all drivers who crew Ikarus buses 
were the most competent drivers of Leyland* Fiat and Bens 
buses in liDA before being given special training on Ikarus 
vehicles* There is no reason why they should be confined to 
Ikarus buses only while they have the kn owl edge f expertise and 
experience with Leyland, Fiat and Bens vehicles*

There are9 on the av&rage9 more than 15 such oases a day 
when Rood Safety Inspectors and drivers on light duties are 
compellod to drive stranded empty buses to the two depots*

3*3 A -  F IDA BtiJ ^

Drivers and conductors are the moat productive workers 
in any public transport undertaking* This is beoause their 
productivity can be measured in physical and monetary ton s* 
ftiyaioal productivity includes the distance and time covered 
by crew per shift* Fiscal productivity is measured by the 
number of passengers carried and resulting revenue (fare 
collected)* It is very diffioult9 for exeunple9 to measure the 
productivity of workers in Personnel9 Accounts and ngineering 
Departments beoauso their output cannot be easily expressed 
in purely eoonomio tor s*

An analysis of passenger fare collection per day and month 
has boon made in Chapter 2 and its characteristics narrated*
One question whioh we ought to have asked ourselves much earlier 
is if there is any possibility of increasing daily revenue 
collection or in other words if the current amount i3 in 
accordance with what is expected* Henceforthv we are mainly 
concerned with the level of productivity of oonduotors and
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drivers if it is high or low* The answer is the later*

This can be measured by looking at the punctuality 
rerort whioh shows the number of drivers and conductors per 
day with oases of late ooraings9 sickness9 excused duty, 
absenteeism etc*

Information below9 Table 22 is computed from daily number 
of different categories of oases as shown*

3*3«1 I W O ND AB&:NTb I jM 3Y j . JV .,S Ah'Q

am*: 221— iua» FC Ji.'i.ti. a rc
JA«Ua .<Y - JULY 1975__________________

n  u n  r k

Late Comings 3iek rxcu3ed Juty Absent Overtime

January 322 393 78 670 1075
February 197 372 88 655 740

March 376 348 96 1042 660

April 210 346 64 1016 260

May 401 513 129 1842 5
June 336 414 61 1275 1

July 313 350 52 1124 275

Hotel- Uata for 20/4/75. 21/4/75. 27/5/75. and 28/7/75
is not includod horo*

A ourrm-iry of the data above shows that on the avorage9 
more than ton drivers and or oonductors report late for duty
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in the mornings, and of those who turn up, about 15 of them are 
sick every lay* These are asaignod light duties# Data on the 
number of drivers and or conductors who absent themselves from 
duty in the mornings is very shooking* For the months of 
Janu&ry-July, there are always more than 37 drivers and or 
conductors per day who do not turn up for morning duty with 
no proper reason* Yds is very common os, ecially on ,or after 
paydays* This is a very grave situation which affects trans­
portation of workers in the city* To explain the magnitude of 
the problem the author has extracted the following detailed 
data from Table 22*

lYJh: 23l- UJh* A IL - . j  >L.Y 1975? ^ Ud.') ■ 0 'i.UN

Date
No*of Cond­
uctors absent
for duty

As & Percentage 
of Total Condu­
ctors for lorn- 
ing Shift

No.of Drivers 
absent for
duty

As a Percentage 
of Total Drive­
rs for Morning- 
Shift

27/4/75 38 24 56 35
29/4/75 14 9 52 33
30/4/75 21 13 38 24
2/5/75 20 13 50 31
3/5/75 29 18 55 34
4/5/75 25 16 63 39
6/5/75 32 20 44 28

7/5/75 34 21 37 23
8/5/75 23 14 58 36
9/5/75 28 18 46 29
10/5/75 18 11 39 24
11/5/75 33 21 43 27
12/5/75 45 28 27 17
14/5/75 38 24 49 31
22/5/75 34 - 21 36 23
30/5/75 37 23 38 24

Notot- 160 big buses are supposed to be deployed every morning* This 
means that the minimum number of drivers and oonduotors 
required is each 160* This information is obtained from 
UDAvs vehiole running cards*
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Consider a case where for example, 63 drivers failed 

to report for duty on the morning of 4/5/75* This means

that the number of buses actually deployed in that morning
»

was minus 63 of the planned number* Furthermore, it means 

that 63 buses which carry about 8,000 passengers at one time 

were lying idle in the depot leaving at any one time 8,000 

would-be passengers stranded on the roads* Con oc quant ly, 

the available buses on the rood3 are overcrowded, duty and 

trip schedules are interrupted and beoome disorganized, such 

factors an riding oomfort, convenience, accessibility to 

urban opportunities, frequency and reliability are impaired*

Their failure to rerort for duty has negative financial 

implications to the company as it loads to an increase in 

operating costs* At sane time it leads to an increase in 

overtime paymonta since tho management has no alternative 

but to employ off duty drivers and or conductors who 

inoidentally report to depot in the mornings for over time 

work* 3ee Table 22 column 6*

As a corollary to abeve information on daily morning 

position, the author has tried to relate this with the 

position for the whole working day, for the months of 

January, February and August, 1975* Table 23a, 23b,

23o are self explanatory*
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TAflfc 23m .-: a ,  e ,

A 3 A P E R C E N T A G E OP 151 SHIFTS

Jate Number Shifts Shifts out Shifts out Total Short of
of lioket on time 20*40 min- ovor 40- Shifts shift
Machines utes lato *out
Short late

January January January January January January

1 8 66 s 6 3 77 22
2 11 68 3 4 76 23
3 10 74 3 9 88 11
4 10 71 1 9 82 17
5 9 69 5 9 85 12
6 9 67 2 9 79 20
7 8 73 3 7 84 15
8 - 74 3 4 82 17
9 12 70 6 9 86 13
10 11 72 3 6 83 16
11 17 65 6 9 81 18
12 - 56 8 5 70 29
13 18 57 3 6 68 31
14 - 59 6 9 76 23
15 20 62 9 7 78 21
16 23 61 6 7 76 23
17 24 64 3 9 78 21
18 26 66 6 5 78 21
19 - 50 9 14 74 23
20 28 66 5 6 78 21
21 - 66 3 6 77 22
22 30 66 3 4 74 25
23 21 51 9 11 72 27
24 26 58 6 13 78 21
25 20 49 13 13 76 23
26 24 45 8 13 66 31
27 5 51 9 13 74 25
28 22 46 10 12 69 30
29 16 45 9 16 71 28
30 19 49 13 10 74 25
31 16 66 4 3 • 74 24



81

Mj* I  « 75

AS A PCRC NTAOE OF 151 SHIFTS

Date Number Shifts Shifts out Shifts out Total Short
of ticket on time 20-40 min- over 40 Shifts of
Machines utes late Minutes * out Shifts
Short late

1 11 67 6 7 81 18

2 4 45 11 13 69 28

3 16 46 11 13 70 29
4 18 48 10 17 76 23
5 - 49 5 16 71 26
6 12 55 8 13 77 22
7 15 57 11 6 75 24
8 21 64 6 9 80 19
9 - 58 3 5 68 29
10 23 49 5 14 69 30
11 - 58 6 10 75 24
12 20 56 8 8 73 26
13 - 43 11 11 66 33
14 4 57 6 6 70 29
15 10 61 7 6 75 24
16 3 50 2 13 66 31
17 8 56 7 t 6 70 29
18 8 47 11 13 71 28
19 8 48 7 17 74 25
20 8 53 11 9 74 25
21 8 66 3 6 76 23
22 8 70 4 5 80 23
23 8 52 6 9 69 28
24 8 52 7 12 72 27
25 3 65 1 3 71 28
26 5 49 6 7 68 19
27 4 35 8 21 58 34
28 5 53 7 6 68 31
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,£&3I£ 2391- aura oor ^-LJaLgr TO JWflt \CT? 1275

A3 A FI3iC JflAOE OP 151 SHIP? 1

Date Shifts 
on time

Shift8 out Shifts out 
20-40 Minutes ever 40 
late !!imites late

Total
Shifts
Out

Short
of
Shifts

5 66 7 11 85 14

7 62 8 15 86 13
8 60 3 17 81 18

9 66 6 11 84 15
10 61 6 17 86 13
11 61 3 22 87 12

12 68 6 13 88 11

13 66 4 15 86 13
U 66 5 7 79 20
15 63 7 10 82 17
16 70 7 14 92 7
17 61 7 9 79 20

18 54 13 16 84 15
19 60 6 18 86 13
20 62 10 13 86 13
21 60 9 15 85 14
22 63 5 15 85 14
23 61 11 16 89 10
24 68 10 11 90 9
25 58 5 14 79 20
26 62 5 13 82 17
27 60 3 17 82 17
28 60 8 11 80 19
29 60 3 16 82 17

30 54 8 17 80 19
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From the Tables we oan see the effect of pay day on the 
punctuality of crew and consequently shifts on time and those 
not taken* fno needs to look at the deplorable conditions 
for every month from the 23rd day to the 3rd or 4th of the 
following month to realise that at legist only half of the 
planned shifts are out on time* On each of the days* in months of January 

and February gome conductors could not work because of shortage 
of tioket machines* This problem has now been solved with 
advanced training of 13 ticket machine technicians*

3«3*2 ov Jill d i b c i p u n  if  C i w

TABU' 241- DISCIPLINARY CAB *  1274

Month Careless Theft 
Driving

Lost
Trips

Absconding
from Duty Misconduct

January 28 7 4 3 18

February 4 6 9 - 10

March 7 28 1 - 6

April 7 20 4 1 16

?toy 14 20 3 1 25
June 6 34 6 4 24
July 8 31 19 14 58

August 1 78 2 9 13

September 5 58 5 23 18

October 10 19 34 13 -

November 11 20 33 15 10
_Jeoember 8 28 46 7 4
t o t a l 109 348 166 90 201
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Although those oasos are petty but have an inpaot on

the operation of the companyt for one thing the offenders 

are suspondod from duty pending the findings of the 

Workerfs Conciliation Board* When found guilty they are 

diamissod from work but entitlod to all benefits and the 

company has to recruit new crew who have to undorgo both 

theoretical and practial lessons for 2 months before they 

are productive*

3*4 v WLlJCMANliHIP IN WOC-^ICP

The number of times a bus breaks down while on road

on duty is a reflection on the proper maintenance of 

vehicles* The large the number of breakdowns constitutes 

not only ooonomic loss to tho undertaking in as much as it 

deprives productive utilisation of bus fleet in active 

services, but also inoonveniencos the multitude of 

passengers* While complete elimination of breakdowns is an 

impossible proposition, a substantial reduction can always be 

the target for achievement* This is poscible if the workshop 

is manned by competent mechanics and technicians to oops up 

with maintenance*and servicing duties which are very crucial 

for the functioning of the company.

3*4*1 KANPO P;u POLITIC N IN WQ.iKSrCP

Fegular maintenance and servicing of buses depends to

a large extent on the availability of skilled manpower*

Table 25 below shows manpower strength in different job 
categories in the workshop*
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2

13
27
5
5

16

3
9
1
3
5
4
2
5
2
12
4
6

16
32
12
1

TABLE 251— PANPOttS POSITION, 3 ,FT -MB. :ii 1975 
___________ENGINE ,KING XEPA:iTM.Jrr___________

Chief n ineer (l)t Engineers - all expatriates (4), Senior 
foreman (l)t Senior Storekeeper (l)f Store-Keeper (l)t 
Store Clerks (27)t 1 h-ineerintf Clerks (5)f Foremen (14)

Grade Grade
1 II

:rode. No Grade 
Including 
Learner 
Mechanics

—

Mechanics 2 13 1 55 68
Fuel Tump Mechanics 2
Ticket Machine Mechanics 13
Flectrioi&ns 8 9 10
Batttrymen 5
Body Builders 1 3 1
Carpenters 4 4 8
Panel Beaters 1 1 1
Welders 3 3 3
Spring repairer 1
Radiator Mechanics 3
Painters 4 1
Signwriters 1 3
Turners 1 1
Apprentices 2 3
Greasers 2
Oilers 12
Storemen 4
Pump attendants 6
lyre Fitters 16
Bus Cleaners 32
Garage cleaners 12
Fork Lift drivers 1
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There is a very acute shortage of manpower both quantitatively 
and qualitatively in all soctions of the workshop* The shortage 
is highly felt especially with electricians and mechanics 
particularly manpower for servicing Ucarus buses* If one looks 
at Table 26 showing the number of bun os in UDA workshop and 
those in other workshops waiting for repair this is A clear and 
direct reflection of the consequences of this manpower shortage*

'

Month Total No. of 
buses in work­
shops of UDA

Daily average 
No* of buses 
in workshops
Of UDA

Total No* of
Buocs in other 
Workshops

Daily average 
number of 
buses in
Other work­
shops

January 3302 107 312 10

February 3385 121 274 10

March 3225 104 301 10

April 3310 118 211 8

May 4512 150 175 6

June 5087 170 111 4

July 5175 173 82 3

Note*-(i)The above data for the month of January and February 
does not include Ik&rus buses which started operating 
on 1st Maroh| 1975*

(ii)For the months of January and February UDA bad a fleet 
of 311 buses* For the months of March - July there 
were 374 buocs*
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Buses in other workshops are those broken down or fault

supplier of the vehicle or his dealer has to meet repair 
charges. Some of these buses have very special defects which 
needs very specialized repairs and dealers have all the
facilities and expertise to undertake such sophisticated

»

repairs.

UDA has two dcpots9 one at Kurasini and the other at Ubungo. 
Capacity of Kurasini depot is 240 bun os. A new depot worth 
Jhs 4 million was opened at Ubungo last year to deal with only

1. When the total project is oonpleted (nobody knows when 
Phase 11 shall start) it is planned to increase the capacity 
to 250 buses. Aooording to public transport experts the best 
reoomnonded capacity for a depot is 150 buses whore it is easy 
to service and maintain proper reoords.

