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A B S T R A C T

Journey to work la the major aspect in transportation planning 
in Urban areas since all major transportation and traffic 
problems occur during peak periods. These problems namely 
delays congestion and accidents, affects workers' efficiency 
and productivity. They therefore have a negative contribution 
to Rational development.

This study was oonoexned with characteristics of journey to 
work in the City of ar-es-Lalmam. Lore specifically it 
was concerned with the relationship between the choice of 
mode of travel and length of journey to work, Factors of 
choice of mode of travel are numerous, i’ew of these are 
length of journey, income, sex, family sise, nature of job

and number of people employed in the household. Come of
• -1/

these have been looked at together with length of journey.

Various findings and problems have been identified concerning 
problems associated with usage of each of the following 
m o d e s W a l k i n g ,  bicycle, motorcycle, Public bus transport, 
private car and office transport. Other problems have 
been identified oonceming present lengths of journey to 
work, land use, urban structure, road facilities and government
policy on urban development. { '\ ')/ /
^•commendations have been given to offset the problems identified. 
More specifically the recommendations have been given on 
the rationale of usage and planning for aach mode, and



VI

cordinations between them wherever possible. a m i  lei
to this are recommendation* concerning improvements on 
the present road facilities on the major roads, to 
facilitate usage for various modes of travel*

home suggestions oonernlng looatlon of employment centres 
and residential areas are also given.

Lastly the author recommends policy changes in housing 
allocations to workers, and on administrative set up in 
the offioe of the Regional evelopment lrector or 
Zonal Town Planner, ar-es-oalaam.
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CiiAiTrK 1

lKIRu&UCTIOS

1*1 Statement of the irobltB

The urban pattern exhibited by Dar-es-SaUaw revaal* a 
treat Centralisation of employment areas on the island ana 
greet dispersal of residential areas which worsens the 
acute "tidal flow" of traffic at peak periods* The 
locations of employment are found to be arranged in a 
limited ouaber of aaiu groups together with a considerable 
scattering in other parts of the city* The three major 
employment centres are (see nap »o,7)i-

(i) CSi> • including nariakoo «ud the Port area 
catering for approximately 30*300 workers*

(ii) fugw dosd and Chang *ua.be industrial area 
cateriug for approximately 23*000 workers.

(ill) Ubungo Industrial area ana University
catering for approximately lu,uu0 workers*

Other minor sraploytieut centres are found around the 
airport area likonga* kurssiui* ksfacboni* Huhiiubili 
Hospital and llala*

ins residential areas of var-aa-iialaau apart from the
 ̂ / 'I /

Central area* dariatoo ana bbmfta are found further in the 
periphery particularly the new sprawling arena ox
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kijitouya-.a* Ubougo, itiV.ocheni* Taiwiika, kina la, and Tewbaka. 
Appendix MO. II thews distances in kilometres of residential 
nrttss frss the Major employment centres* Also rap .to* 11 
shows the map of bar-es-halasr* in land use cones* for each 
cone there la indicated the number of people residing there 
and the number ef people employed there*

iue pattern oi travel to work has been becoming more 
complicated in Dar-*s-Salaaa over tue last faw years, as 
tbe city has grown* now dwellings have been conatructwd in 
the periphery because oo other locations were so readily 
available. Th« occupants of these new dwellings however 
have baen mainly dependent for employment upon tbs 
established work centres* Also in tha replacement of alums 
es a reaction against tha crowded living conditions found 
in the older parts of tha city* tha new houses have sprawled 
in the eulr urban aatatee. This dispersal has brought about 
batter living conditions lor toousanbe ©i people tut tue 
benefits ara new tending tv be offset by tue increasing 
difficult travelling conditions which the dispersal has 
brought about. Difficult travelling conditions weans that 
the lengths of journeys to work have constantly increased 
such that travel costs have automatically increased. This 
is supported by the feet that workers' incomes has not 
lucreseed according to the increase in lengths -pf y>urueys

( s \
to work so tu*t one finds sous people with very high incenses 
staying very close to their employment centres while oou« 
people with vary low incomes are found staying very far away



J.

trow tueir wmployueut centres. U  is trow such 
irregularities tbat people's choice of mode of travel 
to worn is of importance in pUnnlnr since some workers 
may be found to use modes which they ere not expected 
to use.

M»des of travel to work in Bar-es-Salsab are I- walking. 

bicycles. vcto-eycles, public bus transport and office 

transport.

tMople vbo use private care to work are limited by low 
levels at private automobile ownership which is a result 
of Low Levels of per capita income and the government's 
limitation on importation of private care in order to seve 
Lotion exensure. uther factors affecting the usage of 
private care are severe degrees of congestion, which raise 
operating costa end else personal time uud die cohort; 
end rising prices of petrol.

Hotuvc/clists. iu addition to tbo already mentioned factors 
ter private car us«rs. are faced with risks of accidents on 
tue uarrow roads of the central area of Dar-ss-Jalaau.

the iact that a large part oi the population of the poorer 

cities like Lar-aa-i.aUe» cannot afford motorised
S / )transport to a Lar«,e extant underlines too seriousness of 

increasing facilities for pedestrian* sod eyeltsts. this



vit** M M W »£ » l& « people U  to USC these

cheapest m <ii of travel to wort, however bicycles m  i i m 
of in* rarely w i i  m i m  of t r a w l  to work ia  the city  because 

there arc ao adequate fa c ilit ie s  » n v id i4  far I t i i ,  particularly  

ia U i  Coatral business d is tr ic t  viutre t u n  ia a rroat 

confusion o f t r a f f ic , da t U  other h ia i there is a i H i t u t i i l  

aufcv**r of rootle who walk to  wort act because there arc rcacoaablo 

fa c ilit ie s  for this tat because people are close to th e ir  

e*>Icyaeat coatrea or staply because they caaeet spare say wseoat 

of neeey far transport f i n  th e ir meagre lncenes. Sees ra lly  

the c ity  l u l l  fa c ilitie s  far pedestrians and c yc lis ts . There 

are aa alia walks sad ae separate tracks for cyclists .

A large percentage ef vomer* use public transport not because 

i t  ia the cheapest hat sleply because i t  ic  the one which the 

aajority ef the people caa e ffo rt, though look lay at i t  from< t /
an iateraatieaal standards' point ef view the dar-es-Selaen 

public has transport ejretow is  oao ef the poorest cot the aajority  

of $*• scorers leek completely t is a tis f ie t  of the services offered, 

do ia general the sass transport ia inadequate hot in levels ef 

cervices ant ia the areas served, th is  is  a result of mainly an

WOte snort a*# ef resources so that there is  not only insufficient 

supply of the required etueber ef hacec but also the inadequate

supply ef spare parte, sacs that there.arc eonitsot ereahtewas
/ ' \

which disrupt the scheduling of bunee ovary ae rainy:.
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Because of poor o m ^ . v u i  of traffic control* in the city arm 
tho ntrruvtui of tb« streets in tti« control oroa ntl kariakoo 
there io o oovoro decree of costootion which automatically 
offacts the swveneut of buses and thus cauaoa do lay*. This also 
offsets tUo schoduliug of buses even if tbs buses were enough.

Another aspect connected with public bus transport is that 
strictly speaking tears is uinuuum cooperation between public 
bus transport aamgansst officials and the urban planners 
such that the public bus transport Coupany (UDA) sees 
tho roads which it has ao control of.

Finally siacs the government of Tsosaeis decided to take over 
the uses transport (femexly called DMT) there has not 
bean any organised training programs such that sous of 
the problems we can see are a result of shear Ignorance of 
tbs drivers, ceoductsrs and inspectors la their respsetivs 
jobs. There is s hope that this problau night be solved since 
there is presently "THI NATIONAL XNSTITm OF TJUKSFOP.T" 
which is involved in training students in transportation 
tnsnageuMkat and planning. First enrols.eat was in 1975.,

Free office transport is enjoyed by those who ere entitled.
These are senior government officers end all workars in 
production paraotstal organisations. Thera alight ba tone ill 
fooling sooug these workars who do not enjoy free transport.

1.2 Slftnificance of the Problem.

Efficiency ot work ia a raault of, ai:«ng other things, good 
health of the workers. Fraah and healthy workars arriving in 
tkalx off leas ovary naming will work efficiently .on tuelr 
respective responsibilities. The result of this will bo high 
productivity and thus rapid development of the nation will 
take place. Also coning to office late reduces the working
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ooura of the workers, as such productivity is likely to 
he lowered, 'itiereforu to ensure thet workers travel
coufortably with suitable modest and arrive ou tiwa at their 
places ei work, is auong the uajor stimulants ot productivity 
•ttd thus increases devalepueat ei a action, this arfeuawnt 
bat l«xi soa* employers to provide cither houses near 
tne offices of their s&ployses or transport ter the employees.

One interesting aspect is lar-es-salso* is, since tbs 
Fublle Bus Transport has been proved to he {vita iavtticlent 
by almost everybody ia the city then *o*t employees 
particularly those vtus are irresponsible take it as so 
excuse of being lata at work evae if the uo4e of travel 
used by a particular worker ie not the rut lie Bus transport.

< //
Kosa aspect* of lateness, Inefficiency and lower productivity* 
have beau ooted in many employment sectors in bar-es-halaasa. 
though we knew that there ere meay erg went* whlcn can 
be put up to aaplala this, still tka question, of convenience 
of the workers ia travelling to work cannot ba ignored.

1. As a reaction towards inefficiency and low
productivity the <,ov«rnueut of X*nsania ■>) » \
has redneed the number of employees i» <fhe: Civil 
Service by 20Z ia Hatch 1971.
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Kany employers pay their workers for only Cbo ti»« they 
• r*n«i on Cbo jobs Choy aro employed Co do* However Cho free 
ti»e which Cbo worker uses to traval to work should never 
bo overlooked. This is important because different workers 
under cbo sane aaplayer aro likely to ecay at different 
distances iron choir employment coatro. further, Choy are 
likely Co have different incoa.es. Tula bel»£ the case 
workera aro likely to uao different mode# of travel co 
worn. Caca of taeae taodas require# different facilities.

«beu Cbe *overamcut of Is naan is put a linit uu Cbo i w k r  
of private eera imported la 1973, It bad la miad chat 
people vbo are expected to uee private eera aa a means to 
travel to work, would uae Futile &ue Transport and other 
aoeea* however efforta tc improve public tua transport 
have remained unsuccessful* In fact there are cases where 
UiU nee resorted to buyl&« sore buses lu order to increase
tbe efficiency when the problem was partly that of read

2design sad workers training. Realistleally, there la a 
limit to which the Public Sum Transport a m  work efficiently 
particularly when there is minimal improvement on the 
urban structure while there is loareasia# urban and 
copulation growth.

— • i ............................. i ...  .... -> - -
( \ \
1 •

'*-• MIC paper on causes of traffic congestion, 1974.
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Bicycle usage la bar-es-talaa* seexa to have baeu ia iLiateu. 

There la a bicycle factory being built la kar-as-:»ala*c< at 
rtwaaga oa »«s»ojo hoed, Ike factory la ujactiw to

3
produce about 130,000 bicycles a year starting fruu 197a •

••
further, tba gevernucat iaauaa loaaa to workers to 
purchase bicycles, This will sot aaaa such if tba toads 
hava minima* bicycle facilities, There ara fa* uorkara 
vto ara ready to riak chair livaa for tba sake of being au 
tine in the office.

People using free off ice transport have aluaya been considered 
aa tboaa being favoured, This question bocaaa vary serious 
in 1974 when the workers ia Coverodent ministries who 4u 
art aajoy free office transport questioned why in e socialist 
country certain workers vara transported free while others 
paid for their transportation te work, Ihia question ia ot 
crucial importance in a country like lanaauia whore aoat of• t /
the eaploynenc institutions ere owned by the state. Ant 
there regains an even serious question to answer. Can 
Causania afford free transport te all workers!

3, Dally News of August 7, 1973,

\ /
%

\
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1.3 F u r io x  of Study

This study haa been carried out in order to see bow the 
choice of aode of travel to work l»y tbo workara i« r«Uu<i 
to Journey length and tha effects of thia relationship to

that workara* ability, fltnaaa and productivity or the job.

Factor* of choice of node of travel to work are numerous. 
-uu« oi these will bo looked at in lino with lacktt o£ 
journey. So th« objactivaa in thia study arcs

(1) To get a clear understand la# of the uae ot 
each of the i»odes of travel to work, and note 
planning implications aa related to length of 
journeys eod workera ability.

(2) To provido for efficient eccesaibility between 
najor suploynoet centra* aod uajor residential areas 
at peak periods by suitable codes of travel.

(3) Give the rationale for the uae of aach of the 
aodoa of travel to work.

14) To obtain aarinua. and elf iciest uae of the 
najor rose system at peak periods.

i
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1.4 hgejg

Tha sea pa of this study cov»r* the :>oaW period traffic and 
ether related u^cti, and the coaeetuenea of Ui« la 
flawing.

After the oanaral introduction la Chapter Z there ie the 
hacbjround analysis in Chapter IX. Thie ia to let thoie 
who do net knew the aatare of Dar-as-Aalaaw have e clear 
under atendlag of it. Thle chapter will discus* national 
and Regional retting, physical character(at*, Historical 
SevelepiMBt concern leg the fence! one 1 ttd etraetarel 
pattern, population end le«Mwie activities.

Chapter XIX deal# with the travel charactarietlee of the 
city. Concentration le geared to the peak period travel 
characteri»eice. leave# under discussion hare ere jewraay 
purpose, Traffic Vo W a t ,  Travel EenaiMl and Length of 
jovrnay.

Chapter IV coaaidara tha variana nodes ef travel to 
vark ia terna of tha eaiatieg aitvatiou, future projectiena, 
travel coete ia tercse of aoaey aaa tine, apace wtilieatioa 
end the relation between length# of journey end ieconea.
Ala©, convenient* and safety ara voasiu*rad for -each wtds./ .
Tha »«dea which ara eiseuesod ara walking, bicycle, noter- 
eycla, public bua truesport, private car anu office transport.
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Ta* otlisr dealt with to this chapter ii the existing
read faailitiaa on aajor roads sad how they confer» vith
the tooes ci travel. (See also Appendix VI and VII).

Chapter V is a summary of findings sod problems identified.
It is fror. this summary that reco%«tar.dations and proposal* 
are . ade in Chapter VI.

Chapter VIII is tiae conclusion.

l.S Assumptions

(1) Journay to wart in this study Is yieved ss the journay 
ibads by a person free his ho»e plats to his eapleyaent area 
and vise verse daily at particular hours la the noreinf and 
evening. Thus It is p«*k hour jourueyt vLlcb for Csr-tc-Salse« 
includes jeurnsyt mods by employees in hath the formal ami 
infernal sector plus journeys usde by school children.

(2) The working sours ia Oar-oe-Salas* ers distributed as 
*eilevsi-

(1) Covsrii-sns Hislstrlss - 7.30 t.a. - 2.30 p,u.
(ii) Parastatal Organisations - &.0C a.u. - j.oo p.av
(iii) Special Farastatal Cr«aaiu«tione

••«. Banka --i.00 a.u» -12.30 p.u.
t - 2.00 4.30 p.c.

(iv) Private Organisations - 8.00 a.». -12.3u p^n.
- 2.00 p .a .  -  4.30 p.m.

(V) Schools 7.30 a .u . -  1.30 p,u.
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From tbs ii>ovt distribution of workin* hour a the peak 
periods la D*rM»-S*lMU «re bet' 'ten 7,00 e.n. and 3.30 s.m. 
in the rominy and between 12.30 p.o. and 3.30 p.n. in 
tha evening, The afternoon peak par ion. however, i» acre 
distributed and is not aa critical aa the peak
perlce..

()) Journey to work is aesunea to be about 5oX af all 
journeys luce during the day (402 let work and 101 for 
school).

(4) There will be a low level increase of car ownership
la future.This isin accordance with the government policy in 
discouraging private car owuarahip.

(5) Thera is and chars will still be an increasing pir >ber
of people willing to use public bus because ether alternatives 
of travel ere very limited. Cut presently tha Dar~es-&aUas. 
public transport is inefficlsnt.

(b) Tha uaxlmas distances which workers are willing to 
travel with nodes arc assured as shown below.

k rival* Car
office Transport 
Public bus 
Cycling 
talking

*.) kilometres
any distance since it is free

\ \
14 Kilouetriss 
7 &lionetres 
J kilometres

\
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(7) l'hougu by l*<k> oi workers in Ministries vill 
have shifted to Dodoma this will not necessarily have much 
offset on the growth of Dar~as~Salaa& since Ministries' 
workers are a little over 10,000 as cowparad to about 
*0,000 workers in other sectors*1.

l.S Government Policy on Urban transportation! 
the goverunant of Teasanie uoes uot have an urban Transportation 
policy as sucb{ however, various aspects in the overall 
policies of toe natiou seem to nave effect on urban 
transportation planning, sow* of these aspects ares

(i) Private bus companies are discouraged to 
operate in the urban areas .

(ii) Limit on importation of privet* cars and
•pan,parts plsa Nstnl m  parol aanawpll—

< //
have limited private car ownership. The 
provth rate of car ownership has decreased
tremendously.

(iii) Issuing of loans to workers Ly the governnent 
to purchase bicycles is one way of encouraging 
paople to uae cheap modes of travsl to work 
instead of expenaiva motorised nodes. * 3

4. Information from Capital Uevelopnant Authority 
Dodoma.

3. Uatioualisation of lift is aaen as an axanple 
to support this statement.
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(iv) Shill of to ftodona baa hit on
infraitrvctural sarvicas in D d p f r M l w  

A lot of projectsrurnarkad far davaloi *ant 
bav* not yat baan inplmart •<! bocausw 

a lot of funds ar* d in rta d  to develop

P » < w «

(v) liacaotralieation of coast Ration Into two 
rollout (Dar-es-Ssla*# and Coast) hit* created 
iitbalsnca in project inplanencation
which war* under the coast region

(vi) Abolition of City Council hat affected
very vuch ti.« funding «?*tn of the city
adaiaistratioa* Thorn in a ganeral decrease

6la nanny n«hia& Institutions is the c i t y  •
/

(vil) 1'reseut U>vsrru.etit Policy on rural develops 
nest la not sympathetic with urban develop
ment. icr tiei\l<t in L>*r-*a->al*a» f«r*is 
tor prevision of near roads in urban areas 
except iiri<Ao«| for tbs last « years were 
nil. .Lite areas classified as rural but 
within Dar-es-Salaaw ration *.g. ^sougnla 
ara continuously gsttia* funds?

a. la for*ation fro a doeal Vova ilanoers * Coast and
aar-ae-Selnon • lV7i«

7. ltoia
3. Ibid
9. It-id
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1*7 tevia* of b re v is ?  g g a d itu

There has been no study cartled out in &*r~ee-S*Uaei to s«.*
I

t»4* i«flication o£ ciitice of Milt of travel to work and length 
of jwur&ey* The few etudles carried out ver# doucemed with 
either the o w » i  urban d« velo^'ent, or operation oi t\4 

* u M U  bus transport in the oity. *©«t of tku« will is 
referee* t« hors att«j there in the teat m a  iftiicat«4 in 
both tit* footnote# and bibliography.

Hte-ilst couaarnlng the operation o l the c ity  Public 

Bu» Transport have overlooked tne fact that jrropot h tb lic  

*e* Transport requires a thorough uoderstaaaint o £  other 

»©de* ol travel In  order to determine ho* la r  Public .ms 

Transport eau be inpxoosd in relation  with other #«»d*9  of 

tra v e l.
< t /

*bo author in  th is  atvsJy cries to lock, at a*«h wo4e of tra v e l, 

and dotem iues the rationale of planning for eaete b*k’«  by studying 

the at ben st rue tears and the {-resent .^ajjor locations of both 

residential arees and m t $ loyweet centre*.

The author l l r a t  analyses the travel characteristics at e«k 

periods then determines the present cliolca of node of travel 

to work end compares this with * n j  pyrev{ rus result*  and cr.«»\ 1 t\ /
note# the varia tion s for a a eh Mode. . he further relates 

the choice of uode of tra ve l c© work to {(scores and lengths1



It

at 4 sow this Ue observes tu« ^reseat road
facilities wbelhar they i u  adequate for iu  sodas ol 
travel to voik.

are given coucerniugi
(i> Location of residential auu employment centra*.
(iij .la--. t a- w.... _ j v i. r - ■"in,
(ill) laproveuent on the exi*tiuM Major reads which 

connect the ixajor employwant and residential 
areas.

i.i> /.ctftodoloayi

Till* study was conducted between 15th July, 1975 and 
6th October, 1975, during the long vacation following 
the 1974/75 academic year.

- //

All tu* inienaatiou and data gathered lvaa defendao very w*ch 
on the capabilities of, and availability of relevant 
naans to tha author.

The major instrument for gathering information was the 
Cucstlomialre (see Appendix l). The questionnaire we*
t tf»ij,nec so as to get information from the ewployece none oral**!-
\ leer of residence, piece of work, tlf»etaVen for the Jonrney,

I ' \a 'iocc o£ travel to work, »ex, occupation, Income^ family structure, 
ownership of node (Trivate «4t, bicycle, i otorcycle) and 
Vroblea* associated with the particular code used.
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Thu qumiotMiiti ««r« oiatrlbutad ic itltctcd Mjor 
tuploywat (Tablo Mo. X) soowi tha major
oaploywenc ctBlrti, typtMliat* au«b«ri o( vorktu in 
*Kt)i uut»i>«r ol <iuw»tiouual(«» <i let lifeutau au*l auwbara 
of i(M«(l«BuUtl rtctivtd from each centre.

