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• ABSTRACT;

Inbra - urban public transport service is a 
significant input in the development of any town.
It j.G that means of travel which facilitates faster 
mobility of the people wishing to travel to places 
within and about the town for which a government 
controlled tariff is charged. This input is however 
lacking in medium size towns of m:\ny developing 
countr5.es c It exists only in the main capital 
cities and big towns. The study undertaken by the 
author endeavoured to establish need for 
establishing public transport service in Thika 
town one of the medium size to' ns in Kenya.

Lack of intra-urban public transport service 
in Thika has resulted into long travel t5.mes flue to 
long travel distances to activity areas found i.n 
Thika, The fact that these activity areas (land 
uses) are located in different sites within the 
town enhances need to travel and hence increases 
travel demand. The travel times and distances arc 
increasing clue to the rapid growth of the town.
The town* s growth is ensured by its industrial 
development which is on the increase.

Majority of trips made in Thika are on foot 
as the vast majority of the residents cannot 
afford to own cars. Walking the predominant mode 
of travel was found to be costly in terms of time 
and inconvenience. In view of the anticipated 
future growth of the town, walking would therefore 
be wore costly and inadequate. Consequently an 
alternative mode of travel which would bo .less 
costly, reliable and convenient is needed

< t , »- c«/ iv
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•■.niha town was found to have conditions 
which are necessary for the establishment of 
intra-urban public transport service such as 
high lcv el of buijxness and employment activities* 
lo\/ level of car - ownership* steadily inerc '.c ing 
urban population anti increasing travel distances. 
On the basis of these conditions* establishment 
of an internal puolic transport service involving 
small public transport vehicles (mini—buses) 
was found necessary.
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CHAPTER ONE:

GENERAL INTRODUCTION 

1 ,0: Introduction

In this chapter, a statement on transportation 
In general is made. An attempt to ssjr what public 
transport entails and how it has been conceived and. 
developed in Kenya is also wade.

In the same chapter, statement of fcho problem 
is presented together with brief outlines on the 
objective, assumption, significance, relevance, 
scope and limitations of the study. Theoretical 
framework and methodology are also covered in tho 
same chapter,

1,1: Transportation in General

Transportation is essentially a service which 
enables people, firms and various other entities to 
carry on activities at sites selected for these 
purposes in different locations.

One of the major considerations in selecting 
a site is accessibility that any particular activity 
has to other activities. The very heart of 
transportation planning is therefore concerned with 
the design of circulation systems which maximize 
accessibility for essential movements between linked 
activities, giving due consideration to safety, 
comfort and amenity as well as cost.

Public transport service has been equated 
with ’’collective transport” or ’’mass transport” by 
many people.

O €> t « 5 •



Many scholars seem to agree that it is that 
organized means of travel which is intended for 
the general public use for travelling from one 
location to another for various activites and for 
v/hich a government controlled price or tariff is 
P' i-r « it is therefore a self-supporting system 
which is provided by private, corporate or public 
concerns. Private concerns are like the "Matatu"* 
operators or private bus services in the case of 
Kenya. Corporate concerns are like the Kenya Bus 
Services (Nbi.) where the Nairobi City Council owns 
25S of the shares or Kenya Bus Services (Msa. Ltd.) 
where the Mombasa Muncipal Council owns 49% of the 
shares r.nd the rest is owned by an Overseas Company. 
Public concerns are those in which the state owns 
all the shares like the Usafiri Dar Ltd. (U.D.A.) 
of Tanzania. Various modes are included in public 
transport namely the bus, mini-buses, trains, 
trams, etc.

1 nolle transportation invo3.vos the institution
°f rules, laws and other appropriate control 

T . i Lcmeasures. It is a policy of our government to 
ensure that a viable and efficient public transport 
system in the country is created and managed.
This is evident in the manner our government 
allocates funds for the construction of new roads 
linking hinterlands with the growth centres which 
are also linked to the capital city.

"Matatu" - a public transport vehicle of less 
than 6,720 pounds weight which arc exempted from 
the Public Service Licence.

/ 3
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3!t is also seen in the way the government endeavours 
to promote Air and Railway modes of travel. In 
this way inter-urban transportation is enhanced.

The 1974/7S Development Plan recognized the 
importance of creating transportation system that 
would keep transportation costs and travel an low as
possible and. also be available to all transpor t

(1)users.