The main problem with the workshop is that tho machinery 
and equipment as well as the tools are insufficient and partly 
obsolete. Xew equipment is urgently needed to supplement and 
or replace existing ones. . The Hungarian team which made a 
study on UDA recommended the purchase of 24 different types 
of equipment and machine tools by phases depending on the 
availability of finance?

15ie ordering of spares by UDA is done when the necessity 
arises and not in advance. . As a result there is not enough
spare parts in stcck at any one period. . Ttoe delays in ordering 
spare parts are increased by the slow delivery times by dealers. • 
Thio keep a lot of buses out of use.

There is lack of system of compulsory oheoking when the 
vehioles are returned to tho depots and part of tho blame 
lies with the drivers who do not report the faults they 
discover while driving the vehicles. .

3*4*2
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314*3 a i k M Z - m

On the road breakdowns interferes with the whole operation 
of the buses* Table 27 shows total mileage lost due to 
involuntary stops, as a result of breakdowns for year 1974 and 
part of 1975«

TABLE 271- MIL AQE LOST dui5 TO INYOLOMlAIlT

Tear 1974* January 554245 Fay 692438 September 450255
February 544383 June 592273 October 489823

Larch 658720 July 515178 November 487838

April 871636 August 497625 December 543511

Tear 1975* January 616047 February 588377 Larch 1470549

Tables 28 and 29 are a summary on the number of breakdowns per 
month, their nature/oauses*

TABLE 28:- NUMB : • F B." .AXiX ..TTU P . , Ml MTH 1075

Month Keahanical Elect rial Accident No Fuel Other Total

January 446(35.5/) 564(44.9/)33(2.7*) 78(6.2 ') 132(10.5") 1255(100')

February 458(38.6/,) 545(46/) 19(1.6/) 76(6.4/) 86(7.2/)

J’uly 414(40/) 437(42.6 )43(4.1/) 38(3.7/) 93(9/')

August 365(41.6/.) 351(40 ) 40(4.5/) 40(4.5/) 81(9.2 )

1184(100.5)

1025( 100/ )

877(100')



Month Mechanical Electrical Aocident Ho ^ueC Other
»
Highest
daily
figure

January 26
28 \ 4 6 14 56

February 28 27 4 9 6 56
JUly 18 36 4 5 7 56
August 19 23 3 4 5 47

Prom Tables 28 and 29 above it oan be seen that the average 
monthly number of breakdowns for all categories doolinea gradually 
from 40 in January, 42 in February to 33 in July and 28 in August# 
This is a healthy sign indicating that at least the management lias 
taken corrective measures against this problem# The main weakness 
lies with the nginoering Department which is slow to react to 
breakdowns for there is a big time lag between when a breakdown 
is reported and when the vehicle is attended to# It is possible 
to reduce the mileage loot if the response by the ngineering 
Department to breakdowns is quick#

3l4l4 OP^iATIUG HATIC
Considering the faot that the fixed oosts (which includes 

registration tax, insurance, debt charres, depreciation, eto 
Which are to be incurred oven when a bus is off the road) constitutes 
•omething like ono-third to two fifths of the total operating cost 
of bus per year, it is most advantageous to press into servioe as 
•any buses as possible if those buses can fetch revenue sufficient 
•© recover the variable costs which amount to something like
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60 to 70^ of the yearly total operating coot* Since it is never 
feasible to put the entire fleet on daily operation! a distinction 
is drawn between the number of buses held and actual number 
of buses on the road* The difference between these two figures 
indicates the siae of idle fleet which is accounted for by 
minor and major repairs, spare buses etc* After making due 
allowance of 10 * for suoh contingencies, it is generally 
recommended that as an idoal standard the aim should be 90$ 
fleet utilisation in order to achieve maximum operational 
efficiency*

XA3LE 29»- M j i  ,..A U,r 'C A3 A NTAO

Bate January 1975 February 1975 Aucust 1975

1 43 44 -
2 42 42 -
3 47 43 -
4 44 46 -
5 46 45 46
6 43 49 -
7 46 45 47
8 45 50 44
9 47 45 44
10 42 46 46
11 46 47 44
12 42 46 44
13 40 43 46

14 44 46 43
15 45 46 44
16 44 42 48
17 44 46 41
18 46 45 ' 42



Table 30 continued

Date January 1975 February 1975 August !

20 45 46 45
21 45 48 45
22 44 50 45
23 42 46 47
24 46 46 47
25 45 45 43
26 40 46 42
27 46 42 43
28 42 46 41
29 43 - 43
30 45 - 42

31 45 -

—

Table 30 shows the total number of buses out per day as 
a percentage of total fleet* The data reveals that there is a 
big: discrepancy between the actual number of buses despatched 
and the total fleet held* In moot of the days more than $0% of 
the fleet can not be operated mainly because of moch.mical, 
electrioal and other faults* Hie main reasons which cause 
this situation arei shortage of well skilled workors, laok 
of continuous maintenance! persistent shortage of spore parts, 
the relatively hidi number of the models run by the oompany 
and the bad conditions of the roads in tho city* Hie ratio 
between total bus fleet held by IDA and number deployed per day 
is i-

i t

Hays and means oust be devised to ensure high productivity in 
the Fngineering and Traffic Department if the Con^any is to 
■ako progress in future*
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3*5 Ri ctm .nt aiu) cam tal  x

mas**

We have already seen how road conditions in Dar-es— ;alaam
affect the smooth operation of bus service# The second problem
beyond the oontrol of UDA is the increase in prices of inputs

»
in terms of coat (price) of buses9 petroleum, spare parts and 
repairs, bus shelters, insurance, customs duties, tyres, 
lubricants, s. .lories, uniform;:, trainin , repoync et of matured 
loans to former owners and Tsaaania Government etc, arising 
from the global inflation and general world wide economic 
recession with the countries of the Third World being at the 
centre of the orisis the oontrol of whioh is beyond their 
capacity#

CJraph 5 la a summary of Revenue and Operating Costs for 
1969-1973* The vexy drastic drop in profits oan be attributed 
to the rising coat of every item and the repayment of matured 
loans and other finanoi&l commitments the oompany has to meot# 
Financial statements for 1974 and 1975 are still being worked 
out by the auditors# For Ui)A both the recurrent and capital 
expenditures are financed, by fares# Hie current bus fares 
were raised on lot September 1974 to curb the ever rising trend 
of the Company*e expenses as compared with the revenue# The 
existing fares were determined in such a way that they would 
not have to rise again in the near future, at least not before 
1978, all things being equal# According to UDA estimates/ 
extrapolations, faros will rise again by 30 in 1078# UQA 
should strive to reduce the operating costa by using various 
strategies and approaches to be dealt in next chapter#

.gpotnotep
7# 'Jouroei UDA, Personnel Department 
8. rubllo Tranurortation .jyatem of

Jaimes-Balaam# prepared by a team of Hungarian 
experts sponsored by TE3C0 (unpublished report) 
page 33*
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C H A P T E R  A

POLICY ii' CO; MLNDAT1C ,:ij i'tlO.JTl -i FC
_______________ p-.op,c.Ti:.o n «  u s e  or pub lic
fljUNSPORT

>

4 sO IHTROPUCTILH

The current situation of urban publio transport in Jar-es— 
Salaam is well elaborated in Chapters 2 and 3* As a matter of 
fact, possibilities do exist for oombating the deterioration in 
publio transport if strong action is taken in three interrelated 
fields* Firstly, more rational use of transport facilities, 
particularly of road space in oon ested areas, must be ensured* 
Secondly, new management and operational improvements in UDA 
are needed* lastly, operational improvement should be made by 
introducing "new services?

The following aspeots are given duo consideration in 
working out proposed polioies and action areas:-

(a) evolving of alternative solutions worked out on the 
basis of existing oonditions as spelled out in 
chapters 2 and 3 and selection of the best of the 
solutions evolved*

(b) adoption of such proposals which also provide scope 
for effective use of existing facilities and

(o) taking into consideration of the financial ability 
of UDA and sooiety and fixing of priorities and 
phased implementation of the proposals*

Dar-es-Salaam’s publio transportation problems ought to be 
taokled in two phases (i) the immediate improvement to optimise 
the existing facilities and (ii) designing of transport
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facilities for meeting the additional demand in future*

4:1 FMCiJTr B( It Tr^fto Management and egulation 

Kcaiwrea____________________________________________

The principal objective of public transportation planning 

is to ensure satisfactory circulation fiystem and to achieve this 

objective oertain structural changes are to be made in the sphere 

of traffic operation and transport network* Since it involves 

huge financial outlay and a longer period of time to effect the 

desired structural changes9 the traffic management schemes are 

considered as ideal short term measures to tide over immediate 

exigencies and to facilitate efficient and safe flow of buses*
In other words9 while the long range planning is towards evolving 

of a network of roads to suit the present as well as future needs 
of traffic! traffic management schemes manifest themselves in 

conditioning the traffio to the existing network of roads by 
making best uce of the available facilities*

The following traffic management schemes are considered 

as ideal short term measures 1-

4tl«l PROHIBITIN'"? PACKIN': ALONG KAIN .XADd UJ I) BY Bite -i

One way of reducing traffic congestion is to eliminate or 
control parking at the side of the road because parked vehicles 

cause congestion simply by occupying road space that could be 

used by moving vehicles, thus reducing oapaoity*. This is 

especially noticeable i f  the parked vehicles are at9 or close 

to an intersection*

Aocordingly# parking on the main roads in the CBD area 

used by UDA buses where traffic is intense and the roads 

are narrow should be prohibited immediately along the following 

roads«- (see map 7)



m a p  7 TRAFFIC MANAGEMENT SCHEMES (PROPOSED)

KINONDONI

MUHIMBILI
HOSPITAL UPANGA

/
BRIDGE

iKARIAKOO
Ferry

s station

3 Km

Prohibit parking

Traffic lights or Police control 
Ban right turns

EDGAR H BEREG Ej 
Dept of Urban & Regional 
Planning. University of 
Nairobi-, > 1975/ 76.



(i) Uhuru street—from Clock Tower to Msimbazi roundabout
(ii) itailway Street

(ill) Junction I'eimbazi Street/Morogoro Road to the junction 
of Morogoro Road/United Nations Road Crossings*

(iv) Msimbazi Street—from D.T.Dobie to Morogoro Road*
»

Such prohibition should not apply to UDA bus stops used 
for embarkation and disembarkation of passengers*

4*1*3 PnCHIBIT J IhT ruj<s ;• .:l . J :l?JH KlUkS CN 
THE FOLLOWING JUNCTIONSI (See Man 7)

To reduce traffic delays and to ensure hotter road safety, 
the number of conflict points at intersections oould be reduoed 
by banning certain turning traffic movements especially right 
turning depending upon the importance of roads and volume of 
turning traffic. At a four-arm non signalized intersection, 
the four right turning movements alone involve 16 out of 32 
merging, diverging and oross vehicular oonflict points 
excluding pedestrian conflicts* In a 3 arm intersection, right 
turning movements account for 7 out of 9 conflict points. 
Considering the delays, difficulties and collisions involved 
in turning manoeuvres, it is desirable to prohibit right 
turning traffic on oomo of the major intersections in Darwso- 
Salaam* While planning this regulation, the entire read net­
work in the area rather than a single or a oouple of roads has 
been oensidsred so that the banned traffic movements are taken 
care of by the road network as a whole*

(i) Ths junction at the traffic lights at Korogoro Road/ 
United Nations Road crossing* Although there are 
traffio lights at this junction, they have failed to 
oontrol the heavy traffio during peak period*

(ii) The junction at the traffic lights at Selander Bridge*

The main difficulty associated with the introduction of
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right turn restrictions is that of finding alternative routes that 
are suitable with regard to width and structure* ;>uch problems 
are non existent in Daises-Salaam* Por example in case of Selander 
Bridge, traffic from United Nations .toad intending to enter Upanga 
Road oan do so through Diamond Jubilee r<oad and other aocess 
roads* At the same time traffic on Upami Road intending to 
enter United Nations Rood can do so via the roundabout at Palm 
Beach Hotel* Alternative routes are also available at the other 
junction where right turning is to be restricted* The buses 
should be exempted from the right turn ban* Although this may 
cause some minor confusion, a few buses turning right without 
opposition from other right-turners oan usually be aooonmodatod 
without loss of efficiency*

Of particular importance is the attention that must be paid 
to the signing of the diversions* The turning restrictions 
should be indicated to the motorist by conventional signs mounted 
on posts, but if the prohibitions are in force only during the 
peak periods of the day then they con be advantageously indicated 
by overhead neon signs which light up only during the critical 
times*

4lll3 T.tAFPIC LI0RT3 JrXULJ Id, 1NJ/ALL. D AT Tilt,
PCLLC.vINJ .iiAJ dbCTTCNa lu MANUAL Ct.NT.iiL 
OP T APPIC BY IQLIC.. oil( U U  3'. INTiH QUC’.J 
DUiINQ P ,JC fy,.iIODS AT HI. A.LLi PllMd

(See map 7)

(i) Clock Tower roundabout
(ii) Pugu Road and Chang*ombe Road junction -

since a dual carriageway is under construction, 
there is no doubt that traffic lights will be 
provided here*

(iii) D*T* Dobie junction - traffic lights will definitely
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be installed here as the junction lies along Pugu Hoad 
which is being re-constructed.

(iv) Msimbazl Street and Uhuru street rcundabout
(v) Uhuru Street and Libya Street roundabout

(vi) Msirabazi Street and Morogoro Hoad junction
(vii) Bagamoyo Road/Xinondoni uoad/Kenyatta Drive junction 

and
(viii) Morogoro Road/Morocco Road junction.