TABLE NO. 1 - SURVEY PROCEDURE

Mana of
Employment

Centre

Appresiaata no. 
of Koployees

Mo. oi .uaaio.iuaiie 
Distributed

bunbar 
of

kaafoauauta

Cautral Area 10,000 1,300 1,204

lugu t o W  
CbanjjtWita 
Industrial 
Araa 23,000 1,400 24b

UbUOgO
Industrial
Araa 10,000 1,300

i
*44

Total 33,000 4,500 2,400

too total uuubcr ot mu, layout* who raapowleb vara 2,4CK4 This La 
only about it ot tna aesployeaa In oajor afajsloywant car tr««. 
teawavar, a« it can be seen in Table 1 it was the intention of 
tba author to briny that fl&ura to about 62. Tba as**'la oi 12 la 
ma.mll to gLvereiiable raeults but ainca tha eollactioe oi anployeaa 
vaa dan* twadoxl; tba raault obtaina«l sou#bow nap let a a uorev *«y

I ' \
or laaa trwa picture oi tha situation. Ti*ta, («w»bay mati ;«rsoaaal
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v«rt wry limited to enhbla a bigger sample to to sampled 
out. It should bo appreciated that sometimes it io necessary
to v o n  within given H a lts .

Ia order to know the t n w l  characteristics of peplls, two 
primary school* and oao secondary school vara selected for 
aurwey. Tbs secondary school Hurrayed (Tambasa Secondary 
debool) bad about 1.000 students}1 Every student was 
required to indicate against his/her sane his/her place of 
residence end the mesas used to travel ta school. In 
collaboration with the school administration Tfc-9 pupils 
responded. This was tabulated to determine the choice of 
mode of travel te school and the distances from their homes 
to school.

The survey made ia two of tho primary schools sstabllshed that 
mors than fyt of the pupils stayed within the neighbourhood of 
the schools so the journeys mads by primary school pupils were 
not la Aided in the analysis.

Owing te the tidloue job involved la analysing the data from 
tho questionnaires, data processing was done by the computer.
The results free the computer are on the Computer Cheats and shown 
on Appendix VIII to XIV. , ?

10. Meet secondary schools arc within the central area 
nf the city.
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Further iiiforxatios concerning travel characteristics in 
the city ware obtained from the records of the previous 
studies. Useful documents in thia respect warei

(t> Tue Dar-«a~Salaaa caster Flan - 1968
(2) baa Transport for Site and Service Arana 

Dar-aa-^aiaai:, by Cowlconsult - July, 1973.
(3) NIC (National Tran a port Corporation) paper 

on eauaea of traffic jam in Dar-es-Selaa®, 
and consequent loa*. and abort tern proposals, 
January, 1974.

Sone information os UBA (Uaefiri Dar-ee-salasm) were 
obtained through regular v la ita  made to tb« UDA headquartera, 
Aurasin i Depot by the author. Any extra information on IDA 

war obtained from observations uade in the central area 
during the tine of atuay. And, also infornation was

• tobtained from published reporta which are shows i s  the 
bibliography.

Various statistics vara obtainad from the National Statistical 
bureau. Ministry of Lauda housing and Urban Development,
Office of the Zonal Town Planners of Coast and Dar-as-Salaa*» 
Kegions and The Capital Devalopnent Authority bodocaa.

( \/
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i.9 Limitations of the Study

1. Secause of limited tine (15th July, 1975 to fcth October, 1975) 
aadl Halted foods for transport aod employing personnel
for such s vast study to ba carried out, the sample of the 
people iuterviewcu is rather snail and soma aatra information 
has boon obtained fro- the written text as shown in the 
footnonas her* and there.

2. It was not possible to conduct a heuse to house survey 
ovine to the large area that waa to ha covered.

3. Few model* have bean used in the analysis because of 
their limited practical applicabilities.

4. In same cases whsrs up to dots information could not
/

be obtained, information for the past years was used 
for convenience.

4» It was the Intention of the author to have photographs 
displayed wherever found necessary. However efforts to seek 
permission frou the Regional Conmlasiener to taka photographs 
on relevant issues were unsuccessful. So tie author had 
to do with the few photographs ha could get frou other sources.

I ' \{ 1 '\ / )

All projection sno recoaaisr.detions have been put up to 
1990 so aa to natch with the recoKbendatiocs given in the master 
plan of ifer-es-ntolaam, which were up to 1989.
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7* Cartels aspects expected to be found in this study 
wilt not bs dealt with. For M«a{iU on fuhlie Sue 
Transport uslnly* the public oplniott will bo (shun Into account 
following tho iaforuation gathered with tho tjuest locus ire.
Thus information on Organisation and ftmeticsis* ci the 
traffic. asnsgonaot and sns,la«»erin« departments will not 
bo dieeussod sine* this reoulrae « special ftwdy of its 
evu uhuov tta aano open oi tb.* as for this study* however, 
tbs existing situation oi th* Fwblic bus Transport (tliii) 
is t«r«« of tho otuni'O* of buses* tbo route syaton sa<i 
froquuuey «f buses will bo discussed.

I, Tho C«t>trtl Sesines* District though important for 
lilnnioi for various nodes of trovol is characterised by 
narrow roads and permanently built up srsss which reader 
difficulty in plsnoiai for tho travalaodss. Thus readers 
should iwt expect *uch frow this*

9, tuougn bicycla sad pedestrian pianuinj is very important 
for tho third world it is not always possible to have say 
cycle sad p e d e s tr ia n  tracts on every road baesuse of the 
olrosuy existing urban ieru.

(
)

\/ VI



u

CHATTER II 

hACKGfcOUXD AhALIbl*

2*1 Ihyaical Characteristic#

£>ar-ee-Saiaa*ip "the heaven stl lease" hat oeau a capital of 
Vsaaauia since 1991 a* u> 1972 when the eoveruuect decided 
to tmifcr the capital Co ladaca within a parioc of 10 jaart.

Located on tha akoroa of tha Indian Ocean on the East African 
Coaat is, and expected to regain, tha chief induetri*lt 
commercial and touriat contra •£ tha republic.

Tha administration of tha city waa under tha Mayor of  

"The Dar-ea-3alaaiu City Council" until tha Cover su*ent 
abolished City Councila in 1972. Under thia atap tha city 
waa tuade a region under tha Kegional Coawieeioaer with three 
Area Commissioners heading tna three diatrlcta ol Te»ehe,
Xlala and bi'-oodoni. (See Map No. 18).

The city ia a part of tha Coaatal area behind which riaaa 
a great plateau up to over 1,200 aatraa above aaa level. Tha 
Coastal area ie a plain varying ftoa IE to 64 kilometres and 
there era steep eroded escarpments vhare the plateau and the
plain neat. . ^

) » \\ 1 \\ , >The area on which tha city ia built is a relatively flat 
area at about 12 nacres above aaa level. Ihia flatness ia
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ieterrurted *»y the lout ;*aiu creeee of Sureeioi, U*lu*e,
JtUiiu* *»<i ftleinbeei. Other m a il ahatmei* occur La tbe 
r««U» * mi piee wj> water la the higher c„re«m4. The be«U 
of the atreats la the creeks ere ekerecterieed ky lew flee 
too<-( plelee with eatreaely »tMf becks wbicb fell over 
bo wetres la eov* flee**. The Kelafeaai creek he* # eld* 
flee* pleia kite fewer end less eteep back*, tecause ef 
its iiteeaeae to the city core, 9*einb«ei creel bee eeoeed 
eoae «i«velo|4aeat prebUtac. Tie two (H»ra^n cad Be§eacy« 
w<w*) et the three rejor road a which eroit it are pert 
ei tue bottle uecke tu ris f  peek periode lampit*  ai 

tom eapeaeive brie&ea which already *kin there.

The city core ie .are oriented to tbe harbour eree which 
catenae Ire *  tbe neie ^ y  to the ueckyerc* la k urealel Creek.
The harbour ie tbe natural eeeet of tbe eree an* ie tbO .seta 
reeeon tot im« present leoatiou of u r a**>&«l«4b city.

The chauael of water ea which the harbour 1c located 
eeperetee iki**i«“**i*oi iete two areee «i which couwteeleetioa 
betweea tbeo ie only poaeible by e ferry, doe pert ie tbe 
*oow.„«*<*et*ru eree ef hi«eritoai. £evelcp»«nt le thi* eree 
bee eeea very eiaiael. it ie e tier eree end e very low is 
eo-.e parte, couplet with a wop a. The eeeoat pert-it ie tbe berth, 
*i|1 **** eeoto. ier* ie where uoet ef the tctiVid.r ere 

concentrated. Tbe ferry treaeport ie aeetkei bottle r.eek et 
peek periode.
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lurcher to the ***c *»d seutb-W«*t# tier* are various 
rivars ati unuuiating hills. Those osCoad up to fci*ar«we 
b U u u i  st as elevation at in s  54 astro* to Joo wattes. 
Wiser*** district uovever is not vithia Dar-es-*«U<v 
r s| i* s (

Cl last I rally th* araa is hot and humid. Thu 'soon daily 
temperature is about 26aC (74°?). Th* »»*» saasonal 
rasi# is 4®C (7°r> and th* a«is dally range is a*ot;t **C 
(14°1). Tits relative humidity raacboa almost 1001 evnry 
slink st tbs ysar and rarely drays bale* 55Z during tbs 
day. ibis type of CoMperatur* and humidity makes tbs 
inhabitants out Car son* siicMkloit during tU period of 
hovetber to April. Use** of noa-motorised aodaa of travol
(%4U«k and cycling) is vary uucomdusive since whom they

< /✓
or* uss* to travel to tor* snore is consider**Is avoatlng ant 
aahaustion which amount ta poor efficiency of the wrNr#,

tease <i» of this climate are primarily coat CO l led by the 
northward sad southward yearly ei tna overhead aua.
Tfao sun is approximately overhead in Par-aa-balaan at 
the ond of narch and again at the oad of heptember when it 
ia southerly Iron Ucteher to februsry.

v * >
The city is affected by two major bin* movements namely\ / J
tba south East Trad* Winds fre* the Indian Cesar- occur!** 
Ires April ts September and the horthrttastnrly vine* 
trmm an st«a usually el**«*t the desert* of Atabi* ia th* 

month* of January to March.
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There nr# two major rainy seasons and two dry seasons in 
Dar-*s-b*iaa». Of th* rainy seasons that fro* March to Xay 
la by tar the wattact, The October to December vat eeaeett 
la ouch more variable protveU^ in low yaara vary lov 
totala ami other yaara vary blab total* up to tour tinea 
wa« average. I be **si*uw rata recorded in 24 hour* la 
215 «*••• (4.3 in) at Malabo*! mission. On 6tb April, 1976b
a oue-bour total al lo7 am. (4.21a.) vaa racordaa at tba 
Airport.

Burin* tba vat aaaaon rain ia woat cooraun ia the morning 
and early afternoon*. Tbla being the caaa worker* are 
vary much disturbed when taint to their place* of work during 
th* rainy seasons. This again makesusage of cotr^aotorisad 
and uncovered node* of travelinpraatiael. People than, are

• t /
forced to uee public bua transport even at short distances 
to places of work. This raaulta into tha Public bua 
Transport operating vary inafflatently in toe rainy seasons.

The predominant toil typos in tha aity are red-soil, 
tturraat soil, groy soil and non—asicarious soil which has 
minimum fertility bocaua* of tha salinity from tha ocean
voter. Tha east prominent types af vogotation are pale

• * ' *>

trees,cashew nuts trees,sad soars* glasses.
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2.2 historical development

bar-ee-Salaan was starts aa aa Arab settluncut by Sultan Majid 
«f Zsnsibar during the piddle of lith Canturv. Tha nana 
Ear-es-SaUw* (Tha Heaven af Paaca) was given to tha city 
by Majid. Tha piece aavar acquired significant growth during 
K ajid ’ a reign because of tha Fart of dagasioye which ia 
only So kilometres Iron Oar-es-Salearn and where clave trade 
with Zanzibar was vary successful. Majid died lu 1870 leaving 
Der-«s-:>aiea« without auy aigniiicant development.

Vhau tha Geriiuuui cane, in tha lata 19th Century to colonise 
Tancaria, titay raallaad tha importance af tha site aa a 
sheltered uarbowr. done development theretore had to ener&o 
and by lbdo tha population was about 5,000. Tha Germans 
transferred their administrative fuuctiona frou haganoyo iu 
1691 and by 1903 aany buildlugs had sprung up. Awoug 
the structures were) hospitals, a uuetbar of government offices, 
a poet office and meterologicai station. Also a nuaber of 
private dwellings ware built during theen early years along 
the present Independence Avenue.

The Gerasut gave £*er-es«*;ialaau the structural character and 
urban ierw which it nahihita touay. lha streets converge at

I v \
verlnua angles upon soother of traffic circles pesultiu* into 
4 uuweer of plots being triangular. Streets are generally narrow 
city blocks are irrcguler in sins nnu shape end congestion
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inspite of a Moderate nunbar oi motor vehicles ia vary 
coaaidarablc. In short Dar-ea-Salaa« inspita of tha Ocean 
exhibits characteristics of a racial pattern of an urban 
structure. The spokes are Morogoro Road. Pugu Road, laeasoye 
koad and kilwa Read. Tha circumferential links are Libya 
Street - Jamhurl Street; Uwoja va Wanawake Street - Ohio 
Street; Ksiubasi Street “ Swahili Street * United Nations 
Eoad; Morocco Road - to be extended to kigogo read through 
aagoeeai, and lastly is tha port access road.

Since the intention of the Germans was to colonise Tansania. 
they hod to extend their supremacy to the nainland. So 
between 1907 te 1914 a railway lies was constructed free 
Uar**e a—Salaam to kigoma. This is tha time whan tha railway 
station of Dar-es-$alaa» was constructsd. Th# railway 
station plus railway podovns and tha railway angincexbg workshops 
fora a substantial percenters of tha land usa of Dar-ea-Salaa» 
today.

After the World War in 1919 tha British replaced tha bemans 
in Tansania. because of the 1920 slump and tha 1929 depression 
no significant development took affect until after tha second 
«orU War in 194$, whan tha First Colonial Development and 

Welfare Act was passed and in 1947 a ten-year'siaster plan

for Tansania took affect. Tnis is tha time whan Dar-as-balaam



experienced a building boom under a special Oar-ae-Salaam 
Harter flan of 1949 which vaa prepared by Alexander Cibbe 
and Partners. One of the major recommendations in thia 
plan waa te introduce a Public hue transportation system.

The harbour of bar*es*iialaat!i regained virtually under* 
developed during the German period becauae there wea no 
immediate need* 11. However the hritfsh tnbu te do some 
development on tho harbour and la 1921 belgium and Sritain 
canto to an agreement that Dar-ea-Salaam ahould handle e 
lev ot Belgium Congo's goods through Ki&oma. ly 1950 
conetruction of modern facilities on the port wore started 
end completed in

the busiest tLaes of the port started la 196fi when it started 
handling Zaabian goods through tho determination of / 
Presidents tiyerere end Yaunde not to lot Zanbia depend ou the 
racist government in tha aoutn. From that tlua congestion 
at the port has been very considerable inspite of the huge 
investments put to increase tha number of berths. Tho Port 
area itself forms one of the najor employment areas of the 
city, employing about 7,000 employees (See Map Mo. n)

- * • >
I ' \11. Dar -es-Salaa* by Do Blij - 1963 (I / *

Berth Western University Press * Page Id.
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In the year 1961 Tansania became independent thus
making Dar-es-balaan a capital of a new African Independent
State. In the same year it acquired the status of a city.

2 .3 , Land Use ana Urban Structural

The functional and structural pattern which tea emerged 
do not shew any regularity (See Nap bo. it os. Lane lae).
The residential aceas were chiefly based on racial 
segregation policy curing th* early years of cevelopjert.
The European section developed iaoredlately east of the 
present city core. This has been the most favoured area in 
r-any respects. Europeans built trees/sr shads and alrost 
all Govemneat offices have been situated here, though 
eoc e residential houses survive even today.

The Asian residential areas cevalopad to tna west and north 
west of the area occupied by the unite government officials 
and other residents. These are mainly areas of Ipanga, 
and a lar^a part of tha core, beyond these residential arena 
African residential areas of Kariakoo, Kagomsni, 11j la and 
Tesseke emerged. These were areas of object poverty, where 
streets were not Improved, sewerage system poor and facilities 
scarce. .-ui empty stretch of .muui imoja separated .he

•- . •y
African residential area of k&riahnfc from the kdyopeau and

j / J
Asian residential areas.



Utti lubutki aot lollwt • pattern ut
relation particularly altar tha formation ut tha 

National saoeaia* Corporation ia 1961, which waa and la 
•till tha aaia body providing raaidaatial house* ta tua 
vajority oi tha city m u i u u .  It ia fallowao tty tha 
nowly torood Magiatrar ot AulUtag* though iatar rasidaatUl 
araaa vara not ch*raceariaad by racial aagragatie* thay 
vara bowavar oavalopwo on tha baaia of incotta groups. Xa 
tha aarrit oavuiopsw too high incowa raaidantis1 araaa of 
Oyotor hay, »>saaa*l, Aha batata ana Ragant batata. bar* 
rasi»*ntial aanaity la vary low and aoat raaldanta own car*.
Car ovaarahip bora vaa about on* paaaaugar c* par fiva

12ta*>‘*«iUlw tu l»t/ . Itita halps to explain the prevailing 

traffic cougaatio* at paak parloda on siand or brldga vhara 
t U  t*a« laaaiug to thaaa araaa iron tha city eawtra paaa. 
lu tha waatarn parts oi tha city beyond tha low lutoad 
residential araa ot developed tha high density
squalors of Haases* sad in tha waat of hariakoo bayond 11*la 
squatter araaa ot tugurioi and 11*0,0 aprawlad. la tha south- 
vast, low aud nadiun iucaea raaidantial araaa of Yanaha 
and Caang'oub* aaargad. la tha south tha high iacoaa 
residential araa of kurasial developed aftar which low 
incoae raaioantial araa of Mbagala and htonl can ba found.
l ap mo. 7 ahowa »tu«cti«l ara*a *»4 tha income distribution) •\ 1 \

) / •

Yba Central Coawarclal sad administrative ara* which fan. part 
of luu C»0 ia located around tha arc of tha beautiful bay in 
tha prelected harbour and hac baan and i* ctlll tha major
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lay :«at centre, with about So.uoo worhera. Utbur t£j?leyuant 
©outres « •  uernly industrial area*. Th« first industrial area Co 
b*. aatabliadud was around Pugu Hoad and Cu*n&’onbu are*. This 
explains why it La surrouadau by low iiusuue but ui#h density 
residential araae;fre« Map Mo. 7). this auain industrial 
area caters lor about i3,«.)J0 workers, Furtuer expansion on 
tuia ecus is vary li&itac uaeauae ol toe linitea avaiia»i« *);aco. 
Anotner industrial area was established in Ibob «t Ut^ajo. It now 
deters for about la.UOO e«m>l«yaas. It n*a a bri • tt Intur* far 
expansion because it ia a little further in the peripnery where 
Charo ia a lot of vacant land, iluraaiai ana hguiani Lora 
another auployHont contra with aona winor iaduatriaa and various 
public institutions.

according to tha Uar~os~3alaat» ; tee tor Flan o£ 19M, î̂ aasooni
/

araa wbiaa naa baan tor long, with aiaiual dovelape.aat id 
aa.marked for Heavy Industrial develojmaat, So this will 
»a a potential anploysaat contra in futur*.

All aecaudary schools, daeaat prisary acnoal* and big ~capital* 
won placedcloaa to tha central araa cut on tha aide or tho 
iuropeana' and Aaleas' raaidantial aroaa. Thera has bean uo
uny noticeble caoi|« an this pattern in resent yaara aioea any

- *- >
uevwloinaeut on than involve*. to n  of their Modification rather
• i ; •

t«aii construction © I now ones. however aany primary schools 
art: wituin appropriate neighbourhoods in varioua raaidantial
St* OS
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/
i'ntks and sport* «*c>undtf except; in very few cue* were 
concentrated on the side of Asian end European residential 
areas.

t.f rieul tore dominates tfte trass presently incorporated in 
the city area.

Oue conspicuous feature of Dar-ea-Saloo* urban pattern Is its 
fragmentation, Fragiacntstiouaisns breaking up Into snail 
sections. This is caused by the seasonal rivers and tidal 
svfm̂ is cutting the site. Some of these features ere the 
creexs of Msinbeei. Using*, Aurasini end Risings, and rivers 
of Luhaaga, Usings, Ubuago, and t̂oamaayaraala. The fragrwntatlon 
uam resulted into a number of individual towns and villages 
around s cowan core but each with their own nucleus end

• t /surrouui.iufc functional sones. Examples of these ere Maporsni, 
heart St, Ilsla, Klnondoai, and Teeofca.

^^•s-hslssn development has been affected by three recent 
oecieions from tne Tansanian Government. First is ehe abolition 
oi city councils. This has minimised money making institutions 
vuich hu effected iapleutatetion of projoets. Secondly le
the decentralisation measure of 1974 to make Coast Regiou into

. *' “ >
two regions (Dsr-es-Salsax snd Coast)'. The Dsr-ea^SsUam Regionl / .• < 
is heeded by tne Regional Cowcissloner end three Area Coacissloners
of tu« three districts of llala, Tsaske, and Ainoadoni. With this
measure the administration of Che city does not only deal with
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the built up area* but with also tin* added areas of rural 
character where Agriculture i* dominant. This is likely 
to trvateimyuUtitiii is the setting up of plant for «<Mfe 
a netatoaeoiou* ration. Thirdly it tha dacitlon in 1973 to 
t rainier to* capital to Dodos* within ID years. This leave* 
to* adiiinitt ration of Dar-e*- Salaon to look into all tha 
pravlou* pleat which vara rood* aasu'tring it would renain a 
Capital* and wok* necessary alterations. Further the capital 
transfer will hit ou the infrastructural development of 

jarei'folasa as eodooa receives first priority.