However, public transport can be basically 
categorized into two forms of services namely 
Intra-nrban and Inter-urban transportation services. 
The former refers to the haulage of people and 
goods within the boundaries of the urban centres 
while the latter refers to the haulage of goods and 
people into the urban centres from outside the urban 
boundaries. This study is concerned with the former.

In Kenya, the development of inter-urban 
transportation service seems to be more advanced 
than the intra-urban one. The government 3.ays a 
lot of emphasis and invests heavily on the 
construction of new roads which arc designed to 
open up the hinterlands and link them with the 
growth centres (as observed above) which are in 
turn linked to Nairobi, the capital city by road, 
railway and/or Air. Along these links, numerous 
public service vehicles in form of buses, taxis and 
,;matatusM are seen daily commuting between the rural 
and urban areas.

m. —■ ..  1 ■ • ■ ■ »■«■«■»« mmm >i • n ■>!» > » .wn. —11 ■■ mmmm 1—»<■

i 1974/73 Kenya Development Plan PP* 343 «•

• /4
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It is only in Nairobi and Mombasa in case of 
Kenya where information exists cn what type of 
Public transportation systems exist there. But in 
other medium size towns like Eltioret, Kisurau, Nakuru 
and Thika no information exists implying that there 
are no public transport services in the totms. This 
study therefore attempts to establish need for 
public transport services in Thika town. Following 
which, it will make general statements on the 
criteria which could be adopted in establishing the 
same need in other similar towns,

1.2: Statement of the Problem:

Transportation within Thika Town is problematic 
because there is no established form of intra—urban 
public transportation service* Conseauently a good 
link between the inter—urban transportation service 
and the various destinations of passengers within 
the town is lacking. There is a very good inter- 
urban transportation service originating from the 
hinterland - Mangu, Gatanga, Muranga, etc. - and 
Nairobi City and terminating in the Bus/Matatu 
terminal in the town centre* It has been found out 
from the surveys done that over 70fo of the 
passengers alighting at the Bus/Matatu terminal arc 
workers in the offices, institutions and industries.
Some of the industries are located far away from the
town centre. For example Kenya Canners, the leading
industry from an employment point of view (employing
about 6,000 people) is located about 10 kilometres
from the town centre. Although Kenya Canners
provides housing for its workers, a good number of
workers (3*500̂ ) 4tiil come from outside Thilca Town, — U M  ^

( 1 ) From the author*s field survey* /  5
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People working in such far away located industries 
or institutions (schools) have to walk long 
distances since there is no form of public 
transport service for them to use.

Similarly, some of the residential areas in 
Thika are situated far away from the offices, 
industries, schools, hospital and market. The 
residents in these areas also encounter transportation 
problems as they travel to these places.

Car-ownershin in Thika is very low (1 1 .3$) 
considering tnat the majority of workers are semi­
skilled manual workers whose incomes arc low. The 
majority oj: them fall in the low and medium income 
brackets earning less than 1,200-00 per month. 
Consequently, they cannot afford to buy cars and have 
oo walk or use bicycle to go to work and other 
activity areas* but as the town continues to grow 
rapidly, distances between activity areas will 
become longer and the present predominant modes of 
travel namely foot- and bicycle, will become 
inefficient and inadequate* Ct is therefore 
essential to look for an alternative mode of travel 

• which will be more efficient, reliable, convenient 
and safe.

Nevertheless, it is important to note here 
that Thika town is growing very rapidly* It has 
the second biggest industrial growth rate in Kenya 
next only to Nairobi, the capital city. Its 20 
major industries employ more than 20,000 people.
The population growth rate observed between 1962/69 
was 4*1,3 per annum*

/6
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3ut the current population is estlooted to be about 
<»3j000 people with an estimated pope ,tion r.'ov.’.n 
rate of 8/, per annum. This is an indication o' t!.e 
rapid population growth which is mainjy due to he 
rapid industrial growth of the town. Thika town has 
a suitable site for location of industries and ban 
as a result attracted a lot; of industrial 
investments. It functions as an industrial 
satellite, for Nairobi city being only few 
kilometres from it (47 kms). It is well linked to 
Nairobi by railway and a dual carriageway. Its 
agriculturally rich hinterland makes it a very busy 
town both as a service and marketing centre 
supporting nearly ^00>000 people from the surrounding 
districts - Kiambu, Muranga and Machakos. All 
these factors however seem to ensure the future 
growth of Thika town.