A sample survey was made by the National Transport 
Corporation at the junotion of Pugu Road, Bandarini Hoad, 
tfsimbazi Street and Nkrumah Street (i.e. O.T. Jobie junction) 
during the month of August 1974# to see how vehicles were 
flowing during the peak hours.

The result of that survey indicated that during peak hours 
(7*30 - 8.30 a.m.) there wore on the average 720 vehicles por 
hour passing through the check point from Pugu road, 360 
vehicles per hour from *:sirabazi Street, 300 vehicles per hour 
from Bandarini Road. The figures at Morogoro road and United 
Nations road junction were even higher. Prom >'agoraoni to 
town 1,080 per hour, from United Nations to town 860 per hour, 
from town to United Nations road 200 per hour and from town to 
Magomeni 540 per hour. Hence the total numbor of vehicles at 
these two crossings are 1,620 and 2,680 respectively.

O.T. Dobie junction takes 7*8£ of the total vehioles during 
the peak period while United Nations Road/ftorogoro Road takes 
13$ of the total vehioles in the city. Assuming that this 
percentage will be retained up to 1985 in the two junctions, 
the number of vehicles will be as shown below:-
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(per hour)

Tear Vehicle Population 
in Dar-es-Oalaam ;*r*Dobie Junction UftN/Korogo:

1975 20,700 1,620
»

2,691

1976 20,800 1,627 2,704

1977 20,900 1,634 2,717

1978 21,000 1,642 2,730

1979 22,000 1,650 2,860

198O 23,000 1,729 2,990

1981 24fOOO 1,807 3,120

1982 25,000 1,965 3,250

1983 26,000 2,043 3,380

1984 27fOOO 2,122 3,510

1985 28,000 2,200 3,640

Source I- National Transport Corporation, Research and 

Planning Department*

Notei— In 1967 the number of vehicles in Dar-oa—Salaam was 
14,?70. The growth rate between 1959 and 1967 which 
has been assumed to oontinue up to 1970 is 9*2^* Due 

to restriction imposed on importation of cars in 1970 
the growth rate fell to about 5$ till 1974 when more 
stringent measures were taken, depressing, for the 
coming three years the growth rate to 0*5^ per annum* 
It is assumed by National Transport Corporation that 
the growth rate will be back to its 5$ per annum after 
1977* Using this information the table above was 
computed with results as shown*
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4*1*4 8 8 ^ * 3  *Z . ^ - I N  -‘S
TO-SAH-iY OUT I^-:iC.KANAa ̂  JjT.H-Afej_______

I'any of the above measures oan be implemented at little 
erpense9 and only a few require any considerable outlay* The 
measures oan be oarried out only if there is close oooperation 
between Police Regional Development Jireotcrate and the general 
public* This calls for increasing tho number of traffic police 
in the oity* The City authorities could utilise the oervioes of 
existing parking metre readers to enforce anti-parking regu­
lations in appropriate areas* Those who contravene the anti­
parking rules could be dealt with in the same manner as 
defaulters who do not pay parking charges in metered areas*

In the short run and in the CBJ area the traffio regulations 
appear to offer prime solutions* Thereforey it needs to be 
emphasised that traffio managoment schemes should be looked upon 
as stepping stones rather than as substitute for large scale 
and long term development planning*

412 LiilC jJTY He. n  > IMP..I V ' - ̂  IN C Q W m iiJs A h

T:uuUPOaT Oi .-uiTlCW TH-.A b 31 hi ■- C .t B, A>: N 

BY IDA ANJ T:i:j OCY’.aNi: m ________________________

The Company should introduce the following measureaf some 
of the modem conventional methods essential to a public 
transport oonoern in Tanzania* After a careful diagnosis of 
the internal problems facing UDA these measures will minimise 
oosts of operating a bus system and at same time offering 
optimum servioos*

4*2:1 TRAINING PaOGUAKhbS

Hie importance9 for UJAt of drawing up very oonorste 
training programmes need not be emphasised* The main objeotives
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of training should be tot*

(i) enhanoe the skills of the workers so as to give them 
a chance to rise in their position in the transport 
industry and attain a higher standard of living*

(ii) enable employees to perform their duties diligently

(iii) educate the workers to realize9 understand and
appreciate their role and contribution to the eoonoray 
of the nation as a whole and

(iv) improve the standard of job supervision especially 
in the workshop and in Traffic department.

The Company should continue to organize short and long 
courses, Ueminars, conferences and workshops etc, for all staff 
offered in various institutions and establishments in the country 
and abroad.

The number of vacant posts in each department was indicated 
in section 3*1>2. For those posts held by expatriates the main 
aim should be to looalise them within the shortest possible time. 
The training programme should not be rigid but flexible and 
adjusted from time to time according to the priorities and needs 
of UDA and availability of finance And external sponsors.
Fmphaais should be on quality rather than quantity although the 
two are equally important* On-the-job and in-service training 
should be complementary.

4«2l2 INC -NTIT  WA-T. (aciflJS UY3T V.)

The best way possible to make better utilisation of driverst 
conductors and mechanics is by introducing an inoentive wage 
which can be effooted in the following wayst—

The Company has data on expected amount of fare to be collected
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by conductors for each route per shifty given that there are few 
interruptions to time and duty schedules*

(a) If a oonduotor nets more than the minimum expected 
fare then he should be entitled to 5$ bonus of amount 
over and above what is expected*

(b) On top of (a) above, a monthly target should be set 
for every conductor, say 3hs 13,000/- per month and 
if he oolleots beyond this he should bo entitled to 
say,jShst50/« as bonus*

(c) If the conductor works for more than 15 days but not 
a full month because of either going on leave or 
owning back from leave, he should also be entitled to 
bonus depending on the amount he oolleots for the days 
worked*

(d) What has been Raid to conductors in (a), (b), and
(c) above should also apply to drivers*

(•) for drivers of articulated buses (ikarus 280) each of
which is manned by 2 oonduotors, the only way to
determine the financial productivity of euoh drivers is
by taking the average between what has been collected
by both first and seoond conductor e*g* if conductor
X collects shs*870/- and conductor I shs*930/-, then
the total for the driver shall be 870/- + 930/- - 3hs*900/-

2

(f) for mechanics in workshops an element of standard time 
for each job has been determined by the manufacturers 
of each vehicle model* A mechanic should be entitled 
to incentive wage only if he works for lesser time 
than the planned repair operation times for each type 
of work*

(g) A mechanic entitled to bonus should have a good working
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record^ not absenting from duty, always punctual and 
never absconds from work* ihore are many instances 
where bunes have broken down nyeteriously soon after 
having been to the garage either for servicing or repair# 
On looking at the fault, it has been found that the 
cause was bad workmanship of the mechaniod# Mechanics 
with such records of negligence should not be entitled 
to incentive wage#

Every UQA employee in workshop should have a time card for 
a week and time keepers should reoord number of hours worked by 
every mechanic# Erom this it is possible to identify mechanics 
who attain and those who work beyond the standard times#
Operations time in workshop depends on availability of equipment 
and spares, space and good diagnosis of defects or faults before 
repair work begins# To accomplish this successfully, it is 
recommended that more foremen should be recruited and trained 
for supervisory work#

Incentive wage syotem will be meania^Tul only if there is 
genuine reduction in overtime employment in the Engineering and 
Traffic departments#

In order to fully implement the above scheme there is 
need to establish in both Departments am office solely to deal 
with bonus system# To ensure a high standard of honesty, an 
inspector should reoord in the job card all faults to a 
vehicle# A mechanic should record on the very job oard, time 
of starting repair work# On completion of repairs another 
inspector should certify whether the work is excellent, good, 
satisfactory or not. If the output is not good, the responsible 
mechanic must be told to do it over again# Here inspectors 
must be very honest#

4«2*3 SCHEME OF J .dVICL

Scheme of Service for different job oategories and grades
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should be drawn up as a matter of urgenqy* This exercise shouldn't 
occupy U:)A much time since such schemes exist in most of Nationa­
lised companies and in all Government ministries in the country*
UDA management should copy what is already existing (with some 
modifications) and seek the support and approval of the National 
Union of Tanganyika Workorsf the Standing Committee on Parastatal 
Organisations and the Viniotpy of Labour*

4 *2*4 :)l -;c iP T.IMAr;Y V .asp. . :.3

The conduct of employees in Tanzania is governed by the 
Security of rmployment Aot of 19^4 revised in 1974* Briefly, the 
actions taken against employees with disciplinary cases arot 
1st.breaoh written warning, 2nd breaoh reprimand, 3rd breach 
severe reprimand, 4th breaoh fine ( a deduction not exceeding 
one day’s pay from the wages of an employee), 5th and subsequent 
breach summary dismissal*

Deducting employees salary should be the most tangible 
permissible penalty the Company should enforce even to the 
first offenders, particularly crew members who report for duty 
e*g* 2 hours or moro after the scheduled time* At the end of 

month(pay day) drivers and conductors with bad punctuality record 
should earn loss than others* Furthermore those with a bad work 
record should not be entitled to bonus wage* During the period 
when the author was attached to UDA he noted that it was a very 
common practice among drivers, conductors eto to apply for 
salary advances (other than mid-month salaries) and loans to 
meet incidental expenses* The management should see to it that 
only disciplined workers should be eligible for loans and or 
salary advances*

4*2*5 s

UDA is operating in a situation where it has to purchase 
its inputs, hence depending on the revenues it receives from the
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public), it may make an accounting (cash -flow) profit y or loss.

If we examine Table 31 and 32 on cash inflow and outflow 
estimates for the years 1975-1978 we see that the Company will 
operate at a deficit starting from this year, 1976, up to 1978.
It is likely that the loss in whole or in part should be 't

paid for by the Government in form of subsidy to meet the financial
obligations and acquisition of additional fleet.

The government has been subsidising nationalized industries 
from time to time since 19^7# Treasury funds have been given as 
grants or loans or equity. Some of the nationalized industries 
have beon incurring losses bcoause of excessive subsidy which 
in some cases has supported management inefficiency in the country. 
In reaction to thiB, it is now the declared Government policy 
not to give subsidies to nationalised industries and (specially 
those incurring losses. Those which fail to generate surpluses 
will have to be closed down. By introducing this directive, the 
Government hopes that employees in all parastatals will work 
hard to ensure that their companies suoceed lest they be closed 
down.

Such an action is justified in some oases, but in the 
advent of UDA operating at a deficit, does it imply that the 
Government will bring to a halt public transport system in 
Dar—ea—Salaam? The answer is obviously NO! Ui)A cannot go on 
borrowing from the Banks to overcome the deficit since it 
would mean accummulating more debts and hence heavy financial 
burden. There is therefore, a need for Government to step in and 
subsidize the Company. A subsidy in this case will Bcrve as a 
temporaiy alleviation to an otherwise loss making UDA. After all 
UDA is an infant industry (institution) which inherited a number . 
of problems at the time of nationalization •

One may argue that for UDA to meet all her financial obligations 
the best course of notion is to raise the fares to a level where
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CASH INFLOW ESTIMATES FOR THE YEAR 1975 ~ 1978.

1975 1976 1977 1978

A. NET MARGIN FROM OPERATION Shs. Shs. Shs. Shs.
Ordinary Buses/Mini Buses 6,629 *(9,750)<£t(«at '^7,900) ^ ^ 4,500 (a)

B. ADD PROVISIONS MADE. N
Depreciation 10,365 9,795 10,470 10,690

Interest 2,170 2,170 2,170 2,170

Staff Pension 784 1,570 1,570 1,570
Insurance 2,896 - - -

C. ADD CAPITAL RECEPTS. \
Equity 15,000 - - -

Loan 4,000 - - -

Sale of Buses 90 100 100 100

D. TOTAL 41,934 3,885 6,410 19,030

E. OPENING BALANCE 57
*

8,044 (8,806)^F (16,741 f 0̂>)

F. GRAND TOTAL 41,991 11,929 +  (2 ,396 )& t^ 2,289
\

(a) yyfo Fare Increase
(b) Need for more equity - Shs.15ni» This would enable to meet financial obligations and 

©quisition of additional fleet.