Thus futura develops*at of Oar-aa-Salaaoi coaaot be easily 
predict#*, though at laaat it can ha atatea cenfidaotiaily tnat 
it will remain a comereUl, industrial and tourist centre.
Uni ice v*jat aoa keen proposed in tit* waster plan of l*ol'# 
ta havs future development elong Sagasieyo toad tad is kiganboni

• t

Ar*a; present trend* show tnat tnere is treawueeu# eevvlapweeta 
along Mereyere toad vitleb baa result*u into tn* road saving tha 
highest traffic, (da* Table 3e, 11).

Map no, 4 shows the urban growth of 3a r-« a--a a last; Iron 
1891 up to 1973. Tha nost [isportont asoacts to not# are, 
one frageeatatlon growth, aud aecoadly the iacreesiug disesne-ss 
f'tww. the eore.

-.4, Population Characteristic*, Truads and fmjactioos 
uike Many oitiae ie developing count Tin* Dar~ae~$al«uui :»oa benn 
experiencing high population growth rate. Table Mo. 2 above how 
the itieresee in population haa bean taking place since 1194 up 

to I97j
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Thera has been some variation ou the graven rata. For example 
the growth rata batvaan 1948 to 1957 was 10X while iron 1987 
to 1973 it was 8X. Tha government has however anticipated to 
reduce the growth rata to 6X by 1975. Present figures reveals 
a growth rate of 7.5X The reason for this is the fact that though 
tha natural growth rate night have boon reduced, tha boundaries 
of the city have continuously been revised to include an even ‘ 
large area. This mans there is an extra population increase 
from the Included ares. In addition to natural growth trends.

Assuming s growth rate of 7.5X up to 1980 and 6X onwards tha
projected population for the future would be me shown cm tabla do. 3.

TAIiLE Ktf. 3 - POPOLiVIlON PROJECTI0U

Population Tsar

600,000 1975
800,000 1930
967,000 1985

1,300,000 1990

Sourcet Author's projections based on 6X end 7.5X growth retes.

The population composition has been end it still dominated by
/ 4 \

Africans. Table 2 reveals that the number of Asians and turopuaas 
has always been few though the Asians seem to nave increased in 
nusibar in lstsr years.
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Ih« population of Dar-es-Salaam la clustered on wall defined 
cones (sea nap No. 6). High density residential areas which 
accommodate mostly Africans are Karlakoo (452 people per hectre) 
hagomani (150 people per hectre), Mansers (190 people per hecre).
The residential areas of Tameba, Chengoube, K in oat.on i sad 
ftrsnanysmals, are of medium densities though sorou patches of 
high density occur here and there in these areas.

The remaining residential areas are of low densities, some
being natural so while soma being under developments (see asp No. 6).

In high density residential areas there seems to bs no possibility 
of any future increase of residential structures though the 
density night increase further owing to increasing family sixss.
Thus future residential areas are likely to aprawl in

< //
the periphery. Tbs already sprawled residential areas in the 
periphery are Kijito Nyaua, Siasa, Ubungo, Clnora, Xigamuuai,
Tabaka Eaet and Vast.

2.5 The Economic Case
The population projections in the lent section reveals that now 
Dar-es-Salaam has about 600,000 people and will have 1,300,000 
people by 1990. All these people require to earn a living and
raise their standards of living. This calls fog future job

/ ' \
V ’ 'opportunities to increase at least on the saute pace with 

population growth and if possible exceed it.
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*y the tie* this study v u  being carried out the national 
r.tatiatlcal lureay had no ••ployMRt flgurai far 1973. !!«<« 
figures for 1972 to 1974 *cr* etlli provisional. Table de.4 
•how the nuaber of people employed froa 1941 to 1974. It 
la clearly •♦*«» froe tnis table that there haa been a general 
reduced growth rata of asployueat. Par axanple tha increase 
in labour fore* for tha loot few years haa been:

1969/70 - 102
1970/71 5X
1971/72 32
1972/73 - *ol!
1973/74 - 30X

Pron tha above growth rata of tha labour force it la reasonable
14

to assume a future growth rata of labour force of 62. /

Taking into account of tha labour force to be transferred to 
bodoaa in tha years to cow (baa Table Mo. 12) it la possibly 
to project tha future labour force. Table Me. 5 snows eaployaumt 
fro* 1973 to 1990. The fact that 201 ef the workers in Goremaantal 
ministries haa bean expelled in February 197b. waa not token Into

Thie exceptional incraaae was a result of'lAdAltA workers 
who by now have already left the place.'

Tale figure agrees with tha figure trot Ministry of 
Pinance and Planning.



account because when the Ministry of Manpower Planning *n« Oevelop- 
aent vaa approached by the author it waa i«l4 that the expelled 
workers could bo employed anywhere olao la paraatatal organisations. 
The accuracy to include the 20X is project lag the labour force 
baa been found to be rather unrealistic.

T44U atO. 4 - SMPLOVKEKT FXCORES -lUlrll74-j*M

Year *unbar of People Employed

m i 37,107
1942 42,194
1943 43,497
1144 43,402
1545 54,402
IH* 59,124
1947 45,244
1944 70,455 /
m i 71,754
1170 79,416
1971 43,271 (Provisional)
1972 87,365
1973 127,417
197* 94,053

Source i Statistical Sureau • Dar-ea.-Sa 1 can - It74/ }

A
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TABLE NO. 5 PROJECTED EMPLOYMENT FIGURES 
FOR DAE-KS-SALAAM - 1975-1990

Tear Number of People Employed

1975 101,316
1976 101,395
1980 122,290
1985 150,380
1990 190,584

Source: Author's projections.

The significant opportunities for employment in Dar-es-Salaam 
are in the areas of manufacturing commercial public service 
(Government) transportation and construction (See Table Ho. 6)
These functions constitute the cities economic base.

The incouu distribution for Dar-es-Salaaui ranges from 380/- 
(ainirjun pay) per month to about 5,000/- per month. Of course 
there are people who earn more than 5,000/- per month depending 
on what type of jobs they do. So the income categories are 
classified as

ii) Low income group - below 750/- per month
•, •>

(ii) Medium income group -/between 751A- to 1,500/- per month
\ , ]

(iii) High income group - above 1,500/-
The above categorisation is in accordance with the house rent 
structure vhere low income earners pay 7jX of their monthly income 
while the medium income group pays 10X and the high income ones pay 12jZ.
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The incotM distribution of the people interviewed la shown on 
Table So. 7. Fro® t^v tabU it la «Uar that the aajorUy of the 
people are within the low ineooe bracket m i  aa such stoat ol the 
problem Identified affaat the low iucoaa ^roup.

TAftU MO. 6 -  IMPLJTXiaT XX B4R-SS-3ALAAK hi INDUSTRIAL 
MAJOR DIVISION

Di vision fear

1967* 1969 1970 1971 1972 1973 1974* 192V*

Agriculture 300 372 346 931 1,178 — 800 1,900
Mining A 
Qeorrylnf 400 65 93 81 42 ■sue 650 1,500

Meant acturiag 12,000 16,292 17,656 23,411 22,318 — 21,800 45,000

Public
Utilities 700 1,446 1,949 1.372 1,683 1,050 2,300
Construction 12,000 12.240 14,323 10,651 6.387 — 19.600 46,100

Coaaeree 17,000 7,974 9,137 9,9*9 10,175 m m 26,800 54,700

Transport A
Cocumiu lea clou 6,000 15,593 16.026 17,744 16,579

/'
e»«e 8.950 21,000

Fiaanee 7 2,709 3.249 3,773 4.517 T t
Services 25,600 15,033 16,417 15,254 16,972 — 42,000 99,000

Total 74,400
j______ L

71,784 79,416 63.271 80,071 127.617 a 1,050 271,700

Source! larvsy of ItpUjwat and Lara lags - Tansaais 1972
* Figuree frow Master ?lan projeciloae - 1963
f These figures are iacluded with figures for 

Ctmatrcs.
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TA1LE BO. 7 -  1SC0HI DISTK IIPTIOM

IhCoHM 
(She/Heath)

swash or n a n * rSRCdHTAO&

0 - JSO 572 23. ST
Jfl - 730 1440 40.02
731 - 1300 23% 12.32
1501 - 2300 7e 3.22
23000 14 o.n

Soared < Sawple S u m y

The eeployoeet senes arc clearly defined in fan eases
overlapping with residential araai occurs. There has bean 
siainua Vacant rails at ion of employvent eattret.

Xt was not possible to determine the •aplojraaet capacities and 
capabilities of different industries aud institutions in location, 
but number of eupleyees la awory owploynent eona baa boon 
atatad (Sea Hap 11). Tha number of people employed la every 
anna coupled with residential densities reveal possible tidal 
flowa of workers every norain* (see Map Ho. 9 on desire Linas 
for vort tripe). The Map Ho. 7 which show the special income 
distribution help to identify which areas require planning for which 
codes of travel to verb. Thus e critical observation of tbo 
iacone distribution, residential density, distances of residential 
areas fro** various employment centres and the varieua roads 
connecting various enploycaent centres and residential areas help 
to determinn which ere major roads or areas which yiqulre
•pedal attentiou ia tense of traffic segregation* \

\ / /
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TABLE NO, 3 - RSSIOOTIAL A1L1A8 1M TKKIR IMCTHT, CATECOlIgS

Residential Are* Inetwe Category

Oyster Bay High
Kaaaaal High and leu
regent Batata Sigh
Upaaga High
City Centre High
Auras1*1 ill gh
TJpaoga High
Kiaendonl East High
KinIndent West Lou
Meanaaytraala Hadlee* and lee
Magoiaeni High, medium and low
Haaaase Lou
Ubuago Mediae and leu
Bigogo Low
Mberahall Lou
Mablbo Low
Bugururti Low
11 ala Kifb, medium sad low
Kariakoo Lou
Tomka Medium and low
Taadika Medium and low
Ml eel Lou
Hbagala Low
llp w a Lou
tixaaboai Leu

M.B. According to the gomaraueat policy of Taasaala 

aav m U m t i i l  area* art likely to be 

of niaod income groups.
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CHATTER Ill

TRAVEL CHARACTd RI3TIC 8

Id Chapter 11 th« existing ipotUl (rtwvorK of the city cad 
how it • Merited through various hisCorlccl event* we* discussed.
This he* helped to fem a base for farther aaelyei*.

In Chapter 1C the author trie* to leek at the travel characteristics 
la the city with wuch emphasis oa journey to work. The vain 
headings of consideration are jowraey purpose, traffic volumes, 
travel demand and length of joaxney.

3.1 Jonrnejr Purpose:
Journey purpose neons categorisation of Joumays made in tha
city by the city population. Though there are varieua way* in 
which these categories are node, tbs major well knew one* arej-
Work, School, Personal, Shopping, Social Pirn and Others./
Detaneination of percentage of thia is not elnple because of 
overfcpplug. For example one parson can oaks all tha journcya 
in a day.

It waa beyond the ebllltiea of the author to determine tha journey 
purpose characteristics for the city la percentages sine* this 
could require a house to house survey which the author could not
afford to do because of tlee and personnel. Even previous studies. *•') » V
hay* not bean able to determine the journey purpose characteristics 
for Der-es-Salaam.

Thus without loss of goaeraiity it has been assumed that tha work 
journeys in Dar-es-belsaw constitute about 40t of all journeys 
made in that city per dey. Further it is assumed that the school



journey* constitute about 10.OX of oil journey* made to 

* day. Table bo. 9 skews journey puveosee for Nairobi 

in order to tappers the oboe* assumptions;

44

T4JU MO. 9  t SJ O g m T  PBtPOIit 

Rsir*bi~l970

Work M.OX
School J7.ax

Personal 18.OS

Social 8.01
Shopping 7.OS

Tina's fusions* J.OX
Other* 2.02

Sourest 1. Nairobi Urban study
Croup - 1970

< //

In thl* ttudy work Journey tod school journeys hero been 

eonhinod sine* at stated 1* the introduction they take piece 

*t elnoet the earn t ie *  during uorniug peak period in 

fiar-et-Salaau. Though other Journey* take place in the terning 

P**k period they cannot bo e a s ily  predicted and are of 

in s ign ifican t percenta***.

Therefore this study la dealing with peak period travelling which 
Constitute about 501 of all journeys uada per day In Dar-ee-.lalaae. 
Teak period travelling 1* significant baeawse it involves travelling 
for n short period of tiuo so that issue* like delays, congestion
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and accidents are likely to ba common. It ia therefore very 
significant to plan properly for peak hour travelling since 
it affects efficiency and productivity of workers and 
thus affecting National Development.

3.2. Peak Hour Traffic Volumes

The amount and types of traffic generated by a Land-use can 
ba measured in persons or vehicles per unit area distributed 
in time. Each land use whether it be a school, factory, house 
or park is a generator of traffic. The traffic nay ba 
pedeatrian, cyclist or vehicular and depending on its 
relationship to other generating units, trsffic flow in 
D*r~es-6alaaai is developed locally and is distributed
throughout the hours of tho day and in varying proportions.

• /
The peak period traffic however is very specific with time 
and is tbs highest of the daily traffic, and with minimum 
variations.

Soau traffic voluue counts have been conducted in Dar-ea-Salaa« 
by the Project Planning Associates of Toronto in 1967 and ths 
National Transport Corporation in 1974. The former is no 
longer up to data and the latter was not comprehensive. But 
since these are the only availably etudies in which traffic.

\ t :
survey ware dona, the author haa used these as basis for 
future traffic projections.
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la the analysis of the traffic valua* waits oa TASStrOR CAS. 
unit* (T.C.U. or T.C.E.) l*av«- bum adopted. Theae •eetparo wall 
with International ilandardi, T U  following {««i«At«r car 
equivalent have Wen usedi-

1 Car or van l.Oo Fasaanger Car Equivaleat (units)
1 Medina or heavy truck 2.00 n

1 bus 3.00 m

1 motorcycle 0.73 n

1 il cycle 0.33 m

Baaing «a the above atankards tat vehicular traffic volumes
oc fiuijer roads as given ie Che T)« r-s*-Sel«a® 'tester Plan - 1963 
ter 24 hours is given ee Table tie. 10.

TABLE MO. 10 - IT A FI'1C VOLlMk-iyea 

itioi Traffic Vo Iupjw
i. f'ufcn Load between Chen'gOfc.be Road 

end £>.T• Oobie junction 27,140 t . c a

2. b»(»z.oyo food at Slender ft rid r* 17,423 m

3. hero&oro toac between Mâ oraeol 
end kariak.ee 16,313 ft

4. UV.uru Street between luaoabe Street 
and Jaruhuri Street 13.B43 H

3. Mkurwa Street 14,234 m

6. kilw.< Reed at Geresani Street 
Vounaabout 13,372 m

7. United Nation# Read at Morogero Reed 
intersectlot 99

1, Upanga Koaa 12,316 99

9. Malabo*i Street 12,210 94

10. Independence Avenue between Mereport 
Reed anc Aaiklve ftreat 11,927 99
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tAltU Uo» lu • • • .Cent • • . •

hoed Traffic Voltnr*

11. J a-hurl Street 11,444 R.C.E
u. Chany*owe Reed 11,346 -
12. AXikivs Street 10,994 ■
14. City Drive between Morogero 

Road and hsikiwe Street 10,962 •
12. Swahili Street 10,429 M

At about i kilewetres radius ttu, the eity centre the trafiic 
voluk.es vers found to decrease drastically, belu;; at about 
the 2000 p.c.e. level or the lour radial artorials.

Table ho. 10 revealed three major joints of congestion in/
0er-es-5elaai>i in  19fedl- Fu*u Mead, east of Cbaef/one Road; 
Bayasoyo Road at $lancer Bridge; and at rtorogote Road between 
Hagoeeni and Kariakoe.

however presently there has been soun aajor chats**** which have 
affected traffic values* on souse major roads.

(1) t»U££0 area has dsv*loped not only into s major 
industrial area out also into.a major residential 
area. This has increaaed traitic on Xerogoro Road 
tremendously.

(2) iiaiiahaal street in addition to having boon a 
route for all betas since the beginning of construction
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•I E.arl«*eo M r U C , it hit alM bttt sf U «  
sajer links wotwtii the Worth end western tesidsatiel 
•nwi end the south ssst see soots Isdeetriol sue 
t M iaatUl arose, This as* tin in e m s it i  traffic, 
very wash •« this strut.

(i) There bss boo® S loo jrowth tots of cor ownership
iu &sr»er»ile least (See Section 4,4). This hss disrrnpted 
tk* previous projections s® fch* congestion tot* st 
Iwisr Brings, sloes through this brige pusses bogenoyo 
Seed bead lag to the high ineeee resident 1st areas of 
Oystsr bay, Masses! sod hugest Estate, vhors thsrs is
tbs highest level of cor ownership.V>

Therefore the shove choices in »<kiiion to c*o®y others, the u«J»r
paints of congestion i® order of priority startles with tbs

< //
point of tbs highest congestion oral- (gee Nsp ho, 10)

i. .Horogore Food between Kgooenl oad Koriokoe 
*, Fng® head esst ef Cban**sub* good
3. hsgsnoyo Rood oc Slender Bridge
4, Ufniru Street
3, Ha lubes! gtreot

Iho above hierarchical order Is supported by s trsffis survey
conducted by tho notional transport Corporation in August, 1974, 
hstwsaa 7,30 a,n, and s.JO a,*, at the jmiivit *( (a) 3a*e 'toed.

L3 Op sit - hor-ss-Sa loou Master Plan • IH7
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Banda rial (Load, Msiabssi Scraat and tJkuruaa Street (b) herogoro 
Hoad tm4 United batIona Road* Iba results earn 2400 vehicles 
par haar far Marogaro land and 1%20 vehicles far Page hand*
Ta convert tha vehicular traffic into p.c.a. units, then 2.0 p*c*a

»
baa bean aasuaad as an average, atu! the above figures will 
tbeu bei-

Horojraro keadi~ S340 p.c.a. tar hour
Pugu toads* 3240 p.c.a. par hour

The traffic volume on Table Ho. 12 can be changed into peak
hour volume by using the Hourly Variation in Passenger Car 
hquivalents aa given in the Haater Plan for all aajor 
reads (734 * Transportation btudiss Plates 9 • 12).

The projected traffic at peak period ia sheen on Table No. 12.'//
The assumptions wade are the existing conditions and 
transfar of Capital to Dodos*. The shift of capital to Dodona 
will affect the future traffic voice*a since it will involve 
s substantial niatber sf workers in tbs formal sector to 
shift frets Dar-ea—Balean to Dodona. This will automatically 
affect the journey to work traffic volume growth.

According to the officials of the Capital Development Authorityv * >
Dodona, flva ministries will have shifted by 190O>/ .

Table No. 11 showe number* of employees to be transferred 
to Dodona up to 1900 uad subsequent projections up to
1990
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TABLE SO. 11 DODOMA TIAS5FKR PtOCPAMMR
POM OOVRIMiKftY WVtXH

Tear 19?6 197? 1978 1980 1985 1990
So. of Kapleyaa* 7,IX 8,414 9,706 10,994 12,281 56,841

Soared 1876 * lfdo figure* ebtaiaed fro*
Capital SAvtUptiM iittiMfU; Aaad^uartata • 
M m *, 1915 4 14*0 figure* ktv# beea projected.

Tbe figure* far eap!*/*«» to ^  gulfte« to dadona include ot% 

Ctvtm ist koditi tod not otlMi MpUpuiBt Mctari which n*«a* chat 

the f  ijjcr** £si Lh« employee* is likely to bo wore thou what to 

Oitowa. io table Mo. 11.

TAdLE SO. 12 -  FEAR PERIOD TRAFFIC VOLUME IpR 
llAJOR ROADS ( 1974) IS F.C.I.____________________

Tear h m F 1475 1976 » d » » « * * 1W0W

Moroyore Road 1,500
11

5,560 5,560 6,480 7,960 10,100
Pu*u Road 2,400

11
5,240 3^40 3,910 6,600 6,0110

fcagootoyo toad 1,700 m U j 2,110 2,550 5,160 3,990
Uhuro Street 1,550 i.,w 1,930 1,550 2,660 3,620
Haiobaai Street 1,170

III
1,455

I I I1,450
1,455 1,751 2,150 2,750

lilwa Road 1,150 1,450 1.7J0. 2,110 2,470

i )« r - «H U U M  Mooter Plan 

K.T.C. Traffic Survey 

Projection* for Poet Trends 

Projection* An*x»-in}' Labour Force

sourcet 1
U

I I I
IV
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Loobinr. «t the tiesiga capacity of the aaln toads la Ear-ea-Salea* 
one can aaa why oou*estion la vary niya ea enAse roads since 
Cbc present traffic aaa already exceeded the design capacity 
mi tha roads (Saa Taolu to. 13)

. ' *
T4fLK SO, 13 ~ rttSICH CAPACITY Or lag »jO/>'ft

Traffic Voluae X Traffics Velusw 
Koad Design Capacity la 1976

1.
2.
5.