Noting that high population densities and 
high level of business activity and employment arc 
some of the major conditions for the establishment 
of any form of public transportation service in 
to\ 1 hika town seems to satxsiy these conditions 
to some extent• Tho author therefore feels very 
strongly that lack of organized public transport 
service in ihika town is a major problem. This 
study therefore attempts to establish the need for 
establishing such an organized public transport 
service in Thika town.

A*-3_» . The Objective oT the Studjr:

Besides addressing ourselves to the issues 
raised above* the study endeavours to determine

/7



threshold conditions for the establishment of public 
transport services in Thika town,

1•4« The assumption of the Study:

The main assumption of the study is that there 
is need for establishing public transport service in 
Thika town. This assumption is derived from many 
factors including the following

1. The present population of 43,000 and the high 
rate of population growth of 8% per annum due 
to the rapid industrial growth of the town.

2, The anticipated population growth and 
physical development of the town as outlined 
in the town*s Development Plans including the • 
Master Plan.

3* The employment opportunities created by
industrialization leading to an increased 
travel demand.

4. The role the town plays as a business centre 
for its agriculturally rich hinterland - 
Kiambu, Muranga and Machakos.

*

1.5* Sirriificancc and Relevance of the Study:

Intra-urban travel problems in fast growing 
medium size towns where no organized public transport 
services exist, are inevitable. Very little work has 
been done to appraise them ar.d find ways and means 
of alleviating them. This study is expected to 
provide guidelines and principles for establishing 
public transport services in the medium size t;owns 
such as Thika, Kisumu, Nakuru and Eldoreu. Its 
findings and conclusions will be useful in.the
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overall planning process of urban centres whore 
transportation studies should be seen as an 
integral part of the overall planning process.

iiii— .Scope .and Limitations of the Study:

The study covers the entire area of 'fhika 
town plus the catchment areas of the traffic that 
has 'fhika destination. The latter arc the 
immediate environs of the town such as Muranga town, 
Gatanga, Nairobi and Ruiru among others. The study 
focuses mainly on the intra-urban passenger public 
transportation service.

The study is compri.secl of five chapters 
organized as follows;
£L\?P.fcor.One is the general introduction;

v. AlSS, Gives a general overview of public 
transport, service both in a global and national 
context but more emphasis is on the national context 
where wairobi. and Mombasa public transport services 
ore looked at more closely;
Chapter Three gives baeground information of the 
study area;
£!HE“Cr_j^our is the analysis of the transportation 
system in Thika town and

.V.i.̂ ivc Sivcs the conclusions and recommendations 
arising from the analysis of transportation system 
in Thika.

It was not possible for the researcher to have 
a very big sample in the households* survey as this 
would have been very expensive. Time was also a 
•major constraint.

....../9
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However the information from the traffic counts, 
secondary data and ihika local autiioritics \.ras 
adequate supplementation* Adequate data on public 
transportation service in an Last Afric in contc.ct 
or Kenyan context was generally lacking*
Consequently, the writer had to depend on what was 
available and his findings and assessment of the 
situation on the grotmd.

1.7: Theoretical Framework,:

Public transport service is essential because 
it facilitates movements of people, goods and 
services from one place to another• should
therefore be safe, efficient, reliable convenient 
and comfortable* It increases efficiency and 
mobility of the town dwellers and can only be 
effectively operated where routes with high traffic 
densities are possible. It should be noted tha*. 
for any public transport service to be established, 
there must be a demand for it* This demand is 
measured in terms of peoples desires to make trips 
for different purposes and their decisions to use. 
public transport service.

Public transport service saves time and 
reduces strain and loss of energy of the users and 
this leads to more efficiency in work and ultimately
to more output.

With the growth of urban populations, 
movement within end about the urban areas becomes 
problematic. Transport planning process has therefore 
been developed i.n an attempt to alleviate these 
problems»
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It has boen realized by transport planners and 
land use planners that transport has potential to 
shape the urban environment by influencing the 
accessibility of locations within the urban 
environment.

The urban transport planning process is based 
on a range of assumptions and principles the most of 
which are that:

(i) Travel patterns arc tangible, 
stable and predictable.

(ii) Movement demands are directly
related to the distribution and 
intensity of land uses, which are 
capable of being accurately 
determined for some future date.

(iii) The transportation system
influences the development of an 
area as well as serving that area.