#  Co- ^'wiL CdsCv cX&ĵ c Gc-vC



■ S T A B L E  32 BUDGETED CASH OUTFLOW

(All figures in thousands)

& OTHER PARENTS.
(H.T.C.) Grindlays
yjat
fyxadhz

jiogurt
I.J. Motors

t.x.b .
Staff Pension 
Insurance
import duty
(i) Ikarus Buses
(ii) Ikarus Spares
(iii) Ikarus Freight
(iv) Wharfage (ikarus) 
Central Bus Stand
Bxt# Kurasini Depot 

i LOAN REPAYMENT 
(N.T.C.) Grindyals 
K.J. Motors
ftogurt — - t t C o  ' 

fogurt -  3 buses 

foradha 

1 ?iat 

U.B.
•Rchise of capital assets. 
^age equipment 

^ g o  Workshop 

 ̂ " In sta lla tion s  

•̂Placement o f breakdown 

^cket machinesJl
res Accounting machines 

cars

Quarters 
^ A s s e t s
I  ^ l ita t io n  o f buses

Hii- Double Fence 
& Permits

BALANCE

B TOTAL

1975 1976 1977 1978

55 50 45 40

51 - - -

157 - - -

1,022 900 700 600

42 - - /

480 480 370 260
1,568 1,570' 1,570 * 1,570
2,500 - - —

4,057 - - -

1,000 - - ~

4,000 - - -

700 - - -

150 - - -

0
 

• 
0KN 5,500 - —

800 800 800 800

542 - - -

4,204 •2,700 2,700 2,600

232 465 - -

1,310 » - £
4

624 - - -

- 1,880 1,880 1,880

400 O O 300 300

6,500 2,000 2,000 2,000

211 - - -

100 100 100 100

175 200 200 200

60 - - -

570 100 110 125

1,135 500 500 O O

222 70 50 50
- 2,000 2,500 -

- 500 - ~

520 520 500

33,947 20,735 14,345 11,525

8,044 (8,806)'#' (16,741)’* ' (9,236)#

41,991 11,929 (2,396)# 2,289
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marginal revenue is greater than marginal cost* )uch an action 
is irrational because a decision to allow a fare rise is 
inflationary on the soope that wa:e demands would be stimulated 
thereby* This has been the case in recent years*

It is an average workor or a common man who will suffer from 
such an increase in fares* At present9 minimum wage earners in 
parastatals and private Companies on one hand and Government on 
the otherf spend 15$ and 13*6$ of their monthly gross salaries 
(shs*340/« and 380/«) for journey to and •from work respectively* 
This does not include other trips taken leisurely* ..aising the 
fares above 5hs*l/» level would thus adversely affect the cost 
of living of the lowest paid strata in the city who spend about 
60$ of their gross monthly salaries on housing (including house 
rent, cost of electrioityf water, food etc.)* Some of thorn stay 
with their families and have school-going children who also need 
money for fare to and from school* The coat of living is always 
going up, the prices of some items has trebled during the last 
six months*

The most appropriate form of subsidy here is for the 
Government to inject more funds to UDA for construction of new 
sub-depots (see section 4*2*7 below) and purchase of new fleet 
during 1976—1978 period while leaving UDA to meet other finanoial 
obligations including paying back all the loans* During 1976- 
1978 period UDA is planning to purchase 60 mini-buses and 30 
maxi buses other than Beams* During same period9 10 mini­
buses and 69 maxi buses (other than Ikarus) Lave to be scrapped* 
The Company is not intending to purchase any Ikarus buses before 
Tear 1979* Tbe Government should meet the costs of all these 
new buses*

oorae people might argue that subsidies may support 
management inefficienoy in UDA9 but the oase here is a bit 
different in that, for the Company, capital for expansion is 
* major problem* UDA must purchase more buses to replace thoss



to be scrapped, to serve the expanding population and demand*

In many countries of the world, both in capitalist and
socialist camp, the idea of subsidy for publio transport is

. . 1 0accepted*

4l2t6 INTRODUCTION Cfr1 ,*IAT ,‘Tl, PAR-- JYSTLJI

The existing fare structure poses a few more problems on 
top of those pointed out in Chapter 3 (section 3*2*4)•
Perhaps the following diagram would help to explain the problem 
more explioity* A passenger travelling between Stage 1 and 3

A B

Stage 1 Stage 2 Stage 3 eto

pays she l/»* One travelling between 1 and 2 or 3 eto pays 
cent8 «/50* But one travelling between A and B is required 
to pay shs l/m despite the fact that the distance between 
A and B is equal to 1 and 2 or 3 for which cents «/50 is the 
oharge* This is the inadequanay of the "stage fareoV

To be fair, UDA should introduoe a flat rate fare 
system whereby passengers have to pay same fare regardless of 
distance travelled by one bus* With the retention of the 
existing bus route network (single direct bus route network) 
such fares would work to the advantage of both passen ers 
(particularly those travelling on long distance) and UDA*.

The proposed fare should be 5hs*l/» for one trip* This 
rate is justifiable because at present very few passengers 
travel short distanoes and pay cent3 «/50, otherwise the 
majority of bus riders go for long trips and pay she l/»*
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With the introduction of new flat rate fare, tho cost of Journey 
to and from work will still remain at the current level i.e* 
sh 2/-*

In Chapter 2 Seotion 2*8 the author has projected the 
expected number of passenger trips per annum for the period 
1975 —  I960* If we as mine that 10# of the expected yearly number 
of trips shall not be taken by passengers who opt to walk or 
use bicyolee due to fare riae9 then total revenue oolleotion 
for the years 1975 - 1980 shall be as follows*-

Year Expected number of passengers Yearly expeoted revenue 
in shs* (assuming 10# of
expected trips are not 
taken)

1975 102,000, 000 91,000,000

1976 108,000,000 97,200,000

1977 114*000,000 102*600,000

1978 122,000,000 109,800,000

1979 129*000,000 116,100,000

1980 137*000,000 123*300,000

1981 145*000,000 130,500,000

1982 153*000,000 137,700,000

1983 163*000,000 146*700,000

1984 172,000,000 154*800,000

1985 183,000,000 164,700,000

With the introduction of flat rate fare system there is 
no doubt that (other things being equal) UDA will earn 
sufficient cash to pay the loans, undertake major expansion
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programmes in terms of fleet size , manpower, workshop and 
equipment etc# This does not rule out Sovernmcnt subsidy to 
UDA# Seasonal tickets should be abolished with introduction 
of new fare structure#

4*2l7 OPEN SUB-3?POTS

Due to problems associated with the physical layout 
of the oity with widely dispersed populations and functions 
and activities, it is difficult for the existing 2 depots to 
oope with demand for both minor and major repair works in cases 
of on the route accidents and breakdowns whioh are very frequent 
in Dar-e9-Salaam# Construction of 3 new sub-der ots to supplement 
the existing ones is therefore of priority# These should 
specialise on minor servicing and repair work# One such depot

I
 could be located at Temeke to serve south western part of the

oity, the Bsoond in Kinondoni to serve eastern and oentral areas 
and lastly at Mburahati to serve the western zone# The main 
depots should deal with major repair works and (engine) over­
hauls# Again the Oovomment chould come in and provide initial 
capital to the projeot in form of subsidy#

4*2:8 ST/JttlAKDIZATIlH CP i’LIXT-

To ensure proper and regular maintenance and servicing 
of vehicles it is recommended that UDA should stock only 
three vehicle makes# After considering all design aspects 
of vehioles and other factors such as cost, capacity, 
convenience, economic life eto os discussed in Chapter 2 
section 2:6 and 2:6:1 the author reoommends that UDA should 
phase out all Sens fleet within the shortest possible time 
since they have proved a failure on both city and up-oountry 
services# Fiat buses should also be phased out because they 
are very costly and even its spares and cost of operation is 
vory high# Consequently UDA should remain with only Ikarus,
Ley land and Isuzu fleet#
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The Government's move to open up a Central Workshop to 

servioo a l l  subsidiary ocmpanies o f the National Transport 

Corporation N.T*C* — ( UDA, National Bus Services, National

Road Haulage Company e to ) • is a welcome decision* I t  is
>

hoped that in future major repairs and reconditioning o f 

principal units is  to be done at th is  workshop* The project 

would promote economy in the use o f spare parts and would 

eliminate the problem of procuring spares in time from the 

dealers and other private agents* When the workshop is  fu lly  

established it s  a c t iv it ie s  can be expanded to cater fo r  needs 

o f vehicles belon,iping to other companies sis well as private 

operatorsl1

With the standardization of vehicles it will be easier 
for this Workshop to reclaim and manufacture spare parts for 
the few vehicle models UDA and other NTC subsidiaries will be 
operating* This is feasible* The Ministry of Communioationaf 
Mechanical Transport Depot, in Dar-eB-Salnani, has beon manu­
facturing the following spares since October 1973 for Land 
Rovers, Bedford, BMC, Mini Moke and Gardener vehicles t cylinder 
liners, gear and gear boxes, brake drums, tyre linos, rubber 
wheel curs, bolts and studs, liners and other workshop toolB 
etc* F*urthermore, the following spares are being reclaimed 
from scrap metal and revised I- batteries, leaf springs, crank 
shafts, shook absorbers, armatures, carburettors, alternators, 
gear boxes, differential starters and dynamos* The central 
Workshop should be in a position to undertake similar activities 
Importation of expatriates to supervise and train local 
personnel in this matter is very essential* Availability of 
local manpower will not be a problem sinoe the National 
Institute of Transport - School of Motor Vehicle Mechanics - 
will produce its first graduate^ at diploma level, from year 
1978*
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nrTRODOcmg »new s e k v i c i x *

The purpose of these measures is to diminish the dis­
advantages for the passenger in conventional public transport 
operation by improving the existing routes, eliminating 
intermediate stops (express services), introducing limited 
stop services, providing "special" services to match specific 
type of demand, expanding services of mini buses and stag gering 
working and school hours*

4*3:1 ROUT’, Piracy

Arguments have been raised by a team of Hungarian 
consultants over the short-ooraings of the existing bus route 
netwoiicl^

The Hungarian team had recommended the introduction of 
Short Route ^rstem (3:1S) to substitute the existing Long route 
System (LR3)* See map 8, Schedules were prepared and the new 
routing system wa3 implemented in Hay last year* Nevertheless, 
the whole scheme became a failure and was abandoned after 
one week and the current U lS was re—introduced*

The author strongly recommends the retention of the 
present system of single diroct bus route network with the 
introduction of traffic management measures* We have already 
discussed the main characteristics of this network in Chapter 2 

section 2*3*1 and from this the advantages for outweigh the 
disadvantages i- (i)

(i) Persons travelling from one corner of the oity to
another have to travel generally by not more than one 
route and pay low fare ran-ing from oents «/50 to 
shs l/« and aha l/50 as the maximum*
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NAIROBI 1975/ 76.
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(ii) Travelling public has not to contend with inccnvenience9 
in-ordinate delay and uncertainty associated with the 
transhipment from one route to another*

(iii) Route congestion in CBD area is due to lack of
application of traffic management measures* Once 
these schemes are applied there will be a very 
efficient and frequent operation of bus oervioef 
other things be in# equal* Furthermore, with the 
completion of re-construction of liigu Roadf Port 
Aocess Hoad (dual carriageways) and other ring 
roads (e*g* Kagoraeni - Kigogo - Pugu Road) much of 
the heavy traffio passing through the CBD will be 
diverted to these routes thus de-congesting the 
CBD*

(iv) Longer routes enable to reduce the rest period for the 
crew at the end of eaoh trip thereby increasing the 
utilisation of staff and equipment*

(v) Long routes directly connect the far flung oentros and 
enable passengers to avoid trials and tribulations 
associated with transhipment* Long routes provide 
direct bus service between two terminal zones*

(vi) The routes merge and link up majority of all urban and 
suburban routes in such a way as to treat the two 
principal terminals Vis* K&riakoo and Old Post 
Office as intermediate stations in the linked up 
routes* The routes have either the origin or 
destination or both at far oornors of the city
where the congestion is totally absent, and their 
continuation through the principal terminals do not 
create problems since these termirL.13 are no more than 
pick-up points for which the duration of stoppages 
is bound to be much less or negligible*
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4«3«2 EXT 11 j y  BUS ..VIC ?( SIT ■ Htlj J -VjC . A . aS

New routes should be introduced to serve the population 
in four site and service areas and other development areas not 
covered by the existing system* The new site and service areas, 
still under development, are planned for the following populations 
Sinza 45»OOOt Kijitonyana 16,000, Mikooheni 26,000 and Tabata 
West 100,000* See Map 9* These areas arc not directly served 
by buses and bus routes, in some cases there are no bus services 
at all and people havo to walk a good distance to the main roads 
to oatoh a bus* Residents of Tabata West are the most neglected 
since there are no bus routes in the area* There are no internal 
or feeder bus routes in Kijitonyama, Sinza and Mikooheni to link 
with tho main bus routes along Korogoro Rood, and Bagamoyo Road*

It is prenature to decide on the number of buses to be 
allocated to these areas* A plan for the extension of UDA 
servioes to the areas cannot be worked out without knowing the 
time and the number of people moving into thorn* UDA must 
therefore, cooperate with Ministry of Lands, Housing and Urban 
Development authorities and the respective District Development 
Directors in each District to get information about this*
Many plots are filled by relocation from the present squatter 
areas, and it is equally important to know the areas where the 
population is at the same time reduced*

4*3*3 HEX BUS UT.,3 T! 13.., IP JCJ)

The new roads outside tho oity centre which are either 
under construction or in the final design stage or planned to 
be constructed in near future and whioh can be utilised by buscB 
are as followst- (See Map 9)»

(i) The central road of TTikooheni - under construction

(ii) The central road of Kijitonyama —  under construction
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( i i i )  The central road of 3inza — under oonstruotion 
(lv) The central roads of Tabata West — under oonstruotion 
(v ) Port Access Road from Ubungo (N m goro Road) Via 

Pugu Road to Port-route alignment and design only 
done* Oonstruotion to start soon*

(vi) The roads from Tabata West to Puf;u Road and Port 
Access Road - not done

(vii) The road from Manzese to Port Access Road - not done

(viii) The road from Manzese to Bagamoyo Rond - under 
construction

(ix) The road Sinza — Manzese - Magomeni - not done*

Most of these roads are in site and service areas*
With the construction of Fort Access oad from Morogoro Road 
to Pugu Reed to Perty and with the up-grading of the Magomeni — 
Kigogo — Pugu Road routef UDA should divert some of the town 
bound services from the CBi) to these roads* It will then be 
easy for people e*g* residing in 'Jeotor A but wishing to 
travel to sectors CfD and F to go directly without passing 
through the CBD* The reverse is also true, i*e* people 
residing in sectors C9D and E oan travel directly to seotors 
A and B without passing through CBD*

To-dayy 15$ of the traffic on the access (radial) roads 
is cross town traffio which will be moved from CBD when the 
Port Access "toad between Jforogoro Road and Pugu Piood is built* 
This will reduoe 3ome of the traffic now using the two roads*
It would also considerably reduce traffic on Jagamoyo Road 
as some of the vehicles would divert through Morocco Road and 
Kijitonyama Road to take the link roods froip tforogoro Road to 
Pugu Road* In addition the Port Aocess Road will aooorrjnodate 
heavy lorries plying between the port and Ubungo warehousing 
area* Cnee these are prohibited from passing through city 
centre bus flow will be enhanced in CBD*
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The purpose of introducing express service is to eliminate 
intermediate stops# The new operational improvement should 
consist of peak hour express services linking the various 
peripheral districts to the centre of the dty (CI3J zone) 
where traffio and peaking is to be restricted on a number 
of routes#

*

Accordingly, all the main bus routes should be served by 
express services during peak hours# In the mornings, express 
services should be for town-bound traffic only, from 7*00 a«m, - 
8*30 a#m«, while in the afternoons, 2#30 p#m# - 5*30 p#m«, 
express services should be for outgoing trips, Since during 
peak periods passenger volume is high on roads, particularly 
at bus route terminals, it is recommended to engage the services 
of Ik anus models 280 and 266, buses because of their high 
capacity and other operational advantages# See section 
2 i6 and 2s6tl#

All townr-bound express servioes should terminate at the 
Old Post Office terminus and organised in such a way as to allow 
only one intermediate (top at Koriakoo terminal, since a good 
number of workers are employed in this area#

Express services should operate only when passenger load 
available at a particular terminal area justifies quick ferrying 
Otherwise another servioe should be introduced to supplement 
express servioes#

4*3 *5 LIMITS STIP BUS a-nVlCI,.