4.
5.
6.

fourcat I, Roads la If ban Areas by Ministry af
Transport.. /
acotleh have lo potent Department 
Tha Welsh Office - 1966 - Page 7

XX. Projected figures fro® Table 12.

A closer look at table Ho. 12 and 13 will show teat non
of these roads will be able t# handle the traffic
by 1990. So there la a need to do road vldeaiagt divert sons
traffic frora passing through those roads, and finally decentralise

\ ' X
m m  employment centres to mininlae traffic novebeat at peak

(P.C.I) Per hour Qr.C.£.) far hour
rtesagoro toad 2,000 3,360
Pegu toad 4,100 3,240
kegeawyo Soad at 
& lender bridge 1,500 2,110
Uhuru Atreel 1,200 1,930
Msibhaai street 1,500 1,455
Alive toad 1,500 1,430

hour an « of these roads.



°AR ESSALAAM.
Peak Period Traffic Volume?
legend : 7

}Q0 c r m

200^00^
Volume Scale  in P a s s e n g e r  C a r  E q u iv a le n t

S C A L E  '•

0 1 2  3 
r ---------- ----------------------- ]

SOURCE: Tabulated D a t a .

A R O m a r i * ,

D E P T-O F  U R B A N
f

& R F G - P L A N N I N G ;«
U N I V E R S I T Y  OF

8 .
N A I R O B I .  1 9 7 ^ 7 6 -



3.3. Traffic her>«nd

Traffic Dei-acc of work trips eewprebends tk« desire lints of 
treval for all workers between their bunas and their employe,ant 
sitas and Lance is concerned vita tha twin distributions in 
space of ewployownte ana dwellings. If the work trips art 
screened out and th«ir desire linos plotted two wajor spatial 
classes of aovataont will euersc in Uar-ea-Sala*-*- radial 
nevfcjwuats trow outlying rasidantisl trass to and iron the c^ploynaat 
cantrss in tha urban core, and aircunfarantial ooveesat* between 
doalciiu* and eupleyuent sitas which are ant Incatad at tha core, 
historically the core novemeot has been by tar the yraatest mad this 
congests that traffic densnd tcaerstah by eba work trip can 
be viewed in a radial concentric spatial framework without 
dela* violence to the arose dineaelen* of the spatial characteristics 
•t t»*a work trip. If tha ewfleyweat centinaea te decentralize 
atMi shift outward fror,» the core the circumferential *wovemeut 
will tend te becerc relatively were important and the simple 
concentric spatial frerework will require modification.

The report by Cevicoasult " 1973 gives the population and 
employment in each sene, ’these fiyures hare been assumed in 
order to ttuiwiui the desire line u p  (Hap ho. 9) far work, trips.

v * •>
labie ;®. Id snows fopwlstion and loyrent per *ha*. tones

S / j
witJi the largest papulation are tsejor potential trip yenersters 
'All* zonae with largest employment era tha major potential 
krit> attractors. Hap he. 11 eitows the sones neatlowed.
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The desire lln« nap display* chat there are far mere radial 
w m t m Hits than circumferential one, Further, sene p*̂ , la stay
ing near certain employment canoes do not work there instead 
they go to work in employwent centres which are far avay lion 
their domiciles. This is an indication of aay lack of proper 
housing allocation policy. Furthermore, it indicates a need 
to decentralise employment wherever possible.

iluU. SO.
P&S ZONK

14 - PCJTLAIlOfc AiW 
- 1*73

EXPLOTKEBT

Zone Population Faploynent

1. Oyster bey 8,000 4,000
2. Upea^a 11,000 3,000

3. Centre 13,000 23,000
4. Ki^emboni 8,000 1,000
5. luresini/Mteni 19,000 2,000
4. Temeke 45,000 4,000
7. Chans’o&be 23,000 9,000

a.A lie Is 29,000 3,000
e.t l«it,urual 44,000 1,000

9. kariekoo 45,000 17,000
10. Ma^oneni 55,000 4,000

n. Kariakoo/
Pvanyamale 25,000 400

12. legent Estate 3,000 (\ \ \ ^  . f
13. Keaaeei 10,000 • 100

1**. leasese 53,000 4410

1*. tirinsa 1,000 500
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. 14 ....Ctftt.... 

2?M Population

16. 3.DOO 200
17. M U o g m b I 1.000 ^00
It* b,(M> —
«. 1 alula t«*t - —
20. l*uam w«»t — —
21. uv« 10.000 2,000
22. Pu*’u *oad 

Industrial Arc* 5,000 14,000
23. Fort Area — 7.000
24. Vlauun>.uti l&.OOO 1,300
23. Airport — 400

24. O5«n;0
a.uuatrial Area #,000 4,000

27. ltun.no InivHtnic/ 3.000 3,000
2«. Ki}i*va 14,OIK) 200
4t. Ulos&a 12,000 3,000

!wrc«t CtofrleoBAule np«rt 1975. Pase 2.6
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dar es salaam .
^eak Period Desire Lines - ■

legend
0 Assumed Centre- of grqvity of z$ne.  

Suole of lines > \ mm represents 5 8/» of workers.

S C A L E :

0____ ^
SOURCE ‘.G O W lc o n s u lf  
_________ d a t a -1973.

AR 0 ^ a r i5 

D E P T  O F  U R B A N  
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°AR ES SALAAM.
Areas of severe tra ffic  problems.
leg en d .
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3.4. Length of uoerusy to Vork

Lm'V th of journey to work is a consequence at the lecatloos 
of both residential areas and enploynent centres.

Assuming a postulate that each worker seeks to maximIsa bis 
net income) so lor any enployment site J and any rosieonee 
site i, the worker will seek the least-coat combination el 
i and j. This being the case one (Indie that greater travel 
itnands are found between empieymext centres and residential 
areas which sre close together and vise verse.

It it is assuned that the a»ount of a vortar's input into the 
production process is equal te the amount of lwaaure c u m .
he gives, then we find that actually the werkar gives up nora 
leisure tine than ha puts into work and the difference is• t /
the tine spent in the journey to work.

Since tine spent on cue way is directly proportional to tae 
length of journoy then this shows the importance of locating 
residential areas close to employment centres in order to 
save employees laaawra tiae and also eiininise travel costs.

Apnendix no. II A»k, ana C shows calculated distances from
J ' \■ajar employment centras to major residential areas, being 

this appendix the questiowuiree were analysed and percentages 
uere calculated of employees staying at various distances 
free, uajor eaplepweat centres (Tables 15a te D show* these 

results).
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Im U  16 shoos sistilsr results for ^spils intcrovisusd. 
itftb result* Mim to toliov the im« îtttrr., THs grtp s 
of plots bo. 1 sfcov ths bohariotur of lsnaths of jowrosy for 
both stiM'oots sod workers.

TAfcLf. 13*. CUtHAj BUSINESS

U S I t m s  Af VA*1015 BXSTAMCtS WOM 
• - )* •

DI514-0. 10 
bOtl (KM) 0-1 1-3 5-7 7-9 f-l 1 114 TOTAL

■tHUXK or 
rtoru 24 64 Jio 496 246 46 8 12od

mCESTACS. 2.0* 6.32 26.32 41. ta 20.31 4.02 0.72 loo1

UhU. m « -  SSUUOO WEhiftUii aa&a
M S ) v n r i ? V 5 w a & * * ¥ ^  -if'

DXATAld TO 
hOtjr (MM) 0-1 1-3 3-5 5-7 7-9

/
9-11 114 TOTAL

KCKBCS Of*
H o r n 144 160 176 216 136 8 84 120 s

ntCZNTAOK 15. n 19. U 16.62 22.91 14.42 0.6X fi.92 1002

. T*»U 15Cl- ru,u jtuAi IKVtiiTlUl **AA
ilAILLWTg .AT VA7XCVS ftlgTiOU.Kh ft ' ^ U t s m  Qk *>U

OlSTAVCt TO 
MU'*. 0 ) 0-1 1-3 -» 5-7-

[
7-9 9-11 114 total

KUtiBSK Of 
rtoru 4 68 84

mmmm

56
1 / 
12 16 8 246

ttUCKXXACK 1.62 27.42 13.91 ..." 4.62 5.22 1002
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t a b u  ispi all r emss m m i & d k p
lAblDEMTS AT TAMOCS DISTANCES T'ACU
emu of yoK. ___ _

DI ST AM CL TO 
Wtt (Of) 0-1 1-3 3-5 5-7 7-79 9-11 !!♦ TOTAL

NUMBER Of
LLOPLfc 172 312 560 766 396 72 1U0 2600

?6*C£HTACf 7. It 13.02 26.U 32.02 16.52 3.01 6.22 1002

table h i  saco*u*ay ickool pupils

no. or fitils ltatisc ax VAkiot*
FkOh t u t  SCHOOL

distance  10
SCHOOL <KH) 0-1 1-3 3-5 W 7-9 9-11 !!♦ TOTAL

sow* or
PUPIL* 28 104 204 260 120

< i /
34 96 848

1'tetLSTAGt 3.32 12.2X 24.01 30.72 14.12 4.31 11.32 1002

Th* ikovt table rtau h  that about 20.22 of vorkera atay between
0-3 iilomatraa Iron their «:«[• ioyaent placet. 5 kilonetrea ia juat

16
about the eaxioun distance a worker can travel, further about 
56.12 of the vorkara atay between <3—7) kllonetree Iron tboir 
•nploysnent areas. > ?

if,» ixban Iraaeportation Sector Policy Paper by
box Id bank - hay 1975 - Page *>.



n

7 kilometres in also just about tha na(t of cycling though 
In some eases it coeld fto at tar aa 10 kilometre#17. Also 
about 20X of warkara stay between 7 - 11 kilometres. And 

16 kilometre* ia about tha raaaonabla t animus* distance to have 
proper public bua system, though in many citlaa tbia la 
ovarlooked tine* t uere ia a lot of dispersion in location 
of activities such that renter distances than 16 kllot-stret 
separate activity cuntran with residential areas. The numeer 
of warkara staying beyond 16 klloaatraa ara juat about 4,*2,
Tt ia wall known fact that vorkora staying aa far aa 20 kllomutres 
can be vary wall served by private care, Chough this ia likely 
to be costly, hut in Chapter II it baarbeen noted that uoat of the 
peripheral residential areas era of lov lueoua group; thus eaage 
of private car ia very remote. Therefore public transport 
in Dsr-es-Salasm go aa far as 43 kilometre in Caaarawa and 
Kibaha. /

Liscuasion oi aodas will be dealt with in tha next chapter, here
ie where choice of node will be related to lengths of journey to 
work.

Moat journeys to work ia mmuy developing countries are within

seen to conform with normal standards aa far as journey t# work

17. Opcit Urban, Transportation Page 76
16. Ibid Page 77



iu concerned. Thus the existing travelling problems at peak 
j-«tiods ar« naiuly a result el lack of suitable and efficient 
nodes of trees1 to work aad not tbs excessive long journeys 
to work, though if efforts are aade to shorten the present 
journeys to work, sons improvements to usage of modes of
could be attained*



PLATE 1

•/.of workers

Vo of students .
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CHAfTKH IT
Hosri or xjucfih i* n tU T io s  t o  j o t -m t  to

4.1. 1 oi IraVftl
in Coe last chapter the author has discussed at length t 
travel characteristic# at posit period. ihe travel characteristics 
•r* Mainly o t u u U  oI a»fcV*:.>out with voriouo aodsa of travel, which 
tor Dar-er-Salaa* ov«wikin^, bicycle, Motorcycle, Public no* 
Transport, private ear end offico transport.

ksc.i typo of transport nod* develops individual characteristics
of convenience terminal regwlre<.i*nt», cor fort, speed, safety,
costs in tarns of tins and aosty, sod Uni utilisation. Kosc
of Loose factors will be discussed separately for seen node.
But it is accessary to elaborate on sons of thoso fsctors.

• //

It has bean stated that Cht cost of using a nods is in taros of 
CJjko sad noMf# ?hs probiet* is to convert tl»e vs law into money. 
This can ho doiw by assunin* the tlass leal theory of labour narkst 
whiah states that the vorUi 'rants* hi# shills to tha ewe loyer
at *cr.« wage sot loss than ths subjective value to H r of tbs

1*
tir e surrendered. Thus the tine tho worker spends in Activities 
othur than his work has direct and assessable opportunity 
costs, for in reality sucb activities cost -him wages : < could

IV. Transportation and Irkas Lana 
S>y London Jin;*©, Jr.
i.KsobXfit& for m muitfi, utc.
Uji AViMCK, H.V. MAJit>l*i«TOb L.C. 100J*. Pago JS.
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(i) Tbs gradient It positive front itrc iaplyinj 
that tine it valuable to tbe worker.

(ii) It it coucava upwards to reflect the principle of
diminishing t*argiual utility - the wort leiture 
one tJta the let* valueo it tne lttt hour e£ it tad 
coaversely.

(Hi) At point A the Marginal hour vill be to highly 
valued that it canoot be bought.

Sm> it follow* that the amount of worker'• input into the 
production processes la eaual to the anour.t of Uaaure tine 
he gives up. In practice the worker gives up more lecture 
tifae than U« puts into work amt the difference is eke time 
spent on the journey to work.

t «/
Tbe other aspect of importance in connection with usage of 
various travel *aodea is tbs couparieo* of the effectiveneee 
of different nodes of transport baaed on the area rtuuired per 
person (A) for a journey of l ka at the aaainun hourly capacity 
for Che system,

20
T)m  formula it A •  ̂ 1 '

C a p
Where V • Width of track occupies by

selected node (*)
C • Capacity in vdh/heur,
p • 0deu'rancy of,vehicle in 

p«raona/veh1cle•
the required values for A for normal standards is shawm ou Table 17. 20

20, Traffic flannia^ A Engineering by F.D. Hobbs. 
Itergamon Frees • 1974 Papa )5.
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TAJSJX SO. X? -  A M A fO* TX A ftt ST D im ttW T

*«m* A»9 Pimwirf *o*» un

n n  uf *otrrt CfcMCSH
yoc/h/lnn*

UBMi k k v x u k s rot m m

F mt »

Control Aro* 
i ot A-tor.* Stt© 7.3 4.64 1.62 A

ULoa URtoiwoy 2.40C 1.0 <>.2S •
it tot**y o.i

lUbrdm A
Sy F.O. ofcb* • Fo»|« J6.

Tt»* «h«v« c*fel* tkt *f b«»»* f«r otto*
tr»n«yort*flo« b*«*wo* Uw rt 1* m  «!»««• «! t rU «  r»#A».

Tfc* t«1mi of I tons* to * m y  Ilf wri«r t>.■■■«• ttMtin t M  
oxluo of k to olmott soro (tt« m h  for Iu*m  *l»# ti*y or trot* 
ot full eojoctty).

*u,*4 r U m « i*  AioyUjroA Ay yriooto cor h m k *  to too control 

or •* where r • I . S  o*A tho oroo rotoiroO io  t l w > A.At. tk*  

voluo of A tiiyUyM by foot voy it 0.3 to oootbor r*i« 1 i«m  

ol wrboo rooAo. A lio  tt*o **p*«t*« loo voluo of V for bieyeleo

lewicotoo toot cyolioto or* oioo |«fc«ati»l o«*i»
\ ./ >

ot ttftu rootio it  io o i l i t U o  m  orolioblo.
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Ic tbit study it was intended tc determine tb« choice of 
node of travel to work in percentage*. The result of tbe the 
•tody is shown on Table Ko. 17. Figure* for previous years 
are also indicated.

TABLE MO. 18 - CHOICE OF MObE OF TRAVEL TO M U  XX 
tiAR-i &~*ALAAh (PSACLMlALLi*)

I'jJDt
(I)

196$
(ii)1968 * 197$

~T
1980 198$

— cr7 T
1950

Walking 66.9 67.8 26.3 — — —
Bicycle 11.9 8.$ 0.0 15 1$ 15
Motorcycle 1.3 — 1.0 — — —
Public hue 13.2 20.2 $7.7 60 60 60
Private Car 2.2 3.5 13.0 — — —
Offica 
Transport 4.3 — — — —

/

Sourcel (!) A study aade in Dsr-es-Salaam by 
Kicro Surveys of Nairobi - 196$

(ii) Dar~es-SAlaaw Master Flan • I960
(ill) Sanple Survey by tbe Author - 197$
(iv) Author's Projections

Tbe result indicate an increasing number of Public Bus and
office transport users, while there ir-a decrease on t

\ • \ttouber ef peoeatriana end cyclists. Usage of /pr ivate cer 
is ^t itucouragiag either.

Therefore tbe result iwplica that public bus transport elteuld bo 
improved to cater for people efficiently end Laprove facilities



tct »(b«r iM»M so Ibtk pMpla can la diverted frow wain* ablic 
truifott elaca tha aarvlcat offered by imblic bat service way 
reach a point al saturation - particularly wader inadequate 
reaa faeilltlee.

i*

4.2. Walking
Walking at a travel aoee ia note ei*nidle*nt in tha CCD. at 
laaat everyone ia the city mat be involved ia vtlki&g ia «*• 
way or another. Thue la Dax-oa-Salaam we finds

(i) feopla v«aJci*̂  straight ire* their baatc places 
ta thair work place*.

(ii) People villitt front their otiica# or m ««« co boa 
stops to catch buses.

(iii) People walking itotu oXficus to vî aro tuair private 
eart or cotoreyelee ar* perked.

(iv) Pedeatriana within tka city core involved ia 
various activitioa.

A aurvay carried out by t a planters «ta prepared tha £«r*es—Salaan 
Hester FUa ltd? indicated that within 2<t uewra period too pedestrian 
traffic waa at anowo on tabla to. 21. Projection* where necessary, 
haw baaa nada for cub sequent yaars up to 1990 for tfae peak 
period hour pedeetriaa traffic.



66

TAbLt SO. 19 - 24301'R FOR PEDESTRIAN TRAFFIC 01 
SOME MAJOR ROADS • 1968

ROAD MO. OF PEDESTRIANS

1. Morogoro Road 17.967
2. Puj;u Road (East of

Chang'o.abe P*ad)
3. Hiuru Street (lilt of

Kainbasi Straat
Intersactioa) 10,544

4. Lliwii Street (East of
Mrinbasi Street
Intersection) 6.476

5. Ceresan1 Street 3,105
6. Alive »oau 4.304
7. bagafaoyo koao 1.903

Sourcel Dar-ea-baiaa*. a u u t  i l»a  -  IH#

TABLE MO. 20 - PEAR PERIOD PE I* STRIA* TRAFFIC OM
__________  SOME MAJOR LOADS_______________ _ II III IV

ROAD
1

1968 1975
IV

I960
IV

1983
IV

1990

Mrro.'oro Road 1.630 J.aii
III

2,700 3,310 4,200
Pcigu Road 1,740 1,960

IV
2,370 2,900 3,660

Ragaiaoye Road 186 230
1..B1

27b 342 433
Vburu Streat 1,033 1,930 2,380 3,010
Rilva Road 367 480

1
. 590 710> 900

/ ’ions ce < I *rejecttwo* essueiug tbs tester Plan
Purvey

II Survey <iona by National Transport
Corporation - 1974

III Projections uiualnir the population 
in tucse areas as par wwiconmU 
Report Jap So. 11

IV Projections asauring tin traffic increase as projected in table So. 12



Ibe ib table «•. 2o implies that there is m imseeiate
attention net■>.(<*». in providing for pedestrian tacks on Wervgor©

21
hood, !ub koad *ud thvru btreet sines by 1990 the feeestrias
traffic will have eoubleu.

•alkiof in cities is catered by pedestrian footpaths. As 
already found out a foot path can carry nova people yer tool 
of width in on hour than any other for.*e ol track except exclusive 
bus track. About l9hXJ persons can be utc>».<eo4eied at an 
average apasd el 3.4 kilo&atrea an hour, and aa uany *e ! ,2'Ki 
persons can ba accomodated at a spaee erowuo a.4 kilo'^atres 
«u near, iaoaatriana can walk vary close te each other even 
in opposite directions, stake turns or stop without seriously 
interfereing vlth flows.

Welkins, has various disadvantages*- xt is oharacterlseJ by 
low speeds aLout 4.d kilometres an hour) comfort In hot weather 
or rain is poor) is crowded conditions syeeus and flews -ay he 
substantially reduced sod ditcouiforx raised. because of lew 
speeds and fatigue pedestrian trips arc linitsd to about 
3 kilometres particularly for poorer cocxwaitiss like 
■ ■ ar-e a-»al aaai.

«tu of wenay cost, walking becomes tbs cheapest aede
of travel. Practically there is ne fern involved, except enery.y lost.

I ' t \\ / }I t 21

21. Information obtained Iron the Zonal town planner sa**i»al*ar
Indicated that fugu Road already has this facility, including 
cycle tracks.
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i>v«u tha ecus truce iou of tka pct.cs trian foot paths is Cheap 
as compared to construction costs of vehicular rood On 

Cue ukf«c hsue, in tcr<ua oi tit-c costs, welkin* coo be 
uapeusivu particularly whan the distances valhad are louder 
than anticipates la planuitm; standards.

jt tua people intarviavad in har-«#-i>alaae ( JX of tha Diir-as-5ai*a» 
labour tores) 26.32 indicated that they walked frou u©ue to 
thair placet of work. Tha distribution of the parawatsge 
in tarihS of lengtn of journey is shown on table Mo. 21.