Movement desires can be manipulated by 
controlling the land uses that represent the 
origins and destinations of journeys. Therefore, 
if the land use patterns of a town or city could be 
defined for future date, the associated traffic 
pattern could also be determined and a suitable 
transport system designed to fit it. Trip 
generation and trip distribution are used to forecast 
the future origins, destinations and distribution of 
movements associated with the developed land - use 
forecasts. Also demands for movement are related to 
activities pursued by people and these activites arc 
reflected in the distribution and characteristics of 
a range of different land uses*

^^Michael J. Bruton: Introduction to transportation
planning (1975) PP*l6

/II
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The provision of mobility and equality of access 
to the employment, health, educational and cultural 
opportunities is the most cited benefit of public 
transport • An efficient and convenient public 
transport service will attract demand from 
individual car-owners who if it will meet their 
requirements will tend to use it more often than 
their own cars because it will be cheaper, convenient 
and efficient*

The following conditions are highly favourable 
for mass transportation:
(a) A steadily increasing population concentrated 

in a densely developed urban area*
(b) A high level of business activity and 

employment*
(c) Car ownership.

Population size and density, age and form of 
the urban settlement are recognized as variables 
which help to explain public transport^ share of 
the total journey - to - work trips made. For 
instance, the higher the population and its density, 
the more able are operations to justify high 
frequency and closely enmenshed services leading to 
a stimulation of demand. In the case of the age and 
form of the urban settlement, it has been observed 
that the older cities tended to be densely 
populated, with activity areas concentrated in one 
place* Hence heavy congestion was a consequent*
Hut the more modern cities are built for the use of 
the car and are therefore more spread. Y/ith better 
transport in these cities the advantages of

Nancy W* Sheldon, Robert Brandwin: The economic 
and social impact of investments in public 
Transit (1973) PP.5 /i2
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centrality are diminished and tho disadvantages of 
distances between land uses are reduced.

Journeys made can broadly be categorized as 
11 production11 or "consumption” oriented. Journey l o 
v/or!c and those made in connection with work during 
business hours can be said to be "production" 
oriented. The costs attached to these trips arc 
likely to be insignificant in relation to the rewards 
anticipated and therefore, demand will not be very 
sensitive to changes in travel costs. They could be 
said to be essential journeys. "Consumption" 
oriented trips such as for leizure, social or 
recreational purposes, are "optional" rather than 
"necessary- and demand will therefore be more 
sensitive to the costs of the tripe. It could be 
deduced from this that "production" oriented 
journeys are more fixed and can therefore be easily 
determined. They are more reliable in measuring 
demand for a public transport service and 
affordability to sustain it.

flic strength of the desire to make a 
particular trip by public transport is related 
indirectly to the purpose, and the choice between modes 
is largely determined by the costs attached to them 
including non-money costs such as time. The best 
mode of travel is the one which trios to rAuvA.*wv^e 
both the costs incurred and time spent during 
travel and which ensures convenience.

U .0 : Methodol orv:

ihe information contained in this Thesis v/as 
gathered both in the field and in the offices

«/!3
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( 2)

(3)

i n c l u d e  tho libraries and archives. Four 
techniques of collect:^ data ^

( 1 )

,„U-S- the Cleric, Mayor,Town
N a i r o b i  -(TOWn ‘>lanner and T°"'n Trca«urcr,0 03.City Council Officials. K ,
S c ^ i C03 Officiais and the General Public in

® ° ° tS  and M arkot P la c e s  in  Thilca tow n.

7 T Z ^ ~ ~  , iS Came Kminly from bureau
ICS • Pilysic-'l PI nr,„ J ^

T M ‘ t t ... T , -mu*ng Department,
P1 . °'a ' utI:orifcxes, Xhika Development
?J  T  ® th° M=Ster r'ian’ Ministry of;°rks, Kenya Dus Services, libraries,
Archives and Railways.
^HS^onnaire Method: t,.,~ ~

f questio‘»airOS

(i) Individual household questionnaire 
and

(xi) A questionnaire for institutions 
and commercial establishments.

The individual household questionnaire was 
meant to establish the characteristics of tr- ,
Thika town residents it , h „ VCl by
out- the ■ therefore aimed at finding
ut. the numoer of trips made by each household, the’

^ p u r p o s e s  such as for work, school, market,
, /  ' CtC"  th0 tiK!e ta),en in eacli trip, the

Z T Z  T C h « "  —  <>f each» no moae used, mode preference for each trio 
Purpose, income of the trip makers, routes taken

e ~ r kin5 (S° th<,t de£irC Uncs could beestablished) and car-ownership.