These buses would stop and pick passengers ignored by 
express servioes# Cnee a bus has set off from the terminal, 
it should pick pas congers at next bus stops until when it is 
loaded to capacity# Prom here it should stop only when there
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are passengers disembarkin'* This service should act only 
operate during peak periods but also during ncrr-al periods*

41316 L O V U v l v jk -1.jgc.
CL'IC TCL ILJ^j_______________

Special buses should be reserved for unsoheduled private 
hire trips as demanded by various individuals and institutions* 
Presentlyf some factories in Dar-eo-.ialnan Tanita, 
ninguratextilc, Ffcttex, Dora Jhoes, I Atcushita, Blanket 
1-uiuf aoturcm, and Tanzania Textiles etc* have entered into 
contract agreement with U3A for the later to transport workers 
to and from work especially at night*

UJA should also allocate special buses to the exhibition 
grounds and National jtadiua whenever there are functions 
there* To make this servioe a suooess it is important for 
clients tc give prior notioe to UDA of their intention to 
hire such buses and give the management enough time (days) to 
assign drivers and buses for such rpeoial duties*

4*3*7 on^nc.:i c,-

he resent fl«-st of rj0  »i:\3-bunco is inadequate to
■set the needs, sinoe less titan a half of these are deployed

%

everyday* UDA mini buren are performing an exosllsnt job, 
an increase in their number is a sound deoision* The only 
operational chan s the author proposes for mini buses is to 
allocate the services of seme of these in areas whore car 
ownership ratio is very high in tho city and where maxi buses 
are nonrally running at half capacity or sometimes even lesst 
either direction* Services to Oyster day area* C osan Hoad 
Hospital, Kuraoini and 'hlao la Udon;o arc cases in point*
To make better fleet utilisation nrjei buses should be 
rsBCved from these areas and ro-allooated on heavily ocn eeted 
routes*
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4i3«8 stags. -INJ k : x u r ,  . . iu jcixol hutxj

Government offices and some parastatals in )ar-es-3alaam 
start work at 7*30 a.tn. and close at 2*30 p.m, primary and 
secondary schools also ope* at 7*30 a.m« but dos e  earlier, 
at 1*30 p*m* Ihe rest of the parastatals and private firms 
start work at 8*00 a*m* to 12*30 p*m* for lunoh break', and from 
2*00 p*m - 4*30 p*m# for the afternoon session*

An analysis of a normal day's trips performed in city 
buses, (Chapter 2 section 2 i7 i2) indicated that in the absence 
of staggered working and school hours at present an. overwhelming 
number of trips were undertaken during morning (7*30 - 8*30 a*ra«) 
and evening (2*30 - 5*30 p*m*) peak periods* The studies on 
passenger columo counts, chapter 2 section 2*7*3 has shown that 
bus traffic load on roads leading to work oentres and schools — 
Pugu Poadf Morogoro Road and Upan*a Road - is significantly 
higher during the morning and afternoon peak hours as compared 
to preceding and succeeding hourly traffic volume* With the 
growth of oity both in size and density, the peak hour trans­
portation and traffic problems are bound to come more acute in 
years to cone* Therefore a more efficient spreading of the 
travel loads is possible throiw^h the phasing of hours of school 
and work*

The device of staggering of working and school hours 
enables to spread out or disperse the peak hour work .and 
school trips over a long period of time* This approach has 
the advantage of immediate inqalementation and providing quick 
relief to long hours spent on travel from home to work and 
back*

Since over 95$ of the Secondary schools and about J>0̂  
of primary schools are located in 099 area it is possible for 
these to have different starting hours from Government and 
institutions* As a recommendation, Government offices and
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p&rastatals should retain the existing working hours but schools 
should open at 8*45 a.ra. Since school children are always in 
uniform it is oasy to identify and bar them from boarding morning 
buooa whioh are to serve workers only* Those contravening this 
regulation should be compelled to pay adult fare of shs l/» 
instead of half fare oente «/50 they are charged now. The 
schools close at 1.30 p.m# one hour before time for olosing 
offices. T h is time could be retained9 buty instead of having 
half schooldays on Wednesdays and Saturdays these should be 
converted to full days to compensate the time lost due to 
starting classes late.

The suggested changes are likely to evoke opposition from 
some schoold (and parents) and individuals since it is likely 
to upset their habitual routine to whioh they have been 
accustomed. Thereforet attests should be made to appraise 
tho schools of the economic and sooial benefits of changing 
school hours. Considering the overrall interest of the oity 
and the cormmity as a whole and tho expected relief to the 
road user and public transport oyster^ it should not be too 
difficult to overoome the initial hesitation on the part of 
affected school children teachers and parents to aocept 
proposed changes.

In addition to above9 transport problem could be easod 
if arrangement can be made to have primaiy school ohildren 
schooling near home. eight now one finds somo pupils from one 
sone of tho city crossing all the way to othor zones.

3*3*9 i?uH; rViCii.ipi i\. wl.j:

Parastatals and private companies could relieve the public 
transport problem in jar-es-3alaam by providing free transport to 
their workers (or at a subsidized rate), finite a good number 
of parastatals and private companies are doing this. The policy 
of encouraging employers to provide transport to their workers 
should be promoted further.
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4 *3*10 m r ^ -m  m  cuttingstw r? mis lay
BYS. SH; LT :.:3 ANJ ?: FINALS____________

The appearance of bun stops leaves much to be desirod*

The entire construction is not strong enough* 'Hie curbs at 

entrances sad exits are not conststont with the turning 

characteristics of the buses* The result is that the buses 

overrun the ourbs9 damaging both curbs and tyres* he const ruction 

of lay bye and shelters is urgently needed.

Karlakoo bus terminal needs speoial attention sinoe at 

present there is no one oentral parking place* provided for 

city service buses* What is needed is a parking space for 

about 30 buses at one tino9 with clearly marked lanes* passenger 

footpath* separate platform for each route or group of routes* 

olear destination signs* time-table boards* room for despatohers* 

conductors* drivers and inspectors* advance ticket booking 

facilities (ticket kiosks) eto*

4s3*ii imis.iUAtivaa smc,.

The activities of this office should be revitalised to 

pay a more promotional role* Ite primary objective should be 

to keep the public informed of developments in the network 

and of changes occuring from time to time in all spheres of 

operations* This should be done by means of press conferences 

and printing and distribution of folders*

The importance of tho Public relations Offioe can be 

gauged by the fact that one of the main reasons for the



failure and abandonment of the "Short Goute System" in I-fey 
last year was the failure by UDA to inform the public on the 
new bus route network some weeks in advance by distributing 
leaflets, timetables, postors9 etc. which could be displayed in 
buses, at the main bus stop shelters on the routes, at route 
terminuses and in some offices*

UDA*s Traffic Apartment should maintain regular 
contacts with the looal press and radio* Close contact should 
also be maintained with the Police - Traffic Jection - in 
order to arrivo at co-ordinated answers to traffic problems*

Footnotes s-

9. «  1975/76 PB&Tet Speech by Kinistcr for Finance,
Government Printer, Dar es salaam, 1975*

10 Gee for example, "Urban Transport: -itudlea in
Economic rpiipy" by M*K* Beesley, London, Butterworths 
A Co* (Publishers) Ltd, 1973# Chapter 10, pages 
287 — 353# on Subsidies for Urban Transport*

11* During 1975/76 financial year the National Transport 
Corporation (NTC) acquired shs 15 million/^
(shs 5 million/- from the Treasury in form of grant 
and shs 10 million/- as a loan from the Tanzania 
Investment Bank) for the construction of the Central 
Workshop* In addition, the Government is to /rive the 
NTC shs 5 millioj^/- for construction of body building 
workshop for lorries and other vehicles*

12* ,&£ L&l i?-T^gpprt M tex .
Dsp-es-^tlyif**! prepared by a team of Hungarian 
experts sponsored by P SCO, 24th, Septerabor, 1974 
p a g e s  6 - 7  (Unpublished paper)*
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C H A P T T, l 5

potu.;t: o f public r.:. ..jpc :T n: ?:

5tl suiika-t  AiiJ ciNcnisioi c? anc;,-,
~_____________________________ __

In order to solve successfully the urban transportation 
problems in T)ar-es-Salaain as well as to achieve a planned
urban growth* an efficient and economical means of mans 
transport needs to be fostered#

Dar-es-Salaam city is confronted with various kinds of 
traffic problems and particularly public transport and a 
drastic solution is urgent# F o r this it is nooescary to go 
back to the basic question of how ITUtA should be managed and 
operated and how the limited traffic space can bo most efficiently 
utilised#

The motor car is a convenient and flexible mode of transport 
with the advantage of privacy but it occupies much traffic 
space and its efficiency is low# Public transport on the other 
hand can carry far more passengers in relation to the space 
oooupied and do so with Iobs effort# Besides* a bus present 
fewer problems of safety and public risk.

In the foreseable future the Dar-os-Salaam metropolitan 
region will be dependent on both individual and mass transit#
The liberty and comfort that the private oar offers tho 
individual and the family are so important that it is un­
conceivable that public transport will be able to eliminate 
it by competition# Convorsely, as there is always a very 
substantial proportion of the population that is unable to drive 
or own a car, public transport will always be required#
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In order to arrive at an urban transport system in which the 
aocent is plaoed on public transport, it is vital not only to 
take such measures for improving transport effioienoy, but also 
to consolidate publio transport facilities, so that users may 
enjoy an easily accessible)more comfortable and convenient 
transport service*

In addition to introducing new routes and extending some of 
the existing ones, better utilisation of bus fleet and orew, 
greater dependability of bus service, ohange in fare struoture 
through introduction of flat rate fare oystom and abolition 
of seasonal tickets, hi:her frequency and estimation of future 
size of bus fleetj a series of other measures such as (i) 
improve bus fleet maintenance (ii) training programmes (iii) 
new balanced distribution of depots and sub-depots and 
(iv) improvement of route and terminal facilitios have also 
been suggested*

Measures other than those directly connected with UiJA 
operations con also go a long way in inproving the effioienoy 
of services* Of those, (i) staggering of working and school 
hours into two different schedules instead of the existing one 
timing and (ii) wide application of traffic management 
measures as a means of ensuring a better system of traffio 
regulation and control* These measures should be advantageously 
utilised within the shortest possible time*

On giving publio transport a firm place in urban tr jisport, 
it should be planned to keep well in balance with the land 
utilization plan as shown in the 20 - year Master Plan for 
Dar-e s-3alaam*

One of the issues whioh has not been covered is how the 
urban struoture oould be evolved to lessen the demand in bus 
passenger trips givon the increasing population and physical
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expansion of the oity* This is & long term problem and even 
the solution is also Ions term*

5*2 P ; ; 0 > J H I T Y _ C F Ai;j

The satisfaction of public transport requirements can bo 
achieved in part by urban design* The moot important of such 
considerations is the desirability of locality workers and their 
work in close proximity* Various national institutions oould 
build houses for their enployees near their places of work*
A few institutions e*g* The Friendship textile aillf Tanzania - 
Gambia Railway authorityt the University of Jar-cs-o&laam etc 
have already token this step* Others should do the same*

There are two new industrial sites where new industries are 
being constructed —  Ubungo and Kijitonyama* There is ample 
vacant land here suitable for residential development, and os 
such new firms in the area oould provide accommodation to 
their employees in the proximity of workplaoe* 3uoh considerations 
point to the advantages from city structures enoonr arising 
several secondary employment centres and a greater mix of work 
places and residences, fceduoed average trip lengths, more 
balanced traffic flows and high densities along public transport 
oorridors are among the potential benefits*

5*3 FU3LIC T:̂ ;.;PCRT rUMKXHJ JlkUL!) Iff: All 
EJT-.0-.AL HlAJ ■ Or1 3 .L UR3AII PLANNING

In order to develop the bus system in step with the growth 
of the oity, it is necessary that the transit planning is 
coordinated with the oity planning* ?%ny of the seemingly 
insoluble problems of urban transport in Qar-eo-Salaam have 
been created by the insistence on treating each part of the 
transport network separately* The highway programmes failed 
to take into account the problem of parking, there are instanoes 
whereby there has been no relation between the design of roadwoy
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and the operation of publio transit vehicles* Development of 
new areas has been encouraged without provision of publio 
transport service* For instanocf people have persistently 
refused to move from Kariakoo to now site and service area of 
Tabata because there are no public transport services in the
area* leave alone adequate access roads to the area* The

»

lesson we learn from Tabata is that in order to encourage growth 
of population in a particular area, it in desirable to provide 
publio transport* In other wordst transit facilities should 
preoede and guide population distribution rather than follow 
it.