IkbUL NO. 21 - OlblKIklTl 10M uf PkbkiSThiAMS Ab 
HULAILD TO LENGTHS OF J0WC<bY3 
T0M9BX__________  _ _ _ _ _ _ _ _ _

............ :•' ( K M ~  ■ r - . : - r 0-1 1-3 3-3 3-7 7-9 9-11 lie
SAGE OF PFIKiSTtUM 24.0 26.6 26.6 15.2 6.3 0 1.3

enure#} hanple survey

Tha tabla is displayed on Plata Me. 2, ssswniag a aaxiawe 
distance which a worker ia willing to walk to ka 3 kllowetrea, 
than m t o  thau SuS of thosa who walk found to walk longer 
distancas than 3 kilotatree so that they haws to spare aora af
thair leisure tine and usa it far walking so that tbay can ba

I ' i \
on tie* at thair places of work. > ■'

Tha distribution of students who walk to school by percentages 
is shown oa Table So. 22,



PLATE

Workers walking distances beyond comfortable 
walking distance. , '<
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TABU SO. 22 -  DlSTtlbUTZOS OF *TBBtST KBS (TUANS 
At U U flb  TO LEBCTM OF JOBSWY 
TO SCHOOL____________________

bUTASCS TO 
? 0*001, (KM) 0-1 1-3 3-5 5-7 7-9 9-11 11*

XACE OF
t o il s 10.0 kb.b 30.4 16.1 10.e 0.0 1.5

Sourcei SoapIs Survey

The jU v« are alto ui*ylay*<l ou Plata to. 2.

The fraph* on ylata 2 implies that aiuca the Majority of 
people who walk ora within distances vhicn are beyond the 
bo* fas w  i i i U M H  which a person la willing to tr*v«l,the*
thara ia a need to divert these people to uaa other nodes/
of travel.

Ou too question ef convenience, iJ.UX of tue overall number 
of peeple interviewed, indicated that walking waa incoevenieet 
to than. TUia ahov* that even thoia people who ora within 
easy walkin, aistoncee Aid sot saa— to favour walktua aa 
a eede af travel to work.

* * ' •>

/ ' \
further Information concerning pahrle'a Monthly income*
we* related to choice. The reault* are shown on Table Be. 23.
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tabll 23 -  ..-a KLLmi> to INOO:::.:.

Iuco--e§ /“'outu fch.O -ifc« Sh.UHJO Sh.751**15iX) M .1301-2500 2300/

dumber welkin? 192 392 40 t 0

Percentage Within
Mode 31.OX 62.0X 6.OX l.OX o.oi

Percentage Overall *.ox 16. 3Z L.7X 0*32 o.o i

Sources Semple -utvey

Table W<*. 21 r«v««li that the biggest percentage of pedestrians 
it found where tba Monthly inconoo tf« between 3t0/~ and 7>0/». 
This indicate# that apart irou abort distance*,, walking ia 
prevalent among the low incoma group.

»//
.3 bicycle

In this study tine did not allow the author to naka a aurvay 
on bicycle ownership in Par-es-Salaam. Even if the aurvay van 
dona it would not bs aaay aiuca bicycle ownership ia not 
licenced in Tanaania. uowavei from the master plan it ia 
believed that there ware about 30,000 bicycles in 1967. 
Assuming that the Hcyelaa in usr-es-ialaaw would incraaaa 
according to the population increase, tl«a projected bicycle 
ownership in subsequent yaara is aV«w» aa table ko, 24.
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ta»u  mo, 14 -  ynojfcqtr girtcxr ovaremi*

YkXA 1* *4 7 l*K> 1*73 19*0 1**0

SUSAtk u& 
S1CTCUS 20.000 41.5CC 60.000 90.000 13C.000

It l i  vary unlikely tb«t U< Beaker of bicjreUi will in « n *M  

a* :ro j«c t«4  tine* e o it workers do M t sea* to favour b ieycU  

u m |< (ti*o table Mo. 23).

f  * Veticar.l* fovertwone h.t* triad to iaduoe btcycle *n*orshf? 
by living* loans to workers to tuaw; we bicvclcs. Further « 
bieyc 1« factory 1* Ulng eeaattooted at MvoBgo on laiaatjo 
Bead lb  Bar-e*-5aiae*i. The factory io expected to operate 
before i(mi end of Jus* 197* by product*? 15»t(WO bicycles 
a vita ibi* in£«««MU tb«r« »h » *ot to bare m «u
any except Iona l increase It bicyalo usage. Taw reasotm arc that 
cycla r l4 i«$  is increasingly la u rd o u i ouch that worker* arc not 

#11 lift to rlak thoir live* at tbe expense of being on tine 
at work. Also it **«aa people 4a «ot favour to use bicycle 
t>e cause of prestigious racoons. I bus tbia cheap and potaatlally 
vary important *ao4* oi travel tend* to bo grossly underutilized.

*' * >
I ' \Considering costs, cycle tracks sr«\ it«**y ensile ko build.

22 Daily law* of bar-us-Salaeia

*H**» 7. 19>75.
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Tuey can achieve a flow of persons per foct-vidth of About 
half that of pedestrian feotviy^,

At epeeus of about 13 kilometres pot hour, the total hourly 
output of travel produced by this track i.e. the product of 
floe and spaed caa reach 3,400 pereous par foot-vidth. This 
level ol efficiency easily exceeds that of automobiles. There ia 
very low operating costs on bicycles. Ihc only eoeta ara 
the lost of energy sad repairs. PerVia# and other requirements 
are negligible aa compared with notarised traffic. The range 
of cycling is probably stout 7 kilometres to 10 kilometres.
This is sufficient for mat journeys to verb in uer-se-Salaei*.

Of the people interviewed In r*r-e*-belaai only 2 people indicated 
that they used bicycles to work. This v«i about 0.01Z of the 
sample. Since the computer vfts neglecting all percentages lues 
than u.U then bicycle users to work have been denoted as 0% 
of the total number of people interviewed. This is en indication 
that people do not favour ayellug a» a aeoua of travel to work.
To investigate further a question was askodi- "Why don't you 
own a bicycle?” (boa appendix No. 2). Of all the people interviewed 
3UC people who are equivalent to about 13% of the total, indicated 
that they did not like to use a bicycle because it was a risky affair
in the reads of Dar-es-Salaau. - Table Nov 22 shows' reasons for not

I i \
ovr,iu> g bicycle percentagewise. 1 f •

23 oren
Sector Policy Paper by Vorld Rank - fags 7t.
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TABLE NO. 23 REASONS FOR MOT OWNING BICYCLE

Reason Risk Lack of money Other Reasons
Zage 13Z 73Z 14Z

To* cable reveal* that 13Z are likely to be potential bicycle 
uters if proper bicycle facilities were available on the city 
road. The 73Z ia unjustifiable because the vovarnment issues 
loans for bicycle purchase, and the payment is about Sh. 20/- a 
month which is far less than the average amount of fare one 
has to pay for the bus per month.

Furthermore, the fact that the majority of workers are within 
good cycling distances titan with proper bicycle planning mors 
people can use bicycles.

/

On the number of students Interviewed the result indicated that 
cycling was also uncommon among students.

4.4. Public bus transports

By the time this study was done there were two companies 
in operations- UHA (Usafiri bar-*8-Salaam) and Co-Cabc.
In addition to racords obtained from various reports concerning

\ . 'MIA (formerly DMT), several visits were done to UDA offices at 
huraaiui Depot. Sous Information concerning Number of Fusee existing, 
bus routes, frtqueucies end utilisation vara obtained.
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Ce—Ccbs was given a temporary licence Co o,orate in the city 
in 1974, vfcen It was found out that 114 woo foiling to oiler 
reasonable services to tbo public. It Is s company of o group 
of individuals thus it couaot be allowed to continue for o 
Ioni ti»c4nec the government policy lo to discourage ouch 
urbanisations which eve not affiliated to it. however, Co-Cabs' 
cervicco were end ere otill appreciated very ouch by the people 
though it had only 9 eedltm oUed buses. Interesting to note 
ia the fact that though Co-cabs supplemented oervicaa which 
should nave been offered by UUA, atlll UCA management did not 
eoeii to favour the exlot once of Co-cobo on the pretext that 
luA woo loosing revenue.

bO* cad Co-Cabo are exaniaad together In this study because they 
serve the people in the sane way and have similar planning 

implications.

bhh lo a subsidiary of STC (national Transport Corporation). It 
was founded in 1949 co a British Tim by the than called M T  
(Dar-ee-Salaaa Kotor Transport). In 19*5 the then Dur-us-Salaa»
City Council took over 23X erf the shares of the company until 
I97U when it was fully nationalised by the government of Taasaaia.
The change of the froct DHT to USA took placo in 1973 when
two companies emerged froct Ul- UtA and MIC (National bus ftarwiee)

( ' )dealing with upoountry buses alone. > '

by the time of hat lonal lost ion* 31st r.erch, 1970, 113 buses were 
in operation in the City of osr-es-Salast (and 24 ou up-country routea).
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VLat this study was carried out lu August l)75, L U  uad 374 
buaat but only 1 M  wr« in operation. Tho USA officials 
Kflaiattl that those baiti which v*t* oot is operation war* 
out of ordar while about M  buses war* waiting for the coupletlea 
of tha new workshop at tfeunfe. Table Vo, 24 shows tha eunber 
of West, passengers carried, revonue collection end distance 
unwed la previous years.

TAfcLJt *0. e6 - Kl. U.,> OF »DSb§ P» UUA (Uffl)

Tear MO. of tsssi 
Existing V  
vocoder

Ko. of ftwses Average So. 
Operating Of Pass

engers 
Carried par 
toy

Revenue
ISi.3*’

Daily 
If feet We 
Die taace 
Travellad 
U  Milas

1947 62 74 — —

1970 127 115 162,463 82,205 16,461
1971 149 — 166,731 67;755 16,338
1972 199 — 216,516 79,067 31,330
1973 216 129 222,506 82,405 31,330
1974 259 — 221,403 116,903 30,213
1973* 174 136 279,566 — 29,453

Sources Frew WVt offices.
* rixure for 1175 only goes up to July. 

i'uo uileage £6r 1974 aud 1973 wo*» uot 
include privates hire. /
TAe dote oa pesaan^are does not inclade 
those with aeseoaal tickets.
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Tha tsctors to b« uoted frost U b U  to. 2b are that ttougu t&e 
•u»b«i of buses have increesec year after year, still those buses 
rties were ia operation w o  lar lass than the number of buces 
erpeeted to opontt, la i o m  ease* buiti vara m n  loaa tide 
is the j review* yaara. iertner inforicac iou reveals that r.oober 
of paaaaujiora wav* increased while me.war of buses weru *v«u 
lass than ia previous year*. Also it ia revealed that tsaituer 
had the revenue collected iron the receipt* increased with the 
increased aeabor of passengers. so under ttaeae irregularities 
probabilities of inefficiency era higher thue pnor earvicee offered,

VOA lute a wide ran,;* of buses with various characteristics. These
are shown on table 27.

1A8U MO. 27 - MISTING Bb3 FLU.T - 1V75

Hake Price Life in Tears ,,. . . - Capacity
fr»n)___

No.

Ley land 174,533/- & 2.4 kn/litre l3oe rats. 108
Albion (Sep 1974)
.'ercedec 91,720/- A

4 2.5 lioe H he«»a fc?ay 1972)
Fiat 209.950/- 3 1.8 13oe m 47
Ikartaa
<2do)

5 1.7 200 ♦ m 32

Xkarus 280,000/- 3 2.2 lasoe ft 51
(266) (Jar. 1975)
isual 7o,ooo/- 4 5 35a m 50
(HinibUS) (Oct 1974)

i
'

•- >
TOTAL ‘ < \

......' 1 374

SourceI L!0A Xanageaeat - B f M 1Salaam.
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Lookln* it tbs advent*a*a and diaadvoutoiss In terns oi roa* 
facilities. oos*«iu*re ccnvtiiiKt and the non* ,>•*'.* nt, one 
finds that Leyland Albion. Korcadas .«rut and fine are fcettst 
than tb* Xharna. Tbs l a m  bus*s or* favoured by tU« *atiOf«*«iU
tor tboir high capacities *»«i tUsy s««* to hov* contributed 
in ldWtuittK U«* inefficiencies, but t««y «r« likely to got 
broken very quickly, The ainibuses or* ouitobl* for quick 
Journey# owd or* able to w*u pwoetrat* th* city cor* vber* 
the big buoo* touaet yes* conveniently.

The eoisti** Luo routes lice hop He. li 4 lh) sooa to (m v « boon
planned properly inaplt* oi tb* fact that tut people rent tc
hi cissatlsfled wit* l. * viiif a T » r«ut<! peastrate
Kprouyb all eh* major residential area* **d mvi* in th# city
contra, but tb*ra ar* ftv« etrcumfsrsntial llsks L t t m t  residential
trees ana onpleywant aroa* which arc at a distance svay iron to*
'**vr newest r*»i<n>r.f ml » m *  H »Tabata‘ '■-* '» -*”.t *<»
*ol hoc* batttr but servisos. Their population densities or*
too low however.

hreeuso of atr«ato »n t U  ««r« nortov tit* be* rout**
ore saentgfbo streets of savor* traffic coojtostloa. tbora ia
ttiva a need to convert m c o  but route* into on* way far huaoo only,

V ■>
it wo* m l  possible ia tula study to\ conduct a sufvsj oi buses i*
°raer to dctcrctos frequencies. however tho study den* by Cbviaotiult
bo M  in 1973 sads a survey of tb* nusfeor of buses **«r hur

paaaiiw chock points at tho coin roads. Tabl* Ko. 21 dtovs tUi result.



dar es  s a l a a m .
Existing Public Bus Routes-"

S C A L E :
0 1 2  3

Km.
U

SOURCE: U D A
M a n a g e m e n t -

A R  0 m o r i ;

O E P T C F  U R B A N

& R E G  P L A N N I N G ;

U N I V E R S I T Y  O F 1 2 .

N A I R O B I -  197^/75-



DAR ES SALAAM .
Central area Public Bus Route)

Sc a l e :
0 c

A. R.  O m a r i  . 
D E P T .  O F  U R B A 'M  

&  R E G -  P L A N N I 
NG-, U N I V E R S I T Y  
O F  N A I R O B I .l

1975/76.
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TABLE NO. 28 - NI31EER OF BUSES PER HOUR PASSING 
______________ CHECKPOINTS AT THE MAIN ROADS

Upanga Moregoro Pugu Kilwa Uhuru Total
la out la Out la Out la Out Out Out

6. JO - 7 JO 19 17 41 45 34 26 7 5 17 110
7.30 - 8.30 24 24 33 41 27 23 6 9 17 116

8.JO - 9.3o 17 10 31 31 21 26 8 5 18 90
9.30 -10.30 16 15 28 29 21 22 6 3 15 84

10.30 -11.30 15 13 28 38 23 31 4 7 13 102

11.30 - 12.30 11 13 34 32 24 19 6 6 12 92
12.30 - 13.30 16 12 29 27 18 25 a.a n.a 16 fef
13.30 - 14.30 E 14 28 34 26 25 - 3 17 93
14.30 - 15.30 12 14 28 31 22 17 8 19 89
13.30 - 16.30 13 10 26 36 20 17 6 12 74

16.30 - 17.30 7 14 24 29 29 25 5 16 89
17.30 - 18.30 14 12 24 26 25 20 6 18 82

Planned No. 
at Peek Hour 24 24 44 44 32 22 9 9 20 189

Covicoaault Report * 1973Soured
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On tha who la fch« nuabar of busas passing war# l*r bcUw Ch« 
pctL Lout cumber. Uouavar, whan t>B6 r»nn*}i»r«art vcrr 

Intarviavad duriug this study, it was ravahlad that 170 buaaa 
wara supposes to operated aa auch DUA waa operating with a
deficit oi buses.

Asstming that tha susber of buses neadad to satisfy tha dw>u<i 
on aach radial road cepaad on tha nodal split, than tha 
prsjected peak hoar bna traffic ta abomt an tabla Mo. 29. Also 
rutilated but frequency la shown on tabla Ke. 30.

t a b u  m o, 2v. tkojkctf.p h a * rot* w *  T t A m c  REguimatmTs

<*0. OV itstu WQUIAEO AX FkAK HOUR

ROUTE 1973 1973 1980 1983 1990

1. Horogore
Road In id 92 114 140 178

Out 38 92 114 140 178
2. Pujju

Road la 42 67 83 102 130
Oat 42 67 83 102 130

3. Upaa^a
(Sn̂ traoyo)
Mood

*i lnuru

In 31 49 41 73 93
Out 31 49 61 75 93

Baad la •» • — l ' M mm

3. Kilva
Oat 26 41 31 80

Stood la 13 24 JO 37 47
Out 13 24 30 37 47

Total Mo. ox
_>*aas *eut' at paak Ur. 172 273 339 417 330
Soareat Author'a projections aaauainj tha nodal split shown on

Tabla Mo. IS and tha prajactad labour forca on Tabla IS.
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TAALE MO. JO * PDOJCOtlOliS Of AV&lACl St* PU^tSKMCl 
AT PKAK WOC* (TIMS TAKES POR THE ME XT

flKQUAMCY IS HISiUTILL-

sarrs TEAR 1973 1973 1940 1903 1990

X* 1,0 0.7 0.9 0.4 0.3

M«f«Aoro 14. Out 1.0 0.7 0.3 0.4 0.3

f u*w &**4 1* 1.4 0.9 0.7 0.4 2.3
Cut 1.4 0.9 0.7 0.4 0.3

i*yo M) la 2,0 1.2 1.0 0 . 8 0.6FOM
Out 2.0 1.2 1.0 0.6 0.4

tfhuru Str#*t
Out 2.3 1.3 1.2 1.0 0.1

KUv« Ko*a I* 4.0 2.3 2.0 1.4 1.3
Out 4.0 2.3 2.0 1.4 1.3

kttfect Aultov'* ^rojtction tree. M i l*  Mo. I>

v >TS»« tabUl flaw M#* UOA will act bo able to ooadi* too
la* tab l* \ / .'
frtfimy tbo to*4« «r« w U o w i ,  at bar oo4«« a! or v uI are

n N U K U U t pxooot*4 M d  npliyiiMt c«alt*> 4*c«*Cr«ll*o«i.
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Th« aim should be to keep the modal split tor buses at 601 
from bow onwards* Thus the number of buses to be used 
by USA in subsequent years ere shown on table No. 29.

Public bus transport is the mostly used node of travel 
to work as can be noted that 57.7Z of the people interviewed 
used public bus transport.

buses are next to cyclists and pedestrians in the economic 
use of the road space, particularly when they move under
full capacity - see Section 4.1.

In terms of mousy and time the public bus transport can be 
considered ae moderate providely tharc is no congestion.
Factors which causa congestion are stated in Chapter 5. The 
fare structure in Der-es-$elean per month ranges between
60/- to #o/'2<*. This is net likely to be afforded by ovary
worker particularly those earning, around Kb. 360/*. Other
coats ere on the side of the operators. These ere labour, 
administration and staintanar.es. There ia a total of 30 to 73 cants
a vehicle-mile or a little below 2 cents per passenger mile

27era typical in many developing countries. Parking costs 
are low es compared to other cars. 24

24. USA Management
27. Opdt - World Bank Paper 78



*<*»«• tft particularly suitable for services along h**vily 
populated corridors where ressonaeiy full loads at short 
fiequsacies of aerviees can be ubt«iuti« .-rowever unset joor 
scheduling public bee transport can be tine consueswieg, 
particularly on waiting at bus stops*

iu tea study it was aocaaaary to fled our people's opinion 
eouceraiufc fublielrsasport, ?bo workers m i « asked to write 
down proLiens they faced in travelling vita public buses, 
i'aese problems were categorised as shovu below and the results 
are also indicated!

Faro (high) 27. Ti
A  lot of tine speut an the stage 79.2X 

A lot of tine spent on the way 14,11 
Last sta>.« to off 2.3* /
Inconvenience 6*.2*

lncottvvniar.ce on bus users as it was found out in tlie 
questioiwalres was cuttaod by thu following factors»- fuses 
lull beyond capacities, poor frequency, buses passing over 
atAtious where poopls are supposed to drop, rudsnosw of 
conductors cad drivers, fighting on bus stops in order to 
catch a bus whan it arrives, conductor's, necking out of order.

I ' \ \and constant breaklotus of buses. \ , )

A 2?.7; of people complaining of fare being high is an indication 
that though nnuy writers ar*.u« tint far* on public bus is to*



biggeet probler^Korkerc la Dar-ea-SaUaa seem to he *oro 
concerned vlth other trohleits. #

A 7fr.2I of people cor.ptnlnltip about mor* tin* spent na eh« atop 
ravedla poor scheduling of buaoa sue way bo explained by iradequate 
nurbar of buses.

Tbo people cooplainlog about « lot of tla* spout 00 the 
«y. vere M.IX. Thio tolls that traffic congestion on the roads 
u  xoderate at least as viewed by bus users. Of course lengths 
of jourusye ceu help to explain this.

There vsre few people complaining of long uelking distances fro* 
hoc* to bus stops or from office bo bus stops. Tbs percentage
vaeAK. This is eu Indication that routing«of the tii« routes

/

is <*uite ad equate.

64.22 of people couplalalbt, of convenience le «u Indication that 
IH)A requires to train their workera au4 also news sa effective 
central ayeten.

Bum ueere were eieo related to their incuses. Table He. 21 above 
1-ov iacotr*e effect bus ueere. •' * >

I ' \\ ' 'The table reveele that e large percentage of thd workers who 
uee public bus ere vlthiu the low income proup.
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TA.'Ul <0. n  - 8EI V8142 A3 t*LATED TO DtCUMZI

!m «h m  (Sb./.̂ onth) 0 - j*> 381-730 731—1300 1301-230.) 2300

be. r«in>; Tufcllc
u* 334 928 98 24 0

3 with It* »«*« 24.32 47.01 4.91 1.81 o:

X ih«r«U 14.02 38.71 4.02 1.0* 0.01

Stmreai &Mfl« Swvty
ia *u  jfto. 31 -  m u c  cis tsgas a»»  unui* or jogm*

iMlttA of jourway J-l
(at)

l-J J-S 3-7 7-» 9-11 11a

7uv«uot«fta of
2«s boats /
(workers) o.4I 4.01 22.32 41.01 22.02 4.UX 3.82

lourcit Saopla lurvay

Ob tha l«BfCb at jouriwy it was i©uv4 cut that tiw majority 
ot bus itid'i vat* within UtencdUta diiuneti, Ttbli So. 32 
i m « <  Itw relationship bstvuaa i'uuLic boo wtrs mud lea^th
of Jr>wrney. >/ ‘ \\ 1 |
for reasonable i loaning «t aadwrOs 1m  orUar to (tore propar bus

tit* M i i M «  distances to work should bo about lb kilooatraa
for bos users. This Inclu»i«s iUttac* tr«voli<M> by bos — 4. that



•5.

which tilt vorksr walk* l row bit Uefcc to lot itc;. or iru# hi* 
office to but f(oj, The asxluun welkin* distance to CL* tut 
stop should bo 15 ninutss. Presently lor Lar-es-Sslaa* it it

28
10 aioutot or lota vbiio for western countries it it 5 minute* . 
In tbit respect D*r-*s-S*l*an it somehow alright.

Of tbs number of students interviewed aore then boll used 
public buses to ecbool. The percentage vss 59.0k for public 
but users, tbs distribution is shown on table Ko. 53.

LAD LI SO. 3) - RILAllOblHIJ' b£TN£XM STUDLhTS WHO USE 
WtLIC »g» AMP THE LB1KTH 0? JOTSSIT

Length of Journey 0*1 1-3 3-5 3-7 7-9 9-11 lie

Percentage of bus 
lissrs (studuats) 0 0.9 27.4 40.0

< //

3.0 ».l 8.8

boursei Soapla survey.

Tbe results of tobies bo. 32 sod bo. 33 ore shown on Piste 3.

I
2b. u»4owe usster Flea Paso 52.

■ •>* v 1 \ . }

ftp Project Planning Associate * Toronto - 1973
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4.5 Private Cat

Xue analysis slows that only 2.0Z of tha people interviewed 
travelled to work with privsta car. According to the present 
situation on economic affair* and political stand in Tanzania, 
as it will ha discussed later, tbara Sana to ba no possibility 
of an increase in that percentage in future years.

In 1967 tua car ownership was 29.IX cars par 1000 population 
in ber-es-Saiaaa29• The growth of car ownership was assuuau 
to bo i.OZ p.a. Assuming this growth rat* the planners of 
the master plan of Dar-es-Sslaaa projected tha car ownarahlp 
to b* 55.8 car* par 1000 population by 1939. This would uean 
34,000 Motor cars. Pollowing present characteristics on the 
ecououty of Tanzania the above figures ie totally unrealistic. 
This is nainly due to the present world inflation aud recession

• t

which have effected the economy of Tan*anla very seriously.
To try to overcome this the government of Tanaania has put 
•eriout limitation on the importation ot luxury private cars 
and their spare parts plus controlled use ef fuel. This has 
tremendously reduced the growth rate of car ownership since 
1971.

Areas in her*sa"&alaa» whicn had a high level of car ownership
in 1967 were Oyster lay, hsgant delate, City Centre, Chaag'onbs,

. *' >
Cpangs and Surasini (Map Mo. 10 car ownership in 1967).

29. Opcit • Dsr-es-Salaa* Master Plan Pngs 16
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Cera such as Valkavaxea, Renault a no Mini Marti* m b « ml 
the very cheap tan la terr* of their pries* end patrol 
consumption. If Isaaenie euberka on the umm of ct<eep cars 
In urban t m i  it will find that the limitation imposed con 
be Mit flexible.

A. cor is relatively expensive in terse of road apace used.
The flow of persons so beer per retire width ef reed ie veil 
below ether modes. This ie because a car while requiring only about 
a third of the road apace of a hue in competed conditioner 
eo^ee very such lest thee a third ef pecseagars. 8ven t-tough 
the car travela alueet twice aa feat aa c bus on cangeated 
roads, thie ie not eufficieait te offeet the difference in load 
carried. Total passengar diatarcea achieved in an hour are veil 
ha low theee ef bweee. On an urban evprera vay the high speeds 
end separation of traffic pencil the hourly passenterttlUs 
achieved by care per Metre-width to rlac several fold hut 
a bus usim the express way will achieve a similar incra&ae.

Operating coats depends en ouuber ef passengers eetried end 
apeed. The average occupancy ef toost care ie about 2 persona/ 
vehicle. This la very low aa eoatpered to betas. In fact 
It counter balances the be unfit* achieved by high speeaa. ..eiateaancc
coats for ordinary people range between 2SC/- te JJO/- perl \ \\  |

nonth (tbla is from experience). Under such seat, low income 
earners ceenet at ell afford te own ears. The distribution et 
car uaege and income ia shown on table No. 3d, end It indicates 
clearly that car ownership la a factor ef high inceue.



TA8U MO. 34 CAB UOAOB A8 &&LAT&D TO UKJOtti

lacunae
*h./'«easb

0-38o 381-750 731-1300 1301-2300 23000

Ho. Using
Private Car 0 0 34 • 16

Percentage 
Vitkin Hade OX OX 301 16.71 33.31

Percentage
Overall ox OX 1.01 0.31 0.61

Sourcet Implt Survey

i:ouc«tbI us length of Journey U  baa base identified that 
car usage has ao positive correlation with length of jouraey. 
la fact m s s  f M f U  staying vary close to their piaaeef 
vork ase cars (Sea Table So. 33).

TAKLS HO. 33 t DISTRIBUTION OF CA.U USJU; : AHD 
JOWtKKY UHCTH

Sistaece to 
Murk Contra 0-1 1-3 3-3 5-7 7-3 f-ll llo

Percentage of
?umber of 
Cars Used 16.6 16.7 16.7

1
33.3 16.7 .0.0 0.0.

i 7 •

Soares| Sample Survey
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table Ac. 33 »• If* to espials bow it It difficult lu Taaaania 
to run • tor for loot distances. In loot people stayies ot 
distances about lb b .  fro* thoir employment orooa will favour 
to uoo public bus rather tboa private cor bocauoo of operating 
coot* for cars.

On problems associated with uooto of eor it boo boon ravaolod that 
» * »  pooplo oowploia mi €0*0toot breakdown s, axper.sive spore ports, 
absoocc of sporo ports and expensive patrol. In fact soae pooplo 
fool they should giro up cor ownership. It should however bo 
noted thot misuse of cars is very combos. This means that cor 
owners use their cars wore for luxury activities rather than for 
essential duties.

4,t Office Transport

Office tronepert ia the cheapsat mode of transport for the workera. 
Its limitations aro that only a group of people ora outitlad to 
nao them. Such tptypa ot transport In Tanaanla is used by 
wiser* in i m  product ivo paras total organisations sad also 
by senior officers in the government iastitutiona and government 
miniatries.

Lao king ot tbo policy of Tonsanio of equality then ono finds that
giving free transport to some workers will* leaving ethers pay} \\ ’ '
for thoir transport violates the polity of equality particularly 
when almost ell tho employment sectors ore under tho government.

According to tho officials of tho offieo of tho hegistrar of Core, 
all parastatel organisations aro permited to purchase care, buses
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o* vans to transport inair worker* to Mik, aa loos aa they 
ara financially sounu to do ao. C«vora»«*t eiaiserlas ara not 
allowed to tie that.

from U «  interview s end record* of the ear registration 
centra it «aa possible to satinet* tua percentage of worker* 
using fro* transport. This vas leuuc to b* 11.0S. It la vary 
logical to believe that this percentage will increase sine* 
char* ara aartaia institutes which era allow** ta buy buses for 
tbalr workers but which haw* not yet done so.

To find out the problaua associated with of He* transport, people 
were asked to stats tbs problems they faced. 1J.4X of tbesa 
wito used office transport complained of Inconvenience while 9.OX 
compelined ef wore tin* spent on the way. Otherwise there were 
no ether complaints. These complaints are uainly due te the 
fact that sine* tha offiaa transport novas Iron bouse to boos* 
it foraas sou* workers who live relatively closer te their 
work in,, places te spend nor* tin* in the hue since the hue will 
alwaya circulate throughout the city taking people living 
furthest awoy free their place of work.

Ono of tbo coupon!#* visited which offers office transport wae 
7.C.C. (Tanzania Cigarette Company). At that tin* there were
about b86 worsars and S buses. This meant about 178 worker*

\ / 'per bus. Worker# sad the management were found to be very 
contented with the state ef affairs. Another factory visited 
by tha author vas Crafiki Textile Company. Thera ware about
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5,000 workers and no buses for ths workera| instead houses 
are provided sear the factory regardless of workers salaries 
or status* Those who do not get houses stay within the nearby 
residential areas of Ubungo, Kaasese, Mablbo sod tagsre. There 
were ee taech complaints fro* the workers of this factory* So 
whichever eathod adopted by each laat1tutIon will depend upon 
lectors of location and productivity*

Realities cannot bs overlooked while sees workers In Tansanis 
an joy frse transport, then otitar workers who have no opportunity 
to aajoy this facility should be subsidised In their respective 
nodes of travel by the employers*

Office transport therefore has atininel relationship with 
length of journey.

< //
One very important aspect is the feet that office transport 
functions only during peak period end efter that the vehicles 
stay idle throughout the day* Economically, of course, this 
le e misuse ef funds sines these buses could be unde productive.

4.7 Others

These vehicles refered to here ere tracks, vena, upceuntry
buses, rail transport* Hast of thege are aet used by workersc \ \\ , ffor their work journeys, but they Leve an effect of comparable 
magnitude to the aodee uaod by workera*
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Tbsso vehicles sine* thoy k m  ttoa am* roads as tbs jeurusy 
to work trsvsl nodus, thoy iasrsass the value of tbs Psss*a**r 
Car 8<{uivslsat (p.c.s) on tbs rosd sad thus contrlbutss s 
lot to congestion at psak psrlod. Transportation of tboss 
vehicles is sot vary uoch rastrictsd Ilka tbs aotor ears.
Ibay ars thus vary sonorous is Oar-os-Sslson.

Ibars is no rail transport for worksrs in ths city, hevovsr, 
various railvsy crossings which saist la ths city era a 
Major factor causing traffic jaaa on tbs following roads sad 
locationsi- Hsiabaai Street, near tbs offices of kaaata, 
fikuruwa Street soar D.T. bo bis junction, Kllwa Stood soar 
tbs Shall b.P. haadquartsrs sad Uhuru Street near ths Hational 
hilling Corporation.
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CHAPTER V

FIMPUiC ASP FROBLEM IDLHTIF1CKTIOW

5.1 Introduction

T i l l  itudjf h it  triad  to look i t ,  why aad bow people decide 

to choose various nodes of travel to work I d Der-*s~3alaan.

To understand th ia  properly i t  baa been neceaaary to examine 

the h is to r ic a l development ia  tern* of land use, urban structure, 

population trends and economic a c t iv it ie s .  Theae factors were 

useful in estab lish ing possib le  lengths of journeys, possib le  

t id a l flows of people at peak hour and people's a b i l i t ie s  to 

afford various nodes. Purther, the examination of physical 

characteristics of the c ity  helped to deternine physical conditions 

which affect usage of various nodes ef trave l.

The travel characteristics which wars discussed under/journey 

purpose, peek period t r a f f ic  voluases, peak parlod trave l denend 

and langthe of Journey were usefu l in  estab lish ing t r a f f ic  

generation and d istr ib u tio n  plus sons faeters which contribute 

to delay* for various node* of trave l to work.

The nodes ef travel to work kas bean aaanlnad one by one at 

length in  terns of aafoty convenience, coats ia  terns ef money end

time, end apace u t i l is a t io n .  This helped to deteroine the rationa l*
( 1 \

of pleaning for each node, and Uov f a c i l i t ie s  dan be provided 

for each.

The ex isting road f a c i l i t ie s  of tho c ity  have bean put ia  appendix 

nunber V I end V I I .



Altar examining all the above aspects it has boon noted that 
the overall general problem vhicn affects transportation end 
deveiojnent in not only Dsr-es~Saixau bat all urban areas in 
lanaania la the general Government Kelley whan sotting up 
priorities between rural and urban development. That ia 
emphasis on rural development has tended to offset certain major

Urban projects, la fact the soverament allocates inadequate 
funds for urban developments as eweh things like drainage and 
rood improvements are offorced at a very slow pace.

In addition to tbo above problem come specific problems end 
findings were noted from specific aspects examined.

5.2 Length of Journey
(i) The majority of workere interviewed were found to stay 

within 10 kilometres. This Implies that the journeys to 
work in Dar-es-Salaam nro not excessively long. Thus the 
existing travel!Inn problems et punk period are n result of 
not only the long journeys to work hut also leek of suitable 
aad efficient nodes of travel to work. This implies that 
there is e nesd to havt better end suitable nodes ef travel 
far better accessibility between activity centres and 
residential areas.

(11) Housing allocation does not taka into account the employment
/ )

centres and how cleae they are to the residential quarters 
allocated to workers. This result* into workers staying 
unnecessarily far away from their employment centres, when.with
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proper housing «1 loco cion m m  workers in o particular  

ewployment csncre eon be Mdc to stay at the closest 

residentialsrea to that particular employment centre.

5.3 travel aewaadi

It has been noted that high density resioeatial areas are vainly 
of Ion income thus efforts should he geared to solving the 
problems of travel, for workers staying in these areas, therefore 
roads which connect high density residential areas with employment 
centres require proper traffic segregation facilities in order 
te achieve free flow of both persons and vehicles.

5.4 Choice of Hodst
Though it looks reasonable to assume tbat choice of node is acre
related to length of journey then anything else, this study

• /✓
has clearly revealed that the choice of node in Oar~es-»aiaa« 
is mainly related to income. This noons in planning for 
various nodes the income factor shouU ha taken into account wore 
than the length of journey. Of course, interslationahip vill 
somehow merge since in reducing lengths of journeys to work tbs 
cost of using various nodes is automatically reduced.

Problems essociatad with usage of each node have also been noted
and ehese ere given belaws- ,

5.4.1 -fa iking i )
Since twit of the nev residential areas are continuously
sprawling in the periphery than waning to work is not likely 
to he a suitable mode unless there la dacantralisatioa of
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s».

employment centres. K o w ir  walk in* is mainly a result 

of low I m o h i . So low income M m r t  w il l  c w t lm t  to 

walk unless cheap nodes of travel other than waling 

are Improved.

Since the c Haste of Dar-ee-Salaa* la excessively hot and 

sometimes characterised by high ra in fa lls , waling 

becomes wnaultabla for long ilataocea. The naxlwsn 

distance which a worker ear travel esadfortably to hie 

place of work la abont 1.0 kilometres in  Der-ea-Salaasu 

But fron this study i t  has been revealed that about half 

of those people (11X of a l l  workers interviewed) who walk 

to their places of work were found to bo tra ve llin g  more 

than 1.0 kilometres. This means there is  a need to divert 

these people to use other nodes of tra ve l.

• //
3.4.2 Bicyclei

Though the study has disclosed Chat very few people use 

bicycles to travel to work, there are ssbm points to support 

bicycls planning in Cer-esHlalaau. F irs tly  the area on which 

Dar-es~5alaau is  located le re la tive ly  f la t , ee such i t  is  aa 

asset for cycling. Secondly about half of thoso workers 

vbo walk to their placea ef work were found to travel no re

thee 3.0 kilometres which la considered ea the maximum distaste
l ' \

a worker cea walk comfortably to work, fhooo workers who 

amount to about 13Z of a l l  tba peepla interviawad can be 

diverted to using bieyelcs, aftar a l l  ehay ara from tha low 

income group. Th ird ly  the government leaves loans to workers



to purchase bicycles* lourItaly there is « bicycle 
fMtorj la Bar-ee-Belean wbitk la to start
operating at toa end of IV76 by prsaucing 130,000 bicycles 
o year. this la an aaaat aet to bo misused. Fifthly, about 
12.52 of tha workers interviews* indicated that thoy vovld 
usa bicycles to work bad it oat boon fax tteo risk* 
involved la ridlay bicyclea oa tha marrow city streets.
Thla implies that tbara ara at loaac 12.32 potential 
cyclists* What la needed la prevlslea of cyclo tracks 
whenever possible* Sixthly the public bus traaaport 
Leo proved to bo vary iaafflalaat ta tba majority of the 
workers. Tbara la thus a possibility that aaoa bus users 
sight opt to use bicycles if there wore proper cycle tracks*

la general, the bicycle faailitiaa have base meglected 
la tha city* < //

5*4*3 Public Hus Traaaportl
The study has revealed that the Majority of workers use and 
will continue to uao public transport even if it is operating 
inefficiently* as leap aa other nodes of travel are uot 
facilitated*

though toe auaber of busea owned by tba Public bus Transport
* *' • *>

(U04) have increased year after year Still these busas which
1 / }

wore in operation wore far lass than tba number at buses 
expected to operate* Also the revenue collected iron the 
receipts do not sous to have increase*} with tba increased
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lumbar of buses purchased. It did not even increase 
with increased lumber of passengers. The above t\t> points 
reveal that there is poor cnasutfscent in the craAe,
Maintenance and finance departments. A need to train 1<M 
vorhera.

The routing systen of the public buses one feuue to be 
adequate except in the central area end Earlake# where 
there is a need to filter buses into new roads in order 
te relieve congestion on Msiabnai and Churu Streets.

the required frequencies te meet the destand was found 
te be excessively high. On uwe roads like Morogoro
and Fugu Hoads the required frequencies cannot ha 
achieved. Efforts te increeee buses an such routes result
into even further congestion, tones along Morogoro Bead.

• /
Pegu Road. Uhuru Street and Upanga load are always full 
beyond capacities during the outward peak period trips.
It therefor# noans that buying new buses cannot be e solution 
to the inefficiencies of the public hue company. Alee it 
lapIlea that there is a need to promote ether nodes of 
travel, improve the present road facilities particularly 
road widening, decentralise caple/went centres anJ construct 
new reads in order te divert traffic from the present
oottgeeted roods, ( > ^

\ / !Though M at vriters argue that fare ia the biggest problem
to bus uaore. this study has revealed that people in Dar-es-Solaaa
ee«plain sere nf inconvenience and e o n  ties spent an the 
step then the fare. So the fare structure cannot be considered 
to be all that bad.
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travel to work. There la tku* ad el*»eut of prestig* In usiag 
private car*.

>iocs «t present tK* public trai tran• port ia wary inefficient 
tac novcrnncct should not discourage cowflately ueaqe of private 
care for work journey*.

5.4.5. Office transporti

A i>rmip oi worker* enjoy free effice transport. ana tbie 
group i* likely to inctoeoe in future. There is uowever 
no evidence that the ..overnuast can afiera tta* transport 
for all workers. That mease there will always he 
elements at a i cat let act ion anon* thoaa workers who 
feel they have no chance of gottin* free transport.

since the iovarniteat has taken over responsibility of 
what people should earn, it has also to taka tn extra 
responsibility of *11 peOfk*s transportation t* work 
more directly. this night n*en offering subsidiaries 
to those people who have no chance of enjoying, free 
transportation.

5.5 Eoaa facilities!
The preswat read facilities which connect aajot employwent areas 
and tha major residential area# arc inadequate for all purposes.

/ ' '•(i) Iners is uiai*uu traffic segregation for various modes 
of travel.

(ii) There is aiainuu traffic controls and these available 
require further Laproveuente.
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(Hi) Tlv* majority of the major roe<ia are not adequately
vlda ami in most catea tha present traffic haa already 
exceeded the design capacity of tha lanes.

(ir) widening of soua roads la inposslble because oi the built 
up areas aloe# thea* however* traffic controls libs one 
way street syeteei and parking prohibitions ere pees ibis.

(v) The considerable congestioe vnicu eaiats on the uroan 
roads in spite of e low number of cere existing is a 
result ali^

e. Inadequate traffic control devices
b. napesaard parkin* along main read
c. Lack of stop bays (lay bays)
d. Increasing numbers of vehicles on the satis road 

•pace.
(vi) Thera ara no cycle tracks at all but there are few

pedestrian paths. ''

(vil) Surfacing and drainage of the roads ere generally near 
and floods ere very frequent during the veiny seasons.

(will) Roads la the central arse require couplets reorganisation 
In order to facilitate traffic se&re&atien end thus reduce 
congestion.

(ix) Fuge Send which is about to be completed** and wnioh will be
v ^e continuation of the eeefond phase of Itooja we Wanavake

__________________________________ \_________> y _________________

Jo. VTC (Rational Transport Corporation) paper on causes of 
Traffic Congestion in iiar-ae-Salaais - 1974,

31. This roaa la under cues truer ion by the Mowlam Company. 
Construction will be completed in 1976.
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btroot hu a Lao at all eta required road facilicks ou a 
aajor road. It has alnust all tba ra«iuirad aspects lor 
traffic segregation. bovevor there ara short cooin&s 
from this deeigal-

a* The provided facilities do not saaa to stated with 
facilities ou other roads in tba city cautra. for 
example a cyclist Iron ht|« load ou reachiu« the 
round-about at D.T. Debts vill have novasrc to go 
because there are no cycle tracks front them up to 
the city centra, dad it la not possible to have 
these because ef the built up areas.

b. The section vest ef Chang*o»be road vill net be
as useful as plsonsd for, because it does net head to 
any highly densely populated residential area as 
such the pedestrian paths and eyele tracks which have 
beam constructed will not have cuch puVT°**« 7he 
pedestrian paths and cycla tracks on this section 
would have bean useful along Caang'oabe load because 
this road toads teuards densely populated residential 
areas of fhang'o&be, Tanaka, Keko and Tandika.

i
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UdulkU VI 

TOLICY I-KJIOSJLLS

6.1 Introduction

The prtviouo Chapter discussed the wain problems identified 
1b the study amt set out eon* guiding principles for forsmjUtius 
futvre policies for tr*u*4artatiou i» Der-oo-8alaj».

this chapter attun.pt* to formulate alternative policy proposal* 
to couMct the yroblaM identified on tUa basis of tb« *uicuUues 
thus sat out in tha previous chapter.