A permanent body should be formed with representative from 
UDAf city authorities! Ministry of Landof Housing and Urban 
Development! Ministry of Communications! Folicef (Traffic Section) 
etc* to deal with overall transportation planning prooeos in 
Dar~es—Salaam region and particularly publio transport* fhis 
body should take part in making decisions for transit operation 
and in working out the transit policy for the city* The prime 
objective of the transit system is to give the best possible service 
to the city*s population and to be an instrument to promote 
development*

5*4 niAd'.D DTLBtt NTALTCN vF T?; PdPC^Lo

It is evident that Dar-es-Salaam city will continue to 
grow insrite of the fact that the capital city will move to 
Dodoma* The -rowth up to now has been about 10, per annum, and 
with this rate Daj>-es-3alaaia will approach about one million 
population by year 1980* IIowevert the faster Plan assumes a 
growth of only 6$ after 1974 which means that there will still 
be an annual increase in population of 30f000 people every 
year* An expansion of oity in physical torms and population 
has to be directly oorrelated to expansion of bus services 
which must be done in the following steps*—
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(i) The existing bus capacity can only be fully utilised 
by introducing new operational and management measures 
as recommended in Chapter 4.

(ii) 'Ifce bus fleet should be extended with about 20 buoes per 
annum to oover an increase in the population of 
30*000 people per annum* A quick look at Table 15 on 
the projected fleet size reveals this* Nevertheless* 
it should be emphasised that it is only possible to 
execute step (ii) if step (i) is accomplished* 
Importation of a handful of foreign expatriate personnel 
to impart the know how to local people is inevitable 
in the immediate future if public transport industry 
is to pro Teas in Bar—ee—Salaam*

5/*5 MLma Of u- ; pv cnv-ir.^
Qg KEASMB^ ____________________

The measures to be taken to promote publio transport are 
to be used in various combinations* The possibility of evaluation 
should be a feature of any of the abovo measures and the results 
can be analysed in terror, of the following aspects t-

(i) Quality of service — the results most easily observed 
are those arising from improvements in road organisation 
(traffio management measures)* Thren so it is apparent 
that the quality of oervioe offered by ♦•new services** 
as recommended in Sections 4*3 — 4*3*9 will be much 
higher than that of the conventional system* The 
effectiveness of these measures arei time saving* 
regularity of service and oimfort, high frequency* 
reduction in the number of delays and kilometres lost.

(ii) Financial resuls — reduction in operating oosts* 
increase in revenue since a small proportion of
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5«6

people who previously 
use publio transport* 
more bus trips can be

travelled by oar or walked oould 
With high degree of reliability 

taken even by present users*

ASraCTJ OF TH., ttJBU C T.iAHSFOnTATIlN Pift BLEW 
that nijjds yud»BL;d i&auuiCH

This study attested to break new ground by proposing 
various short and long term measures to promote, public transport*
A satisfactory dispersal of oity population onn be brought about 
leading to an integrated growth in all the spheres of metropolitan 
dar-es~3alaam •

The author recommends that any further study of public 
transport system in Dar-es-Uolaam should consider the f ollowing 
aspects not covered in thie thesis

(l) Publio transport service requirements should, in the final 
analysis, be determined by the needs and desires of the 
urban oomraunity in lteu>-eo-iialaam* A study of community 
requirements and desires should help us to indicate how 
best to build urban settlements that will minimise the need 
for movement as well as maximize the capacity to move*

(2) Another valuable subject for systematic research and
analysis is the patterns of movements in the oity oentre.
A more thorough understanding of the pattern of these 
movements and of the difficulties which they encounter is 
a prerequisite to seeking rational aiproaohes to the problem 
of congestion in city oentros and to the planning of urban 
area* Juch a study can reveal specific points where pedestrian 
channelization (the use of foot — paths in oonjunotion 
with guard rails or barriers so that pedestrians are kept 
off certain roads at certain locations), traffic lights, 
pedestrian crossings, restriction of right and left turning 
movements, one - way streets, closing side streets etc* could
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be effected to promote publio transport and general 
vehicular flow*

(3) Much of the suocess of public transportation planning 
depends upon the accuracy with whioh one is able to 
predict future trends in population distribution, 
aaplqy— nt levels, land use, incomo9 and other underlying 
factors that influonoe travel demand* The result of such an 
analysis will benefit UDA, other or,ranizations and 
individuals interested in the urban transportation planning
field*

(4 ) A study on the development of new criteria for bus 
system operation, including improvement in scheduling 
and despatching at different times of the day, deserves 
more attention*
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The main aim of this Chapter is to show how the Nairobi 
City 'services, operated by Kenya Bus Services Limited (KBs) 
is functioning* It is more or less a comparative analysis 
between KBS and UDA but in selooted fields of interest*
UDA oan learn a lot from KBS performance and experience since 
information obtained from the two companies clearly indioate 
that KBS is running well, while UDA is infested with management 
and operational problems which should be tackled along the 
lines recommended in the earlier ohapters*

6 «i totqrt c£_m

Kenya Bus Services Ltd was incorporated as a private 
Company on the 8th January, 1934, with an authorised capital 
of K£20,000 and was converted into a Public Company on the 
9th June, 1930* Operations began with 13 buses on 12 routes, 
route miles were approximately 15 and the oityvs population 
was about 50,000 only — less than £ of what it is today*

KBS is jointly owned by United Transport Overseas Ltd 
of London (which is a British Company operating or managing 
more than 100 oompanies in Europe, Africa, Australia, Canada, 
the Par East and South Faoifio) with 75# shares and the 
Nairobi City Council holding the rest of the shares i*e* 25#« 
Negotiations are continuing with a view to the Nairobi City 
Council signifioantly increasing its shareholding to 49g«
This will materialise before end of this year (1976)*

Since the date of incorporation KBS has operated the 
public transport services in Nairobi under various franchises 
granted by the City Counoil* The current Franchise Agreement 
which commenced on the 1st January 1965 is for a period of

appendix a
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21 years, expiring on the 31st December 1985* Amongst other 
things, the franchise provides for presentation by the City 
Counoil on the Board of the Company*

6 s2 M M

The General Manager is the overall head of the Company* 
Below him there are four Departments with departmental heads.: 
Traffio, Administration, Engineering and Aocounts*

Unlike UDA, there is no shortage of manpower at all levels 
of the organisation# As at 23 April 1976, the Company employed 
a total of 1836 managerial, executive and other porconnol of 
whom 99*7^ were Kenya oitisens# Out of 1,836 staff, all but
seven are Africans#

Vehicle Operating (Drivers, Conductors, Inspectors) 1,225 
Depot and Traffio 259
Vehicle Maintenance 258
Administration and Aooounts 94

TOTAL 1,836

6*3 L & V W

The importance of first-class training sohemes and 
facilities has been fully recognised by KBS and a comprehensive 
programme of oourses for drivers, conductors, inspectors and 
mechanios etc is provided at its Training 3chool at Eastleigh, 
Nairobi#

A full time Training Manager with many years experience 
in Britain and elsewhere is employed who is responsible for the 
introduction, revision and extension of the various types and 
level of training and tuition provided* The most modern 
techniques and methods are used and oourses are available for
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training in every branch of the passenger transport industry*
KBS training programme thus covers all levels of staff - 
technical, operational, management and accounting. KBS 
also assists employees who initiate their own private studies*

For the period 1970 - 1975 KBS has trained 14 people in 
the Traffio Department at middle and higher managerial level*
All of these have diplomas in Road Transport and are members 
of the loyal Sooiety of Arts (K*S*A*)* Most of thorn have 
gone further, have studied and passed the C*I*T* (Chartered 
Institute of Transport) examinations and are members of the 
Institute* All supervisory and management staff in KB3 
are encouraged to become members of the C*I*T* Membership of 
C.I.T. is considered to be a high qualification by most 
Transport Industry employers* This is mainly because a high 
degree of Professional knowledge is required to become a full 
member* A good number of these 14 employees havo also 
attended Management Development Courses at the Kenya Institute 
of Administration*

In the Engineering Department, during the same period 
1970 — 1975t 19 workers sat for and passed the London City 
and Guilds examination, Motor Vehiole Mechanics Examinations and 
majority of these have enrolled for the Institute of Motor 
Industry Certificate examination* 15 other motor vehicle 
technicians and mechanics are undergoing training at the 
Kenya Polytechnic and at the National Industrial Vocational 
Training Centre for theoretical work and in KBS workshop for 
practical sessions* Pour auto electricians and 6 body builders 
are also attending oourses* All training expenses are met by 
the Company*

There are also sponsored students in Accounts Department 
studying professional qualifications* Prom time to time 
appropriate courses are available in United Kingdom for selected 
trainees particularly in management# These oourses are either



(a) Attachment to Public Transport Companies or (b) Attendance 

at Management development oourses at Polytechnics*

614 bu s itiursa

Like UDA routing systei^ KBS maintains a Long • oute
»

System trith its operational advantages elaborated in Chapter 

2 Section 2t3tl*

6*5 JIST-JBUTIOI OF BUS -S AT 3IPP- i >JT
m m  sr _________

Ae at April 23# 1976 the Company owned 290 buses* Below

is a fleet summaryi-
ouy Victory WJ" 113

Albion CD 23f 25f 27 123

Plat 6AyF9 331A 54

TOTAL 290

NBi On order9 for 1976 delivery t 20 Guy
Victory "J"*

Unlike UDAy KBS operates a 24 hour service because after 

midnight till 4*05 when dawn services bogiiif there are always 

6 buses running to most residential areas in Nairobi e*g* 

Kariobangi9 bastlands, Kenyatta National Hospital9 Kibera* 

Jangorretti*

Time and duty schedules for crew are divided into three 

groups - first9 schedules for Mondays - Pridays whereby 

during morning and evening peaks 272 buses are dispatohed9 while 

during off-peak periods there are 160 buses running* During lunch
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peak Mondays * Fridays 200 buses are out on routes* On 
Saturdays the company operates only 245 buses while on Sundays 
and Public holidays the number is further reduced to 150* This 
is because the demand for transport is les3 on Sundays and 
public holidays*

Table 1 below shows the growth of KBS operation*

TABUS 11 ORQWTM OF 0 8  OPCRATIOM

December
cumulative

Total No 
of Buses

Total No* of 
passengers

Total No* 
of kma

1966 - 33,366,080 8,281,691

1967 - 38,401,061 10,322,457
1968 - 42,406,293 11,090,228

1969 - 44,656,039 11,342,189

1970 - 49,773,309 14,103,708

1971 198 61,539,465 14,348,721

1972 240 81,339,153 17,108,433

1973 264 88,496,656 19,008,212

1974 286 86,615,723 21,160,871

1975 290 83,989,143 22,529,859

From the above table it can be seen that the average 
number of passengers per bus is recording more or less 
a steady decline from 310,805 to 338,913, 335f214t 302,852, 
289,617, in 1971, 1972* 1973, 1974 and 1975 respectively 
and is more pronounced during the latter years as compared to 
the earlier ones* Unlike UDA it is also very shooking to



find a constant decrease in number of passengers carried particularly 
from 1973 to 1975* This can be explained by the fieroe competition 
KBS faces from Matatus and at same time It is due to constant 
increase in fares in August 1973# February 1974 (by 15$) and 
March 1975 (by 2 5 ) whereby a small section of population has 
shifted from boarding KBS buses to Katatus since faros charged 
by KBS and Matatus are more or less at same level* Thus the 
deoline is not attributed to ineffioienoy which is the case 
with UDAf but a resistance by customers or members of publio 
to fare increase* On the other hand there is an increase in 
total kms operated per annum* Kilometres covered per bus drops 
from 72,168 in 1971 to 71,285 in 1972, but rises to 72,000 in 
1973, 73,989 in 1974 and 77.689 in 1975*

616 OrruATING :,atio

The planned and actual number of buses dispatched on 
Saturdays, Sundays, Publio holidays and at off-peak periods 
Mondays —  Fridays and at lunch peaks i*e* the operating efficiency, 
is always 100$. For the morning and evening peaks, Mondays to 
Fridays, out of 290 buses held by KBS 272 buses are supposed 
to operate at this time# Tables H I  and ĵ V shows that the 
total number of buses out in a day at peak period as a percentage 
of total KBS fleet has never gone below 90$ in any day for the 
months of January, February and March 1976, while the opposite 
is true for UDA with below 50$ in all days (see Seotion 3:4*4 
and Table 30)* This is because of high degree of competence of 
KBS workshop staff* This can be gauged by the adequate 
manpower in workshop (See Table V ) regular supplies of 
spare parts,' adequate depot facilities and relatively few 
breakdowns on any given month* KBS engineers are very 
experienced and they are backed up by a very competent and 
experienced team of meohanioo. Engineering, technician and 
apprentice training is given a very hi^i priority in KBS#
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6*7 D-POT FACILITIES* V illCLE S RVICIN’O
and M - _____________________

and movement area-access to pitsv roadway to gates9 access
to fueling and washing place and parking* This balance of

the oompany, KBS proposes to build sub-depots at Jandora 
near the far eastern boundary and at Dagoretti near the far 
western boundary of the city and negotiations have been 
concluded with the Nairobi City Counoil in respect to the 
former and are in hand in respect to the latter*

TABLE V I- KBS, MAMPOrfLh POSITION IH KilOIMI. .HIH3
____________  r  b  a s a  J fltf__________

218043m is too small* To provide for future development of

Chief Tngineer 
Assistant Engineers 
Apprentice Master 
Foremen 
Draughtsman
Motor vehicle mechanics 
Carpenters and Body Builders 
Auto electricians 
Panel beaters 
Welders
Coaoh trimmers and cushion makers 
Sign writers
Machinists in engine shop 
Tachograph repairers 
Tioket machine mechanics

65
11

9
1
5
2
1
1
1
4

1
6
1
8
1



Table Y continued

Kotor vehicle neohanios 12

Body builder* 1
Auto eleotrician* 6
Teohograph repairers 1
Cushion makers \ 2

Painters 8
Greasers 8
Apprentices 30

Garage cleaners 6
Tyre fitters 10

v Fuel and oil fillers 10
Bus cleaners 39

Stores

Stores superintendent 1

Store* supervisor 1
Stores olerks 6
Material cost olerk 1
Tyre reoords olerks 2
Counter Issuer 1
Typist 1
Lorry driver 1
GKAJfD TCTAL 263