Tha overall transportation pattern will be geared ta uiuiftislug 
travel casts with suitable :aed*a. Tbis vili be achieved by 
nieiaisiag langtbs •* jouraay to work by anopting proper policy
la housing allocation to workers, fteployncnt decentralisation

• //
will also contribute to niniaitlng travel costs.

for various modes of travel to wrk there should bo adequate 
coordination at interchanges awl ia the guttural policy for oaeh code.

Ihoro will ba attempts to sniainieo tha present lavol of congestion 
in tie city so as to bavo iraa flow of traffic for various nodes 
of travel. • - ■>

t 1, \

ioau improvement will nsisl; taka place on only aajor roads 
which connect enploymrat eeatreo end aajor high •tensity 
residential areas.
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6.2 bovcruuwwt. . alley

It is recoaoended to font a hosy which will advise tho jever resent 
»  too importance of urban dml o f o n t  (too lapleaentatlen 
M ccim 0.10).

4.3 Measures to taduca Lengths of Journey to »ork

Since in Taaaaaia p r i u u  bousing mat Wat la wary aoarea and 
tho chiaf suppliers of habitabla bouses are the Motional routing 
Corporation and tho Registrar of Buildings, which ara £ov«rnr*ant 
affiliated bodies, thou it la rat liar easy to try and allocate 
houses to people, which aro closest to tholr onployuaot centres.

Thus it is raaoaaandad that In allocating houses to workers in tbs 
caatrel area, tha workers should receive priority to stay in the
residential areas of Kariakoo, CaD, Vpeuga, Unondoni, Hals,

/

Mageeoni, Kaganboni, Uyator ftay, hsemani, Regent latate, 
r.ijito tfyara, Kuraaini, UuBt'oaba and fcugareni.

All workers around Vbungo should he given priority to stay at 
Change, Rivers, Kansas#, Mass, .iabibo, Mburahati, kijito hfftwa, 
Mwananyanala, Kagonteni, Rigoge, end Tehata.

Vorkers at fugu tead/Chaag'onbe Industrial area should receivev * >
/ * \priority to stay at Chang'enbe, • «m *, Toasaka, l[auiuika, kipava, 

Vkonga, Mbagala, Mtonl, Ituxaalai, Viagunguli, Tahata, kariakoe,
11ala and Bugwrunl.
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6.*. Pedestrians

Siucc pedestrian ijovenents have been United to aboat ) kilouetres 
than these aovatcan ta have planning signif ieacce Min If in tha 
CBD. aa such apart iron recosratnding sons verges and footways 
on sons aajor roada tha author hat found it difficult ta put 
sap reeoeaendatUn aancoraluu pedestrian Mvwenta at peak 
period in tha CA1) because it waa beyond his capacity as tine 
did not allow for such a comprehensive study to ba taken.

6.3 Bicycla Pianolas

It ia racoioHaodad to have cycle tracks on all roads pernitin* 
high density residential areas Iron employment centres. Tha 
distances covered for bicycle planning should bo around 
7 kilometres from a residential araa to an auployneni; centra.

' //
la sock* eases Independent cycle traces will ba plannee end 
in other caaee cycle lanes along Mjor roads will ba considered.

Unly sals cycla tracks or lanes will be plannee se teat tha 
cyclists will ba expected to penetrate to their employment 
areas froei the m !c cycle ways.

larking areas for bicycles near offices and on thn three bus 
terminals of kariekoo, Canaral Post Office and apar tha railway 
ststioa. should ba prepared ta ensure safety and security.
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6,6 Futile iui Transport

A emi>r«bfnilv« Futile Bus Tranportation study was done by Nr, Baraga
j2at tha sane tine when this study was being done * There war* 

h o m e r  consultations between tha author and Mr, Baraga,

Thus la addition to racasatataiaiIona given by It*, berate, tha 
author of thie Chaals has appreciated tha naad to have three 
has terminals at Kariakoo, General lost Office and near tha 
railways station. Under this pattern tha buses should circulate 
between these two terminals before poles A* the raapaetive 
destinations. However a constant circulation of busts batvsea 
the three terminals should be accomplished by tha minibuses which 
UCA have.

Formerly there used to he only one bus route (Uhuru Street) which
connect Kariakoo and the central area. It ia new recommenced• //

to have the second route which will also originate Iron aariekeo 
vie .‘iahikichi Street, tnoja we eanawake ftreet and Nebtatou 
Street up te the Ferry and G.P.O. (See hap he, 16), the circulation 
of buses are shown on plate So, 7,

This system is expeeted to stimulate free flew of buses thus reeuce 
congestion in the central area, and consequently stimulate the
frequencies, The present congestion in Misinbaai Street and Uuuru
Street will be very much minimised, . ; ?\ 1 '
____________________________________________ )  __________________________
12. See Freaotien of kfficient and hffectiv# Urban Fublic Transportation 

ayaten in iisr-ee-Salaam - Tha Case ef C M  by Mr, hereie.
To be published by the Departmaat el Urban end Regional Planalag 
University of Nairobi, 1976,
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Ii la further re«e<atendsd that *11 but routes It tbs central 
area west have but bays m  hut tUpi« Whatever thit cannot 
bt achieved thu such but stops ehould fcu tllsia«t«4 in tht
CAD.

Id order to alert thu conductors on the qeestien of tire 
there tkouU k« tht B u i n w  tiw# allowed for « but to tUf 
m  thu but btyt while it it on t particular route.

la the ether pertt ei the tlty the pretent routing system should 
not be disturbed except in cetet where t new route he* te be 
introduced beeaete of tfrawled residential erect.

Though Mr. hereto hat racertMnded that there should be flat fare
of fch. !/•, the fare fro* ueriahoe to central tret should t«Ktit

• /
«/W to Chet it will mot be expensive far cyclist*.

6,7 Offits Transport
In view ef the fact that vehiclat utod aa effice transport only 
function at peak period and stay idle throughout the day. it la 
roeomoeaded to Hava those hueea incorporate^ into Public Boa 
services on hits basis. Thit neats the buses should be owned
by the respective employers but cea be hired by the Public

*' >Sue Transport Orjiauiaation (CM) spy tint they find it eeeettary.\ j/ /
The drivers ef the beset should rootle employed by the onplayers 
who own the buses. July the conductor should belopj, to VIA. 
Maintenance ef the busts * Mould be the rvtpeesibilUy of the

•"Mr.■ •
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To achieve tb it  co-ordination pro parly require* staggering 
of offieo houra. Slaca otoggoviBg of aorkiaj hour* in 
Dar-oo-Salooa ooon to bo vary adequate (Saa tho Introduction)
It io suggested that office* which function between 1.00 a.n. 
up to 3.00 p.u>. and hare buses abould allow thair huaaa to 
h«lp worker* whose offices open between 7.30 a.t*. to 2.30 p.si.
In tbls way it is possible for all buses used as of flee 
transport to eake at least one or two express trips for the 
public bus tranport before going to servo thair respective 
offices.

6.§ Private Car end Hoto Cycle

'•f
The above sodas of travel to work seen to bo discouraged by the 
government since they involve government expenditure in 
foreign reserve.

• t /
Since usage of these nodes is still useful for not only work 
journeys but also for other journeys it is raconuended that 
the government should oneoursg* importation of motorcycles and 
choap cars. Cheap care is this case refera to onall cars like 
volksva^on, roho and nlni morris. Those cars are cheap and 
snail but they serve eore or lass the sere purpose as big 
and expansive tars which tb* government still import for senior 
government officers. ^

t \
Through proper planning tho government can start a car assembly 
plant fer snell cere only. This has an advantage of car ownars 
being assured of spare parts.



6.9 Soad Inproveiaenta

fcro^cro road should bo widened to four lone# with cycle Crocks 
sad Pedestrian footpaths between the junction of United Mellons 
koad end Manseae. Under this design it will handle the traffic 
of about 4300 p.e.u. per hour. Pron the projections this road 
is supposed to handle 10,100 p.e.u. per hour by 1990. This 
explains why traffic has to be diverted fro& this road in order 
that thceKeess 5,300 p.e.u. per hour can be accomodated in 
other roads. The proposed post access road which will have 
four lanes cycle tracks and pedestrian footways} and tl>« 
recocctendad ieprovenent to a road connecting Kagonwnl end 
Kigogo road to two laaea with cycle trecks should be able to 
releave Horogero road substantially.

1'ugu Road will handle the traffic by 1935 since the present
• 4

uesign at that road allows about 4,300 p.e.u. per hour which is 
far more than the traffic it is handling now (3,240 p.e.u.)•

Sagaaoyo Bead between Tanganyika notors and the junction of 
iuoodoui Road, should be widened to four lanes with cycla lanoa 

and verges. This ueans slender bridge will have to be rebuilt.
The other section of bagaaoyo 'toad up to Mikocheni should have 
cyle tracks addsd.

Uhuru Street should be widened te four lanes with' verges fro*
Eujumi up to Ksiabesl round-about. Cycle lanes should bs
included (ron Buguruai up to Karune Stadium. The other section
at Vhuru Street will have traffic reduced by diverting the public 
busus (See Map Mo. 16).

112.
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Hilabul S t m t  it b o w  already four land and tha only lnproveuent 
Co it la to reducu th« atwber of b«M« pMilng through the ooctloa 
between Miiibdl rouna about and Kariakoo Police Station.

Rilva coed thou Id bo vldensd to four laaoa at too taction 
between Bandarini road round about up to the of fleet of East 
African I arbourt Corporation. Cycle tracks and verges te be 
Included to the other section of Kllva road should have 
cycle tracks included only.

Chang'onbe road should have cycle tracks end feet paths 
included. It will reneia with its two least.

The rest of the roads require to be with tvo lanes, eyela tracks 
end pedestrian paths er verges. These roads arei-

< /✓
(I) Rlgege Road
(II) Tanaka Bead
(ill) î orecco Rose
(iv) United Nations Road
(v) Kinondoei toad
(vi) A road from Rljito Ryans to Sinaa and Ubungo

Sons roads proposad to have cycle lanes erst* >
I * ^

(I) City Drive >

(II) Unoja we Wanawaka Street between Morogoro Bond 
junction up to Libya Street end Nkuruaa
Street



CROSSECTION OF ROADS' PLATE 8.

vergevercje

n
potvyov fycle trgpk 
|27m.| l-8m.mjn-

central reserve 
2m. min ■

carriageway
7m. or 11m.

carriageway 
7m. or 11m.

venge vereie

n  . h
cyple t rg ^  footway

18m. min. 2-7 m

Pugu Road. 
Morogoro Road. 
Port access Road.

,0-3m marginal strips-

footway cycle
track X f o r r  iaqeway ca r r iaaeway^~"^7f

cycle 
‘itrack . ootway

2 7 m / *1-8 m. * 
min. 6 m. or 7 m .

i
i

6 m. or 7 m.

1

18 m
min.

•>

2-7 m.

r —■

Uhuru street, between Buguruni and Karume stadium. 
Bagamoyo Rd. >> Kinondoni Rd. & Tanganyika motors. 
Kilwa Rd. between Harbours' Offices & Gerezani Rd. roundabout.

Other recommended roads
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(iii) A to Teweke and Tendika through the
iauustrial area parallel to Page toad.

Certain Junction a ara rseowmondad for improvement aa to giva 
tha cyclists tha right of way, Thaaa will hava to be signalled.

(1) NsLabasi Street and Fwgu toad
(ii) Fwgu Road and Chang'webs toad
(iii) Uhwrw street and Usoja va Wanavake Street.
(iv) Morogoro toad and United Kationa toad
(») Morogoro toad and Itaoja wa Uanawaka Street
(vi) Horogoro toad and Mlaimbaai Street
(vii) Itiuru Street and Kigego toad
(viii) United Nations toad and tog00070 toad 
(in) kinondonl toad and togsnoyo toad

< t /

Croaa tactions of tha proposed improvements os reeds ara 
shown on Flats Mo. §.

fe.10 Implementation of the Proposals

6.10.1 For Bastion of Flannin^ Department
To form a department within the office of tha Zonal Town 
Flamer of Coaat Region and Dar»ce*$alaa» or the office
of the Regional Develepoent Direction of Dar-es-i»alaam ,

( 1 \
te be known as "Tha TRAFFIC INGlKal&lfcC AMO TRANSPORTATION 
FLANK IMG 0&FACTHIUITM. This department will deal directly 
with tha traffic and traasportatioa problems ead 
appraise all projects in ralatlon te this.
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Za order that this department should function properly, it 
la reeoosMtudad to Cera aa advisory committee to It. This 
coatlUM should be comprised ef the following officers 
fre« various depertneate or ministries, and should 
be Loot* aa tTUi. DAR-iS-SAlAAM TRA1T1C Ul> I SUM SPORT AT ION 
ADYWERT COMIITTEE".

Membership la thla ittaa ahould includes

(I) Head ef the Traffic Engineering: and Transportation 
Planning Department Cron the Regional office.

(II) The Senior Police Traffic Officer.

(ill) The Traffic Manager ef UDA.

(iv) Representative free the National Transport Corporation,

(v) Representative free the Ministry of Manpower 
Planning and development.

/
(vl) Representative fro* the Ministry of Work*.

(vil) Representative fros the Ministry of Lands, .tossing 
end Crban Devslopeant.

(vtii) Representative froa the Ministry of Cvouiulutieni 
and Trans;w>rt.

(lx) Representative from the National Heualn* Corporation*

Representative froa the Registrar ef Reildinics.(x)
(xi) Representative free the State Motor Corporation.

Thla eoeaeittee la expected to neat once a eoath and diecu* 
the progress and then reeocisend further action Ce the 
Traffic end Transportation Planning Department on issues
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<xi) of th# follow In* routw atoota I

Maicbtai S t m t  and P «f» food

lUura S t m t  *«• I'm*]*  * » Wanaarato E i t m i
i

'loro-jor* HMI i*4 baited fiction* ft»«i

V«it*d station* toad **< dayaweyo toad

.iuoadoni Hood Mid W anoy* Hoad.

i » l o . l  Coat#

the coata which aaoo beeii ceaaldarad by the acttor aro ttoaa

ol yrtorleiaaj and aaialy ar* X*r mad iw»f>rov**.#ata.

t j  Uainit ataadarda t o r n  coat of « •  «etr* of road %itU 

oarloo* faoilitiea la *# etooa fcoloai-

Oa* motra road • fe* r Inna* 
cyclo track* 
Padoatrian footpath

aad
Central roaorva

33
other iafraatracture • l i t  l,tl4 /* 0

uoa Mira road • four lasoa 

cycle lull

and
vorftoa 3^
Other iafraatructure • lh*» 6»0W/»

33. lafevuat lou flam fcfavla« Company -  Sar-oe-Saiaaw H7* 
-  iba loa|«&]r coaatructin* a 12 kilwaatra aaetlon of 

1*0*0 toad at a coat of alout 100,000,000/**.

J4. Author'* oatiaiatoa.



U *

'.»»• metre re*d - tv© La»«*
tm<u

;e<i*a trio* pacha
15

atUr lafrMtructm - st. 5,000/-

iUo Mat •( iaatallia* traffic lUbta on • rcuud about la 
jstov* &*• JO,W)/»,

Tb»e tu* eaat for prUrltUi aro ahovn belovt

Horoforo Koa4 • 4 lano*, cyel* track*
an* padaatrlaa footpath*

• 5 kilometre* • 43,lfti,00t>/-
_  . 36Coat for tfco hrl4*a k.OKX^Qtfl/- 

Total 4*,l*2,SOG/-

fort Aceatf toad - 4 i«u*a, cycle track* and podaetrian
footpath* • 3} k». *3,31t,l>jO/-
Coat for tho bridao 3,000,000/-
Total 30,316,006/-

I’Huru Stroot vidoain* * 4 lance, cycle laco* *»d v*r«aa
){ kilemotr** 22,500,000/-

A road conmet l*$ Ha ;<»»*» l to kijogo Boad
- 2 lane*, cyclo track* and pedestrian 

footpath* - 3 kilocate** 15,000,000

35* Information fna Tho Oita yaar development plan for 
Oar-oo-Salaaw l?75/76,

36, Information fro» the One Year Dovelopaect f lan  for fcct-e*-SeU*m 
If75/76



115

Construction of Slander Bridge and widening
Bagamoyo Road at the section between Tanganyika Motors
and Kinondoni road - 4 lanes, cycle lanes and verges,

- 2J kilometres.
37

Cost of the bridge 10,000,0007-
Cost of the Road 15,000,000/-
Total 25,000,000/-

Chang'ombe Road widening - 2 lanes, cycle tracks and 
pedestrian footpaths - lj kilometres - 7,500,0007-

Construction of Kariakoo bus terminal plus 
bkycles parking sheds on all the three terminals

- 3,000,000/-

Improvement of round abouts t
- Msimbisi Street and Pugu Roed - costs have 

been included in the costs for the construction 
of Pugu Road.

- Pugu Road and Chang'ombe road - costs included 
in the costs for the construction of Pugu Road.

- Uhuru Street and Umoja wa Wanawake Street
- 50,000/-

*- •>

- Morogoro Road and United Nation^ Road
- 150,000/-

37 Ibid.
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• tttiC* 4 *0*0 U d  S*j!MW»T» lUM
*>,ooo/~

• tiuoUufti t**4 ktut toad

TOTAL COm »C OF TK6 FtlO ftim S

50.000/-
in,7fi,ooo/-

lb th* «m  y*«r 4ov*lo?»*&t plon i«r Dor-oWolaow ta-iou 
1975/71 afeoet *l#649tOOO/» v«t MllwiUd U  ko «*•*<£ for 
U M < p « r u t U «  foallitloo* AiiwnUi (Ml Ik* u m  m t w t  or 
noro will b« ■lU«*d lor toe §mtm ?wrpo•« for tho rogioo in 
ukiKtuttt yoars. thou it l» priiilU to MdoopUih tL* jeriorltioo
vitkio throw jr««rt.
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CttAmB VII

«C&UOLI UWCLb*L*a8
7.1, 2225SSSL
TM« ts«stf 4m \« vitfe th« N«i patiod arboa t t m p o t U t i M  
F**ilw«, Tk« itady M *  oovovor k m  very noth scorod to le«'«ina 
«t laUttouklp U t « M «  lwptk of journey ond choico of nod* of 
t r m l  to work fa ite ttlj of D«r*u-3ili«»,

Tk« ooolycla 1« otortod with tho ctotenont of th« problem,
•luoificoneo of tbo probloo, poryooo of the * tatty, i o o m  ooounptioao, 
Govornwont policy, m l a v  of yrovioao otedlfoo, oatMloiasy itul 
lioitotioao of tho otxdy. Pro* thio followed the l a d t r m d  aaolyois 
for the city of f i t m c M l m ,  Pore phyoicol characterl«tfee, 
urbon strocturo, load uso oad Motor tool dov#topmost of tbo 
city v«ra dicevcood. *oc«rlrti«tt of tbo population dictrikutleu, 
dooaity, ood yrajoctioRf yloe tbo oyotlol iaeomo distribution b i  
hoi pod to ohov which areas of tho elty oro ouitcM* fefr vhst 
m 4ii of trovol to work.

Tho trovol characteristic to the city boo boon osoaLaed wtJor tta. 
boodlaoa of joaruey **rr*o«, pool poriod traffic voluooc, p»v»k 
period trovol doued u d  loo: tb of jocnoy, Th«*o fcctort oro 
usofol io aadviuadine traffic f*r«rctloa ond distribution plus 
•obo factor* which contribute to doloyo for various oodci of
trovol to work. . -,7( \ \

, !
Tho m 00 of trovol to work boo boon ojuminod ot length io, 
torn.# of oofoty oonvvolouco,costs la tores of aoaoy aad t into, ond
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Though *»st lengths o- Journeys to wort in nany cities of 
< m M m  m i  within 1) kUeaittii, in itir^i-Siliw
it Ken been reveals* that the najetit; ef worker* stay within 
9 kilometres which holy ta explain that the preblecm e( travel 
U  week which the people of har-ee-»*iae« enperionee ere e 
result of peer accessibility, leek ef feeilities for various ssiai 
of travel *w  peer wanagawoe* ox these wades i f  travel to 
work, an* alee peer Management ef traffic.

This study has further revealed that s cartel* wither of people 
who walk te their places ef werk do not seen to favour It; 
a substantial percent**# af worker* in nar-ee-^alaan are willing 
te wee bicycles except that they tear dangers ef accidents 
in the eityi the awiarly need aede ef travel te werk is the 
public bos transport, however It is one ef tke noet
inconvenient nodes te people so tut people use public bus/
transport ainpiy because ae ether wades ef travslara readily 
available. The study has further revealed that because private 
car ownership ia vary Unite* even te Feepl* with high ineew* s 
then it* usage is confined te these vbe happen te evn thee, 
da a result they arc used even far vary short dietsoca*. Lou* 
distances te work are avoided by cor ownert because ef the 
eapenslve mania* costa.