Tables lit 111 and shows cumulative figures on number 
of buses in KB3 workshops waiting for repair* Compare this 
with Table 26 on the situation with UDA* The difference is very
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striking* This is partly because the Management Agreement between 
KBS and United Transport Overseas Services Ltd (United Transport 
Overseas Limited wholly owned Management Company which has an 
office in Nairobi) provides KBS with the benefits of technical* 
management and financial expertise gained by United Transport 
Overseas Ltd through its world-wide transport activities* ^his 
Agreement also provides KBS with substantial benefits under 
UTO Ltd's looal and international purchasing arrangements 
whereby UTO Group vehicles are purchased in bulky at cheap 
prioes and there is a guarantee of spare parts*

Unlike USA* KBS is buying and importing spares directly 
from manufacturers in lurope and elsewhere and not from agents 
in Nairobi* or Kenya for that matter* The exception is for items 
locally made for which the laws of the country do not allow 
such items to be imported* The readily availability of spares 
makes optimum utilization of workshop staff*

6s8 ACCID NTS

The number of accidents involving KBS buses are few indeed. 
For the months of January* February and March 1976 there were 
53# 91 and 87 accidents respectively# implying that the daily 
average for the months of January# February and March is about 
2# 3 and 3 accidents respectively* If we oompare this data 
with Table 17 on USA accidents we find that# on the average# 
there are more accidents involving KBS buses than UJA buses*
This is mainly due to constant increase in number of vehicles 
in Nairobi and related oon eation problems* The causes and 
nature of KBS accidents are similar to those of UDA* For the 
months of January# Februaiy and March 1976# 15 accidents 
(28/), 44 accidents (48*3/) and 44 accidents (50*5/0 respectively 
involved KBS drivers with up to one year service in the 
Company* If we look at the fault# whether that of KBS driver 
or Third Party we find that of the total 231 oases for the 
three months# 21*2$ of these ware caused by K33 drivers# 3^*2/ 
Third Party and 40*6^ of the oases are pending court decision#
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Vhen a KBJ driver ie involved in an accident or accused 
of careless driving, each case is examined carefully if it 
is substantiated that the driver is at fault ho is disciplined 
or dismissed* Disciplinary action includes sending the driver
concerned back to KBS training School for refreshor courses*

»

In seleoting drivers KBS selects only a relatively snail 
proportion of the hundreds that apply* And once they have passed 
all their tests and been through the lengthy and comprehensive 
training, KBS drivers are oonsiderod by the transport industry 
to be the best trained in Kenya* The recruitment and driver- 
training programmes adopted by KBo are equal to those used by 
transport companies anywhere in the world*

619 IUVOLUETAkY dTt.PS (B / AKPC Wild)

TABLE Vj 1- SUMMARY OP VtHICLL D.JECTS PCR TU ; MONTHS 
QF JANUARY* .-.BdlA.Y AW - K/..KH 1976

Month Engine Transmission Electrical
Suspension 
and Brakes Tyres Total

January 13 110 187 71 68 449

February 17 137 197 117 87 555

Maroh 8 140 I89 69 92 498

On the average, for the months of January, February and 
March 1976, there wore 14, 19 and 16 breakdowns per day 
respectively, compared to daily average of 28 breakdowns in 
UDA (the lowest average recorded figures)* This oan be 
explained by good workmanship in workshop, good road oenditions



in Nairobi and high degree of oompetenoe of KBS drivers* 
Table Vll below on km* lost due to involuntary stops 
exemplies this*

TABLE v£[ !— Km. LOST DUE TC INVOLUNTARY STOPS

________ im jiiiugt___________ :
Y.ar 1975

Month

January 16,787

February 10,921

?!arch 14,443
April 9,961
May 9, 340
June 9# 479
July 8,875
August 7,952
September 12,241
October 12,563
November 12,995
December 12,912

1976

January 12,305
February 18,684

fiaroh 18,912



The number of km. loset due to involuntary stops is increasing 
from one month to another* To solve this problem the Company 
has drawn up a programme for all drivers to ocme back to its 
training school for refresher courses*

6:10 cu:,rt p u n c t u a l i t y a n j d is cipl ine

The author also made a study of orew punctuality in 
KBS similar to one made in UUA#

TABLR n il  I- CONDUCTORS* DAILY STAFF RETURN - MARCH 1976

Absent Siok Light Duty Suspended

424 638 87 51
Daily
Average 14 21 3 2

DRIVERS* DAILY STAFF RLTUiIN - MARCH 1976

Absent Sick Suspended

492 589 143

Daily
Average 16 19 5

Any driver or conductor who reports for morning duty 
after 6*30 a.m. is regarded as absent and is not allocated 
any work on that day* The penalty is deduction of employees 
one day's wa-̂ e* Those who report late at or before 6.30 a.m.
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are allowed to work but are charged for being late* Any case 
of late ooming for more than 20 minutes after the time one 
is scheduled to report for duty is charged, whereby a . 
Complaint sheet is given to orew member and he is supposed 
to state why he is late* If the explanation is not satis* 
factory he is deducted from his salary the number, of minutes 
he has been late*

TABLF lX t- MONTHLY CAG 3

Nature of Case N U M B E R
'

January February March

Reporting late for duty over 
20 minutes 34 35 20

Palling to complete duty9 to 
operate as soheduled, to resume 
duty 74 67 69

Operating a bus without authority, 
without a conductor, failing to 
stop at a bus stop 17 11 8

Stealing and failing to oolleot 
fare money from passengers, 
Failing to enter correct amount 
in way bill 59 72 80

Others (e*g* failing to wear 
full uniform) 6 9 71

Notes* The Company employs 6o8 drivers and 694 conductors as 
at 23rd April, 1976*
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The action taken against such oases is either issuing 
warnings and or probation, the driver looses Safe Driving 
Award benefit9 or deduotion from his daily wage on minutes not 
worked•

Cases of stealing and or failing to collect fare money 
from passengers are very common among KBS conductors than 
UDA's* Most of theft cases by UDA conductors are connected 
with the opening of ticket machines and backdating the numbers 
showing total fare collected.

6ill DKTNTIT. WAT. (BCWIS 3YJ?:.)-[)

' KB3 has formulated a procedure under which drivers and 
conductors are entitled to bonus wage. There is no bonus 
payment in workshop except under conditions stated below*
The bonus wage is geared towards improving the task performance 
of oonduotors and drivers resulting in greater revenue collection 
and better handling of buses. Itoe bonus system in Traffio 
Department is effected in tho following wayi-

(a) Bonus scheme for drivers (i) Safe Driving Award (3QA)
- is given to drivers with very clean records in a 
month# without accidents or overspeeding, i^chographs 
(which records speed9 time, distance operated, time 
when bus is idle and in motion etc) are fixed in 
buses and the charts are removed in the evenings*
A driver with a dean record in a day is entitled to 
shs l/m each day* If a driver oommita other offence (s) 
connected with driving other than accidents or ovex*- 
speeding he is not entitled to SDA on that day* Drivers 
with a clean record for each day in the whole month are 
entitled to shs 35/“* There are no tachographs in 
UDA buses and due to lack of this device, UDA drivers 
have made it their habit to overspeed without fear of 
sanction*



141

(ii) Special incentive award for drivers - those drivers 
who qualify for she 35/" 3DA ao mentioned above also 
also qualify for a special award* A draw is made, out 
of those entitled to special incentive award ten names 
are picked out of the draw and each of the ten is 
entitled to she 200/* a month* For the month of February 
1976, 118 drivers each received 35/" as 3DA, out of 
these only 10 were further presented with she 200/m each 
as special inoentive award*

(iii) Special Driving Award — is given once a year to 
the following ,groups of drivers t (a) P*S*V* route 
drivers — all those who work on routes* The driver with 
the cleanest reoord in the Company for a whole year 
gets shs 600/«, the second she 30o/- and the third .
she 200/m (b) Drivers on contract hire service - best 
driver gets she 300 •, seoond best shs 200/« and third 
shs 100/«

(b) Bonus scheme for conductors

The best conductors in the Company are appointed as 
Special Duty Conductors* Currently their number is 155* 
Sepeoial Duty Conductors (SDC) are the only oonduotors 
entitled to bonus system* They are pioked from normal 
route oonductors* SDC are not assigned to any shift but are 
scheduled to work on particular routes during morning, lunch 
and evening peak periods and are given minimum target fare 
collections eaoh day* The targets are uniform for all routes 
because passenger congestion is found on all routes during peak 
periods* Currently, the minimum fare target is shs 430/» 
per day* Collections above the target serves as a basis for 
bonus payment*



Minimum revenue per day worked She 430/-

Bonuses

80 Hours Overtime 13,000/- 13,999/-
90 Hours Overtime 14,000/- - 14,999/-

100 Hours Overtime 15,000/- - 15.999/-

110 Hours Overtime 16,000/- - 16,999/-
120 Hours Overtime 17,000/- - 17,999/-

130 Fours Overtime 18,000/- - 18,999/-

140 HourB Overtime 19,000/- - 19,999/-

180 Fours Overtime 20,000/- - 20,999/-

200 Hours Overtime 21,000/- - 21,999/-

210 Hours Overt ime 22,000/- - 22,999/-

220 Hours Overtime 23,000/- - 23,999/-

230 Hours Overtime 24,000/- - 24,999/-

240 Hours Overtime 25,000/- - 25,999/-

Should a 3DC fail, without adequate reason to bring
in the minimum revenue require*!, i,e« ahs 430/- per day . 
worked| he is returned to the .lOute Conductors koster*
Normally all SJC reach the minimum fare target with a few 
going above 120 hours overtime. There has been only one 
case beyond 210 hours overtime* The basic minimum required to 
be allowed to remain as a SJC is she 12t825/» per month*
To get this* a SDC has a guaranteed overtime of 90 hours 
a month apart from normal hours* C n hourly basis, the normal 
working hours in a month is 195 hours plus 90 hours overtimo — 
235 hours a month* LVexy hour the average a SJC should bring 
is shs 45/«* F or eve ry l/» that SJC falls below the average 
minimum per hour, he forfeits 3 hours overtime claim in addition 
to his losing SJC and going baok to the routes.
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For the months of February and March 1976 what was paid to 
SDC (costs) expressed as a percentage of revenue brought by 
them is IQ;' and 9»85/* respectively* In other wordsf this 
incentive scheme is bringing very substantial net revenue to 
the Company. On the other hand, hard working SDC earn more than 
shs I50 /■ per month, with sons even 2000 ■ when*their 
salaries which is either shs 60l/« or 613/* a month depending 
on years of experience, and bonus wages are oorabined. Normal 
route conductors who reaoh the above targets are promoted 
or assigned as SDC. So even the route conductors have inoentive 
to work hard so that they are made SjC.

(o) Special bonus scheme covering drivers, conductors, mechanics 
eto.

(i) Public holidays - all drivers, conductors and meohanis 
who work on public holidays are regarded as working
on overtime basis and are entitled to overtime payment 
for all hours worked. The rate of payment is ljV times 
the normal hourly wage rate. The basis of this is that 
any work beyond 45 hours a week is entitled to overtime 
payment. This is also another incentive wage. hen 
preparing rota for crow to work on public holidays 
care is taken to ensure that all drivers, mechanics 
and conductors have equal chances of working during 
publio holidays.

(ii) 20 years of service - this has nothing to do with 
productivity, but every member of Company from top 
management to bottom of scale, who, in recognition
of long service, is entitled shs 1000/« after working 
with KBS for 20 years.

6112 CllJfllTT i: D .ALIN3 ,ilT:. CV aALL
m  okl a m ______________

Unlike in Dar-ee-Salaam city, the day to day and overall
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traffio problems in Nairobi arc dealt with by a special oommittee 
whereby KBS is also represented*

Any development going on in Nairobi that can affeot 
public transport is advised to KB3 by Nairobi City Council, 
so that KBS plans are related to development of the town*
In new housing estates eg* Buruburu, Huruma and Sandora, the 
Nairobi City Counoil advises KBS in advance by giving the 
later information and plans on location of estate, units to be 
constructed, planned population, income group that will be 
living there etc* The Council has given KBS ouch plans oovoring 
a period up to year 1980* ^ven road plans are also submitted 
to KBS so that the Company can suggest where it would like to 
have a bus lay-by and bus terminal*

./ When it comes to day-to-day traffio problems, there is a 
oommittee in the Nairobi City Counoil — Traffic and Road Safety 
Committee oomroaed of representatives from the Counoil, KB:;
(only the Executive Assistant Traffio, or Traffio Mruiager do 
attend), Police, Provincial Commissioner for Nairobi, Automobile 
Association of ast Africa, Institute of Advanocd Motorists, 
and Insurance Association of ast Africa* These discuss the 
day-to-day traffic problems in Nairobi and find solutions* 
Nestings are held onoe a month*

6il3 Li.Ul^Na TC- UDA

UDA can learn many lessons from KB3 such ast—
(a) The success of UDA will depend on the orientation of 

its training programme* Thero is an urgent need 
for UDA to recruit a full time training offioor with 
many years of experisnoe to be responsible for the 
introduction, revision, and extension of the various 
types and levels of training and tuition provided*

(b) There is an urgent need of training young men for
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operative and administrative posts to obtain in - 
dapth knowledge of working procedure* Ike subjeote 
should include conducting, inspecting, scheduling, 
route planning, timetables etc* Furthermore, employees 
should be encouraged to study R*B*A. diploma courses 
in Transport* All supervisory and management staff 
should be encouraged to become Members of C*l« r* Management 
training needs to be re-asnessed and up-dated* Refresher 
training should be given to all oategories of road staff 
as and whon is required* This should include drivers, 
conductors, inspectors and timo keepers*

(c) Engineering training should bo given a very high priority 
in UQA* Technician training should aim at improving the 
supervisory level in the Company workshops* Particularly 
apprentice training should be promoted* Apprentices 
should be given praotioal on-tho-job training covering 
all aspects of the work in the workshops and during these 
practical sessions, trainees should be given more 
responsible work in assisting with supervision* Having 
more vehicles is not a solution to urban public transport 
problems* UJA with a fleet of 374 buses harly deploys 
half of it in any day, while KBS with a fleet of only 
290 buses always deploys over 90/’ of this every day*
Tho ratio between the average number of vehicles in daily 
servioe and the total number of vehicles held in the 
fleet (which is an indication of the state of serviceability 
and efficiency of maintenance) is

£  1 1 for UDA and
9 1 1 for KBJ.

10
(d) KBS buses are more reliable than IDA’s in terms of 

timely departure from as well os arrival at terminals 
and also passing through intermediate stops at ri.ht
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time# KBS buses are normally able to cope up with 
time schedules because of the strict disciplinary 
measures the Company is imposing on crow# At same 
time there is very strict supervision of crew by 
Inspootors# The incentive wage system enforced in 
KBS makes the crew to have a sense of responsibility 
for fear of financial sanction# Tachographs should 
be fixed in UDA buses to enable the Company to 
assesn daily crew performance and penalise the 
offending ones#
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Tear Month Number
of

Buses
Passengers
Carried

Average 
No. of 
Passengers 
Carried 
per day

Monthly
receipts
in 3ha

Total route 
length covered 
in miles

Average daily
effective
distance
operated

Mileage lost 
due to 
involuntary 
stops

1970 Jan 114 4,561,904 147,158 — 485,748 15,699

Peb 114 4,368,286 156,010 - 461,367 16,477
March 114 4,910,233 158,394 1,775.840 515,492 16,628

April 114 4,689,418 156,313 1,691,040 482,140 16,071
May 114 5,001,434 161,336 1.779,580 489,119 15,778

June 114 4,808,397 160,279 1,733,460 482,101 16,070

July 114 5,054,071 163,034 1,850,140 507,112 16,358
August 114 5,111,267 164,879 1,861,600 _ •



1970 Sept 118 4.867,837 162,261 1,759,360

Oct 123 5,147,457 166,047 1,888,440

Nov 123 5,147,457 171,581 1,948,000

Deo 127 5,527,567 178,308 2,000,960

TOTAL 59,379,624 162,683 18,288,420

1971 Jan 127 5,558,791 179,315 2,032,880

Peb 129 5,352,293 191,153 1,921,360

I larch 132 5,784,251 186,588 2,056,740

April 134 5,547,483 184,916 1,968,080

Kay 137 5,651,685 182,312 2,034,360

June 138 5,558,075 185,269 1,989,320

July 139 5,797,486 187,015 2,080,360

August 140 5,849,094 188,680 2,093,040
.“■N)©px 142 5,795,885 193,196 2,081,600

Oct 146 6,222,320 200,720 2,221,560

Nov 149 5,851,333 195,044 2,092,100
Dec 149 5,918,291 190,912 2,149,340
TOTAL 68,886,987 188,731 24,720,740

496,574 16,552
528,651 17,053

520,295 17,343

529,109 17,060

6,008,377 16,461

528,327 17,042

493,207 17,614

553,493 17,532

513,025 17,100

526,846 16,995

523,567 17,452
529,888 17,093

551,232 17,781

553,722 18,457-

580,927 18,739

523,343 17,444
826,043 26,646

6,693,629 18,338



1972

1973

\
V.

Jan 148 6,530,401 210,658 2,290,920

Feb 152 6,147,313 2219,546 2,143,730

March 156 6,321,081 203,905 2,326,210

April 159 6,159,483 205,316 2,252,800

May 169 6,611,686 213,280 2,357,880

June I69 6,866,577 228,885 2,370,200

July 175 6,725,092 216,938 2,448,140

August 180 5,783,074 186,550 2,529,539
Sept 191 6,773,711 225,790 2,441,892
Oot 191 7,085,510 228,564 2,573,150

Rov 191 6,938,861 231,295 2,500,242

Dee 199 7,085,753 228,572 2,624,793
TOTAL 79,028,542 216,516 28,859,496

Jan 202 6,617,025 213,452 2,429,657

Feb 204 6,361,431 227,193 2,334,127

March 204 7,071,229 228,104 2,609,899
April 206 6,775,373 225,845 2,538,042



,912,393 29,432

864,578 31,592

940,463 30,337

941,541 31,384

946,043 30,517

981,779 32,725

984,653 31,763

1,027,859 33,156

996,140 33,204

1,006,408 32,464

984,392 32,813

1,003,148 32,359

11,348,913 31,092

955,291 30,815

902,546 32,233

988,615 31,890

956,870 31,895



1973

1974

Moor 206 6,767,860 218,318 2,525,420

June 206 6,847,793 228,259 2,546,483

July 206 6,976,592 225,051 2,606,313

Aû -uirt 207 6,907,368 222,818 2,551,272

Sept 207 6,578,362 219,278 2,437,194

Oct 207 6,821,781 220,057 2,540,864

Nov- 217 6,377,25S 205,718 2,333,650

Dee 216 7,112,632 229,439 2,624,993

TOTAL 81,214,704 222,506 30,077,914

Jan 6,177,548 199,275 2,744,616

Feb 5,475,350 195,548 2,606,425

’lurch 6,127,947 197,675 2,911,112

April 5,496,006 183,200 2,676,822

May 5,496,006 190,791 2,923,992

June 5,691,558 189,718 3,308,907

July 5,951,046 191,967 3,227,634



947,957 30,579
971,861 32,395

1,012,419 32,658

991,980 31,999

917,955 30,598

947,781 30,573

876,583 29,219

965,629 31,149

11,435,491 31,330

896,989 28,935 554,245

817,449 29,194 544,383

906,240 29,233 658,720

860,122 871,636'

893,542 28,823 692,438

850,930 28,364 592,273

895,246 28,878 515,178



\

1974

1975

August 6,396,871 206,350 3,264,228 937,866 30^253 497,625
Sept 7,343,796 244*793 4,088,807 963,762 31,089 450,255
Oct 8,099,875 261,265 4,551.160 1,044,387 33,689 489,023
Nov 8,716,016 290,533 5,008,677 1,016,048 33,868 487,838
L>ec 9,421,810 303,929 5,357,128 1,010,714 32,603 543,511

TOTAL 80,812,398 221,403 42,669,508 10,274,295 363,599 6,897,925

Jan 8,438,842 - - 910,552 29,372 616,047
Feb 7,593,011 - - 824,697 29,453 588,377
Parch 9,173,324 - - 936,475 30,208 1,470,549
April 8,371,002 - - 922,036 30,734 -
May 8,850,041 - - 896,477 26,918 -
June
July

8,888,675
8,666,248

— — • — •

Sagan
Note*—

UDA* Traffic Department
(1) Mileage for 1974 and 1975 docs not include private hire of buses
(2) Data on passengers carried does not include seasonal tickets
(3) Mini buses are excluded from this data
(4) Uoarus busos started operating on 1/3/75* however, 34 of these brand new buses remained 

idle in workshop until end of year due to inadequate repair facilities* foe busos were 
put on road when llbungo depot for Ikarus buses only was opened late last year*
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apiendia. c

The following oourses were being undertaken by employees 
in different departments of the Company at the time when the 
study was made either in the oountry or abroad*

(a) Engineering Department - 2 assistant engineers 
were attending a 9 months ooursc in Britain*
4 mechanics were undergoing a 3 year course in 
engineering in Hungary* The Company was to sponsor 
3 mechanics in 1975/76 academic year for a diploma 

course in engineering at the Dar-eo-Aalaam Teohnioal 
College* More technicians are being trained for 
Trade Tests Grade 111. 11 and i in Dar-eo-iialaam*
The Conpany is meeting all the expenses* Eupervioory 
oourses for foremen in the Engineering Department are 
going on in Dor-ea-Salaam* The courses inolude 
individualf group and workshop exorcises as well 
as take homo assignments* With the opening of the 
National Institute of Transport (dohool of Motor 
Vehicle Mechanics) the Company is planning to oend 
more students (for diploma course in motor vehicle 
mechanics) every year*

(b) Traffic Department - there are very inadequate 
training facilities in Tanzania for training of 
personnel in this department. Eince the nationalisation 
of the Company in April 1970 tho Nairobi — based Kenya 
Bus Services Ltd lias always refusod to accept any 
oandidate from UDA to study at their well organised 
institute in Nairobi* Tho Dej art merit is conducting 
theoretical and praotioal classes for drivers and 
conductors at the Company premises* What is 
important here is to review the oontent of the course 
so as to improve the quality of the programme*



The Company should also improve the standard and 
competence of instructors in this ooursev leave 
alone organising refresher courses for drivorst 
conductors and even moohanics who cause most of 
the accidents within dopot areas*

»

The department is yearly expected to sponsor some 
employees to the National Institute of Transport
(School of Transport Management) for a diploma 
course in transport management* At same time 
plans are underway to organise refresher oourses 
for inepootors, dospatchers and other sectional 
heads in the department*

(o) Accounts Department - in an effort to promote
professionalism in tho department the following 
training programmes are being undertaken. One 
employee is in Britain for a 3 year advanced oourse 
in A*C*C*A* Two more employees are attending an 
accountancy course (C*P*a ) at the Institute of 
Finanoe Management in Dar-ea-Salaom* Plans are 
underway to sponsor workers in this Department 
for advanced courses in CPA and ACCA during the 
period 1975 •  1980 to attain self sufficiency in 
terms of Accountants and Auditors by the end of 
Plan period* Aooounts Assistants arc also given 
advanced training in Book-keeping, Accounting, 
Principles of Accounts, Commercial Arithmetic etc 
organised by various institutions* The Company 
meets some of the costs*
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AfiffifTO i

DAILY ALLOCATION CP INSIECTCKS BY ZINE

ZONE X Number ZONE XX Maker
»

ZONE IX X Number

AN PM AM PM AM PM
ruhimbili Hosp. 1 1 Kariakoo-Kimamba 1 - Pugu-Ukonga 1 1

Kariakoo-Ferry 1 - Magomeni—Kindoa 1 1 Tora-Ukonga 1 1

Kinondoni 1 - Kanze se-Kap ipa 1 - Tandika 1 1

??wananyamala 1 1 Ubungo-Univeroity 1 1 Tcmeke 1 •
Oyster Bay—Fsasani 1 1 Kloara-Mbezi 1 1 Ktoni-Keko 1 -

Kikooheni-Mwenge 1 - llbezi-Kiluvya 1 1 Kurasini 1 -

Kavre 1 1 Kigogo 1 1 Itbagalac-King^ 
owe 1 1

Afri oana-Bahari 
Beach 1 1 Buguruni 1 1

Lugalo-3un;)u 1 1

Notes- Shifts

A.M. «* 5 a.m - 12*30 p.m.

5*30 a.m. •  1.00 p.m.

6.00 a.a. — 2.30 p.m.

P.M. ■ 12.30 p.m. —  3.00 p.m.

1.00 p.m. — 8.30 p.m.

1.30 p.m. — 9*00 p.m.
(i) For the 4.30 p.m. - 12.00 midnight shift there 

is  only one inspector.
(ii) For the 7.00 p.m. - 2.30 a.ra. shift there io also 

one inspector.
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QibUo I'raMPortation Jvatca o' t1 o city bar-co-t; laaa. 

Unpublished report prepared by a toan of Hungarian 

• Sports sponsored fay Ti JGO Septorber 1974*
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Pergaaon Irena, 1973*
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Urban Transport I Studies in oononic ■olicy* K* . Beesley, 

London Graduate School of Business Studios, London, 

Butterworths A Co* (Publishers) Ltd, 1973*
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(12)

(11)

(10)

(14)

(ID)

( 16)

(17)

( I S )

Problems or Urban n a o a w r w  Transport Clifford 

jh&rpt Leicester I'niv rsity Press*

Traffic a:lnecrln,: r-raotlcc. T'.javica (®d), Second

ni&iloA*

Transport, unb: )

!rrc paper on ̂  S L VsflagJafla.Aur^ pgflfc

B, rlolo and rtooamonlittlona of abort and lone term 

solution--!. (Unpub 11 ah«1 eport, ), 1074.

M O l M i M M M l K j B .  -.;4 a .....
of Nigeria. an Unpublished paper presented by 

Prof* L« • Vaalo9 U*.* advisor, turban 6 e ional 

Plannin , Ministry of Linda & Houaia;, Ibadan, at 

the seoond conference of the Hi erian Institute of 

Town riannem, 15 - 17 April, 1971*

1-Ĵ yer J. f Xain J* ? 9 and dohl V* Tho Urban 

Transportation rroblom* Harvard University P)rest?, 

Cambrid e, Pass, U*3*A*, I965*

J^irnksfl,,: y n i  & u  Plan*
January 1975* Canadian International Jevelcpaeut 

A-ency*

jar ‘OS ■ Salaam erional 3sv* Plan 1 7 ’ - 76

Jm m s£&  i-.aUggi-..SgMtiMatlffl .araq*4U9a»
G*J* Ponsonby9 published by the Institute of 1 oonomio 

Affairs, London, 1969*
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(19) fromotion of Urban Public Transport , uropean 

Conference of Ministers of Tronsport# Jeoenber 1973.

(20) Ir^sportaUon rlan for the Kanr -la area 1,970-2000. 
Norconsult A*S. (Uganda )t October 1968.

(21) vtujy oa City transport In Jar-oa- ialaan by West 

Torraan firm, 1971•

(2?) Bm  Tranoport Ter nito and -cry ice areas. Cowioonsult 

1973* Jar-ea— Balaam, Tanzania#
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