Tits author feel* with proper planning and cerdlnsti«n with all
\ l

departmenta and Ministries which contribute i» transportatits 
and traffic planning, it i* possible ta deviate the problcr



of t r m l  to work in !«mr*l«lak. k, i m c m i Ih I rt«p in Ikli 
respect i h N W  ba to giro cosylet# ootioool policies r»lUr 
fitUl mmhi. For t» order to proooto bicycle usage
the Hovornoobt bos install** o bIcycl* factory in Cot-oo-toloo« 
ptu icoving of looms to workett to |«r«UM bUyclts. Vvt 
• loco there h u  bote no efforts to provide cycle tracks or Unoo 
on tbe city streets, people do not i m b  to bo willing to us* 
bicycles* Tims KovernMout efforts Co not soon to bore boon 
fruitful in this respect nt ell*

?,) Arnos of further r«»ottslM*

In tbe onslysis end roes— wristfsns tbs ontbor bos not tockloC 
tbs problo—  of j•destrisn eovowaat in tbs central arts of 
&*r****f>* loan * Tbit it tfca trta where foturt researches can 
ba carried out In order to doternine tbe carious wovoeenta of
people fro* one trot to anetbor is tbe CSP to aa to — tormina/
tbe roquiremot of central area podeetrlan feellitols, which are 
preoontly Inadequate in the CBB.

Auothur arts of farther rooesreh is tbs c*0 vehicular traffic* 
Tbs oity which is characterised by narrow street* la the C£J> 
experiences traffic congestUa not only at yeah porlsd hut 
eluost anting all working tours. Thus thorn in o ue«u to — Ac**
stand hew traffic aentageti—  noaaurca can bw effected.*' * *>) * V
Friwate car ownership la Bor-es-fioHoa* can b% researched <m
further la erCor te determine tbe offoett of Increstod and
Cecroaaod rated of car ounsrshlp. Factor* of gnldsnc* fr this 
res— ct ore that increased car c— areblp results Intoi-
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( t )  Tucroaeed n o b ility  M t «  for sou *Mk 

trips tbMi vork trips*

(v> Most pooplo to eso tboUr priests cars is  

preforoas* is  public trsasport.

<vi) Pisbting tor Iww dvsllsrs to tk« sue bobs.

( v i i )  Hsvsw its of industries to situs sdjsesnt 

to good rood fse llltie s*

(▼ ill) A I i u m m  Is for slip* rssor*• of s country.

tbst result from this study con dstsruiso tbo rational* of

o«r isportstion.

<U> l accidents sod do*tbo

( i i i )  lusrossud polutiou ssd oolse

(Itr) Zucrosssd eese»stiou«



12*

a i p l  i o c y i' h t

1* Per~eo-*oUew footer Plon
*y Project Huni«z AiaeaUui - T » m t «  • 1M7

3* Journey to Work - »v»del *ylit 
#y F.F. WllMO,

9. Wolrweye in K m  Prkon twlrowiwt
»y Llewelyn-***iee, l>wki, Porwelter-Velker and for.

A irlcitA load Federation lo^nrt Louder * 1971

*• ft?** V * * tLc
»y Allwr Tripp
Kdvard Arnold A Co - London 1931

5» Rood Traffic end Ita Control 
Ay Alter Tripp -
’Award Arnold i Co - London 1990

*• Sttfdy on City Tronorortoelon in Dar-ea-Salae*
#y Oeeellecliefc fur Perkekrefceralnag und 
Verfetreuleehnitee map • su*ibwrg. - 1971

7. A ftwdy ot tee TranaportatI ©a for H u  and Service Ar««* 
of v«r-e#-«ili •>

T
ly Cowiconeult - 1973

-
\4 /



127.

8. A report on Public Transportation System of the City 
Dar-es-Salaaro

By a team of Hungarian experts sponsored by TESCO - September 
1974.

9, The MTC ( National Transport Corporation) paper on the

Causes of Traffic Jams During Peak periods and recommendations 
of short and long term solutions - A case of Dar-es-Salaaia City. 
January 1974.

10. A critical Approach to Project Appraisal
A case study of Transportation in Dar-es-Salaam City by 
Njendela, K. Mapunda and Jaka M« Kvambi.
Department of Economics - University of Dar-es-Salaam - 1975

11. Bational Institute of Productivity's Report on UDA
/Organisation of the Traffic and Engineering Departments 

By P.N. Mukurasi - October 1974.

12. Mpango Wa Maendeleo wa Mkoa va Dar-es-Salaam

1975 - 76 ( 1 Tear Development Plan for Dar-es-Salaam)
Ey the Prime Ministers Office.

13. Five Tear Developeient Plan for Dar-es-Salaam - 1975-1979
By Prime Ministers Office / '

14. Karlakoo
By the Ministry of Lands Housing and Urban Development - August 1975.



u«.

15. U>da»to Hooter lion
lr*uaportation &to4iea - Technical Sepylanant Ho, )
(Vel. I u 4  2)

U ,  BnaCe in n>U« * m »
*y (iiaUtiy et Tr««*v«rt 
i««Ui*b Dttv«Up«wt M|>aru«M
I M  rfeieL OfflCC
Uer Karlciijr't l u t i m r y  0(fi«* - IHi

17. it:**a ‘Ironat-ortotlofa
Sector Policy leper 
Ay Vorld Bank • 1973

It. tfaa Sow Sclanrlat (Haemal) of 9 January. 1973 
vov talkl rad* Kit* toeeaa r w  on tin*
By Jo* Tinker.

19. lot r i n n r  • Jowmnl of tea fteyal Trim Planning 
laatltote vein*# eo - iterate. It74

Cycleway• in Creator fa tar ftorettgii.

20, The Planner • Jwtrnal of the Royal Town Planning
laatitut* Volm&a SI - Joe.a. 1575

i \

Bicycle Planning in London - By Pater Trevelyan 
Planning for Paetaetriana • By Tone Id Widdeahatft.



ut.

21, toport a», 1IA «i*d IIP 
kLastire Hutini Iw k  

7mm flensing Doper tnaut 
Ministry of work* out Supplies

- A* Appraisal of Hooonoot ** Jenet 197).

22, Hoirebl Irbae Stud* » 2970

23, T n d l e  twltMilu. Prattle*
M i  toe: by I. Dviu
K ft r . l ,  Spun LU2, * London I9ftl*

2ft* Traffic in Tows
The specially shortened edition of the Seekeen Report •
• penguin epeciel*
- ’'ukllshed by H..i. fteetloeery Oil ice 1U2 • wreet ftriteie

* //
»y base11* offset Ltd* Sleu*u, dusk* end Uaeell Wateon ft 
Viney Ltd. Ayleeburg, ftueke*

25* Tbs Unu Upe/Txeueifott
Analysis ft Synthesis 
W.R. Blunder 
Porganon Press Oxford

2ft. r*y Perspective la Urban Trans 
By A.J. Cslsoese 
Laaingten looks
O.C. booth ft COnpeny - Londoe - 1972.



130

27. Traffic FUaclnt * totinocrlm.
F.D. fiofcU
Fergaooii rttn - Oxford - 1974
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ROAD STANDARDS (CONTINUED)
Appendix No. Ill A

PRACTICAL CAPACITIES FOR ONE-WAY URBAN ROAD

6m 6.7m 7.3m 9.1m 10m 11m 12.2m 13. Um ll+.6m Remarks

Description Capacity in pcu's per hour
1

Urban motorway 
with grade 
separation and 
no frontage 
access

3,000 1+ ,500 6,000 Applicable to the 
highest category 
' of distributom.

All-purpose 
road with no 
frontage access, 
no standing 
vehicles and 
negligible 
cross-traffic

2,000 2,200 2,1+00 ' 3,000 3,300 3,600 l+,000 1+.1+00 l+,800 Appropriate for all
purpose distributors

1

All-purpose 
street with 
high capacity 
junctions and no 
waiting restric
tions-

1,300 1,^50 1 ,6 0 0 2,150 2,1+00 2,650 3,000 3,350 3,700 Applicable to those 
distributors and 
access roads when 
access to development 
is frequent but 
capability is not 
unduly restricted 
by junctions

All purpose 
street with 
capacity res
tricted by 
waiting vehicles 
and junctions

800 950 1,100 1,650 1,9 0 0 2,150 2,500 2,800 3,200 Typical of existing 
roads where waiting 
vehicles and junctions 
with heavy cross 
traffic severely 
limit capacity ,



ROAD STANDARDS
Appendix No. Ill B

!

PRACTICAL CAPACITIES FOR TWO-WAY URBAN ROADS

Effective width of 
carriageway in feet 
(excluding refuges 
on central reserve) 6m

2-Lane

6.7m 7.3m
3-

9.1m

Lane

10m

U-Lane

12.2m 13.tan
* V

lU.6m

6-

1 8 .3m

-Lane

20.1m 22.0m

Remarks

Description Capacity in pcu's per hour 
For both directions of flow

Capacity 
for one

in pcu's 
direction

per hour 
of flow

r

Urban motorway with 
gradd separation & 
no frontage access

3,000 U.500 Applicable To 
the highest' 
category of 
distributor

All-purpose road 
with no frontage 
access no stand
ing vehicles 
permitted and 
negligible 
cross traffic

1,200 1,350 1,500 2,000 • 2,200 2,000 2,200 2 ,U00 3,000 3,300 3,600 Appropriate 
for all Pur
pose distri
butors

All-purpose street 
with high capacity 
junctions and no 
waiting restric
tions

800 1,000 1,200 1 ,6 0 0 1,8 0 0 1,200 1,350 1 ,5 0 0 2,000

2,200

2 ,250

2.U50 
for dual 
carriage

2,500

2,700

ways

Applicable to 
the distributor 
and access road 
where access tc 
development is 
frequent but 
capacity is not 

' ■unduly restric
ted by junction

All purpose 
street with

300 1*50 600 900 1,100 800 900 1,000 1,300 1 ,5 0 0 1,6 0 0 Typical of 
existing road

capacity res
tricted by

to to to to to to to to to- to to where waiting 
vehicles and

waiting vehicles 
and junctions

500 600 750 1,100 1,300 900 1,000 1,200 1 ,7 0 0 2,000 2,200 junctions with 
heavy_cross k
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H B H B  g

sfe>iaii CTsau» of aa*fls

Friaasy d istribu tion  i Urt<u» M#torw*y 90 ka.p.b.

FMaary < i i t r i M t l « i  A H  K*.p.b.

D is tr ic t  d istribu tion . la s  n l d istribution

iioartwt access m i  W  k*.p.b.

H£o>>€Hs*ag& m i  wigrag

*oad Tjr** diofl* Tuo-Laas Carrl Dual or divided carriage*
way vitd at least 4 lar.e*

frlaar?
Distribution —  I.T «.

ii st rick 
Distribution $.? i.T» aorsalijr 3.4* If l u--- - d - -proportla* of fcsasy 

conncrcial traffic ii
M f j j  lcc____ _ __

Lsaal
3i*tris»uti«* 3.7* la  lad u str la l d is t r ic t s

3.4a* lapprin sipa l fetusia*** 
d is t r ic t s .

3.3* la rwsidsntial district*

Access Road rriacitl M U I  of *«*•«•*
3.7* la industrial districts 
3.4m in principal bnslasss

districts
1 .7* la rsaldeatial district* '
ms&&m..mu*!L £Lsssss£<
3.0* la Industrial and principal % 
business districts. ! 0m back ‘, \ 
roads ia rssidsatial districts ' 
a two-isos vidta of 4* vill 
suffice If used liaitsd to oars



u.

A m i t ai ▼

gscoxifiapgp roorviT vmgs

l y p m  o f  HMd ?*ooe»oa4sd ttiaiaa* TMIw*? VidtHS _

t e » * &

’Jr van Motorway .
la  foaivar*

All-*ur,.o»* rood 2 .T  «•

2.T* la yrlasiyal Vuslaosa aud industrial 
4Lrtii«k«.
4 .V* in reaidoatisl dlstriss*

1*9*1 2.7* is principal business and Industrial 
districts*

i m i i  B— 4i ••’ri iol j fvi tttaas of AsaaM:
2.7* is principal teualaosa districts*
1 , 6 m  i n  Industrial diatrlss*
1.3* normally is residential district*
3 .7 » «  fc.ws -  adjoining ssoppiag freatagss* 
r>ae»n«ary vaans o f Asctspt

d .? »  rar«o laatsad of footway on roads la 
prissipal easinass sad industrial diatrlss
o.& » rerre instead of footway os roads is 
residoatial districts.

. *' *>
* If *9 footway i« repaired yrorida r*rt& st iaast\ 1 f

0 .9  ». wide
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Collector .Oed: - A eidbvay aervleia« I)m  igteroel traffic
u w m o U  mLibia ea area of tae city and 
eeaaeetiad tfeie ere* to the Arterial toed

iyatea w 4  vita direct m m m  to «>«ttlag 
property wad with latereeetieee at grad*.

beeal «eedi* A reed primarily for to n i U t M * .
aaaiaeaa or eider eb«ftti*« property.

Farawayi« A aeeaie rood vita full or partial control of
aoeaac, , aad located vital* a parsec or a ri t»Vos 
of fart develefseat.

froa tbo above ela**iflea*loo tbe aajor read* la !tor-e«~beleaa 
ecus to calaaifled »* follow# i

< //
a. Froowa/i Mot there at the #o**nt
b. Major Arterial> aâ aaojro Hoad

Merocoro 3eed 
face toed 
Alive toed

e. Kiaor Arterial i ’doited K at lost toad
Svaelli toed 
^aiabaci Street •< ■ ■>U.uru Street ( ■ \
Independence AVeaae '
Caret mi  Street
City Strive t , Aseaa front



u.

D M «  Scad 
haletata Street 
Libya Strut

U n t t

Ueoja wa Vasewahe etwtt
Morocco J*o*4

Tm  ot..«r rest* m w  too aeaerou* « i  repairs a* special attention 
for oar -yarposc. Ka# »o . s.ova s o w s  m i  or roads.

»•«

Cn.o quality of a road tepee-i* «a the facilities it has. The 
facilities considered for ronin a m  road width, neater of lease, 
t«ni, side vrtki, c;ele t m s a , iay», traffic oestnla, 
capacity design, pavement conditions, street li«fctia«, car facing

ced CPftXAago* 9t course for oar purpose not all are of interest 
te> as. Tools So. J6 snows the sajer roads of 3ar*o*~S*la*« whieh 
Oars been of interest la this test and the availability of 
facilities. The table rereale how nest of the roads ars la 
extreaely poor condition except Fag* Food which is under 
construction sad it will hare all the necessary facilities.
Hoad in;-raves*at it a necessity ia :)ar~ee-Sal east.

\1 \4 >



// fW M t W £ <7f W W  Ms /ft gfsf/scsjf
Dl RESIDENTS AT VARIOUS DISTANCES F»QM CENTRE OF WORN*

V I S ! TO fteCRtf tflfftf 0 H  1 1 TO 3 3 f t  5 3 TO 7 7 TO 9 9 TO 11
NUNBER O f PPOplE 1 7 2 312 580 768

■ \
396 72

HUP BER UAlkI MC 552 168 168 96 40 0
---------- ------ ------

f ~ ^ r

NUPBER USING 81 CYCLES 0 0 0 0 0 0
1*0. 'USING KOTORCYCLES * t a 0 8 8 0
USING PUILIC SERVICE 1 56 312 568 304 56
USING PRIVATE CARS .8 8 8 16 8 0
USING OFFICE TRANSPORT *4 72 92 80 36 16



analysis of choice *cf inode of travfl to work <daR-es-salaam ,august 1975)- by. ayoob omari JANU

k: choice of mode of travel as relateo TO INCOME:
0 • >38fl 381 - 750 751 - 1500 1501-2500 2500*

VNUMBER 'WALK DNg 192 19? 40 0
X 'OVERALL 8.COCO 16.3333 1.6666 0.3333 0.0000

NUMBER ‘USING BICYCLES 0 0 0 0 0
±-

x 'Overall 0̂ 0000 0.0000 0.0000 0.0000 0.0000 _/— *
NO. 'USING iMOTCRCVCIES 0 8 8 8 0

x 'Overall O.'OOOO 0.3333 0.3333 0.3333 0 . 0 0 0 0

USIN6 p*UG L IC SERVtCE 336 928 96 24 0
x 'Overall UwOOOO 38.6666 4.0000 1.0000 0 . 0 0 0 0

USING PRIVATE CARS 0 0 24 8 16
x 'Overall 0 .>0000 0.0000 1.0000 0.3333 0.6666

USING OFFICE TRRN9P0RT A A 11? 128 28 0
x 'Overall 1 -8333 4.6666 5.3333 1.1666 0.0000

records 'Processed ■ 2 * 0 0



1 A H /U  Y S r S  o r  C H O I C E  O F  iH C D E  o f  t r a v f l TO WORN COAR-es-$auam #A U G U S T  1975)- BY, AYOOB Omari - janu
d2 percentage OP CHOICE OF MODE PER LENGTH•

I DIST TO 'WORK CENTRE O Tic 1 1 TO 3 3 TO 5 5 TO 7 7 TO 9 9 TO 11
X h o  o r  ’FeoPLE 7.16*6 13.0000 24.1666 32.0000 16.5000 3.0000
X H O  'WALK INC 24.0506 26.5822 26.5822 15.1898 6.3291 0.0000

X NO IUSFN6 BICYCLES 88081.1013 88081.1013 88081.1013 88081.1013 88081.1013 88081.$013
X INO FUSDNC MOTORCYCLES 0 *’0000 33.3333 0.0000 33.3333 33.3333 0.0000

X 'USING PUBLIC SERVICE 0.5280 4.046? 22.5433 41.0404 21 .9653 4.0462
X NO tViTN PRIVATE8CARS 16 »66i6 16.6666 16.6666 33.3333 16,6666 0.0000
x u s i n g  d i p . t r a n s p o r t 1 .’28?0 23.0769 29.4871 25.6410 11.5384 5.1282

• ' F !VT

l f  f  f , f 5 i> k J 

. . .  •

*' ■





APPENU1A A i

ANALYSIS .OF CHOICE 1CF IMODE 'OF TRAVEL TO WORK (OAR - e s - salaam # a u g u s t  i975>- b y * ayoob •On ARI -  j A hUARY#1976

F! CHOICE OF MOnE of t r a v e l  a s - r e l a t e d  to SEX,

UAlKlNC BICYCLE* m o t o r c y c l e ' PUBLIC' PR/CAR o f f /trans  t o t a l  .

FBMLtS 180 0 0 448 0 28 556

X 'OVERALL 3.3353 0.0000 0.0000 18.6666 0.0000 1.1666

X 'WITHIN Sex 14.3884 0.0000 0.0000 80.5755 o.oooo 5.0?59
t * .

X IWITH i n  IHOCE 12.6582 0.0000 0.0000 32.3699 0.0000 8 . 9 7 «

HALES 552 0 24 936 48 t 284 1844

X ICVERALL 23.0000 0.0000 1.0000 39.0000 2,0000 11/8333

X fWlTHlK Sex 29.93*9 0.0000 1.3015 50.7592 2.6030 15.4013

X 'WITHIN IHOCE 87.3417 0.0000 100.0000 67.6300 100.0000 91.0256

6: OVERALL OWNERSHIP OF MODE OF TRAVEL!

NO. OF PEOPLE X OWNERSHIP
- -—-•-j|t

NONE OF THESE BEUOh ‘2308 96.1666

bicycle 8 0.3333

motorcycle 28 1.1666

PRIVATE CARS 56 2.3333 ' ' "



APPENDIX XII

ANALYSIS »0F CHOICE CF HOPE OF t r a v e l TO WORK (OAR- E$-$ALAAM #AUGUST 1975) - BYi AYOOB OHARI -  JANUARY#1976

h : REASONS FOR nOT OWNING INDIVIDUAL HOPES OF TRAVEli

0 b i c y c l e * mot or c y cl e PR/CAR 0 j

A. HC 'WITHIN IHCDE 2192 2372 2344

x O v e r a l l 99.6666 98.8333 97.6666

- - -  - -  - -  -----------  - ‘ ~= -.*=••- : f

B.1 RISK

A .  WC WITHIN (HOPE 100 32 0
\___________________i__________________________

X ’OVERALL 12.5000 1.3333 0.0000

X WITHIN IHOCE 12.5418 1.3377 0.0000

2 WOnEY

A . HO WITHIN IHODE 1756 2176 2328

X ’OVERALL 71.1666 90.6666 97.0000

X 'WITHIN IHOCE 74.0303 91.7369 98.1450

,3 'OTHER REASONS

A. HO 'WITHIN ihOOE 336 164 16

x ’Ov e r a l l 14.0000 6.8333 0.6666

x w i t h i n  imode 14.3344 6.9965 0.6825



A P H tlN L

(LYSIS -OF CHOICE Of 1*0 DE OF travel TO WORK (DAR- ES - S A U A H  .AUGUST 1075)- tv* AYOOB OMARI - JANUARY.1976
I: 'OWNERSHIP AND CHOICE 4JF MOOE OF TRAVEL AS related to family size*

<„__ size-m m m ;<• —  WORKERS IN FAMILY — —
1 UPTO 1 3 UPTO 6 * 7 OPTO 0 ABOVE 10 <— 1 -— > !4—  2 — > <—  3
HO XCF • WO XGF NO *Gf HO *GE HO XGC NO %6E NO *GE

lK/PUai.SE*VE, CHOICE 82« 34.50 «0* 13.50 424 17.66 232 1tf.50 1056 77 4 33 320 13.33 80
rS ' 3>.33

CYCLE -OWNERSHIP <J t« .00 0 0.00 0 0.00 a 0*.33 a <K33 0 0.00 - 0 <7.00
YOHCYClf (OWNERSHIP 4 iC.16 16 0.66 a 0.33 0 Oi.OO 28 1.16 0 0.00 0 0.00
IIV̂ TE CUR (OWNERSHIP 16 0.66 32 1.33 a 0!.33 0 05.00 40 1.66 16 0.66 0 0.00