./14
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The second questionnaire was .leant to show 
the working population in the industries, offices 
institutions, etc*; the number of those living 
within and outside Thika Municipality Boundary and 
their predominant mode of travel. It was also 
intended to establish:

(i) The workers who are provided with
company or institution transport and 
how this is managed and financed*

(ii) Whether lack of public transport
service in Thika Town had any adverse 
effects in the employment sector in 
terms of workers* lateness to work, 
nbsenteism and productivity*

In the institutions such as schools and hospitals, 
the questionnaire was intended to establish the 
predominant mode of travel for students living within 
and outside the municipality boundary. In the case 
of the hospital, it was also necessary to know the 
number of outpatients and their predominant mode of 
travel.
(4) Traffic Counts: These were taken in order to
establish traffic volumes according to different 
modes at different times cf the day and week (peak 
and non-peak hour periods) along the major 
transportation routes in Thika town. We considered 
it important to establish the traffic at pea!: hour 
periods because peak hour demands place the greatest 
load on transport system and are therefore useful to 
establishing overall transport pattern and capcity.

Demands for movement at other times of the 
day (non-peak period) are also important especially

.........As
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in establishing the quality and routing of public 
transport. The peak hour periods were taken to be 
between 7 and 8.30 a.m. when the majority of the 
people arc moving to activity areas such as work, 
school, business, etc.; between 12.00 noon and 2.09p.m. 
when bade from lunch; 4*00 p.m. to 6.00 p.m. when 
people and students are leaving work and school 
respectively for home. The non-peak hours were taken 
to be any other times of the day other than the peak 
hour periods.

Traffic counts were taken at three points along 
the major transportation routes within the intornal 
cordon of Thika town. These are the routes of highj^ 
traffic densities. The first point was along the 
major road from Muranga and Nyeri side catering for 
traffic emanating from that area. The second point 
was at the junction of Garissa Road and Konyatta 
highway catering fro traffic from V/hite Sisters*
Road (llangu and Gatukiiyu area) and Nairobi. The 
Third point was along Kenyatta highway, the main 
spine road through the CBD. All the traffic from 
CBD to the eastern side of the town uses this road. 
Most of the industries, schools and residential 
places are found in this side of the town,

1 . 8. 1: S a m p lin g :

The individual household questionnaire was 
administered .in the residential areas and covered all 
the income groups - the high, medium and low- found 
in Thika town. The aim was to get response from 
different income groups because their views towards 
public transport service may differ.

/16
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Tnc sampling took into account the location >\n the 
town centre, while others arc away from the town 
centre. Consequently, half of the interviews were 
conducted in the residential areas in or near the 
town centre. The rest were carried out in 
residential areas far away from the town centre.

The institutions and commercial 
establishments questionnaire covered G0% of the 
industries, 50% of the schools in the town and 
majority of Government Offices and public 
institutions. The industries and schools included 
in the sample were randomly selected.

/17
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CHAPTER TV/O:* '* ̂ 1— m mi t m m

A CENEIlAL OVERVIEW OP PUBLIC 

TRANSPORT SYSTEM:

2.0; Introduction

This chapter briefly reviews some of the 
existing literature on public transport systems in 
East Africa and other parts of the world. It aims 
at identifying broad criteria used in establishing 
and operating public transportation systems. In 
the first few pages, it looks briefly at works done 
in other parts of the world so that we can have a 
general global understanding of public 
transportation systems. A detailed discussion on 
East African public transportation systems follows 
with more details given for Nairobi and Mombasa 
transportation systems. These were the towns where 
data on public transportation services were more 
available* Finally, a statement on the already 
defunct Nalcuru internal bus services is made. The 
author thinks this statement as being particularly 
important because Nalcuru is regarded as a medium 
size town just like Thika, Kisumu and Eldoret, and 
this study is addressed to intra- urban public 
transportation in towns of that size.

2.1: Review of Related literature:

Public transit has been conceived by many 
planners as an essential service and a continuing 
responsibility for all raetripolitan centres.
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i i§ so because it is in these centres x;here 
highway congestion, parking problems, air pollution 
among others are prevalent according to the 
argument raised by Charles River and Associates^, 
They argue that improved urban transportation 
service would divert travellers from auto to public 
transit reducing highway congestion, parking problems, 
ui'/ pollution etc* which are evident in cities of 
industrialized societies*

It has been noted by Lowdon Wingo Junior that
while congestion is the main problem in urban
transport in industrialized societies, lack of
established transport service is the main problem in
the less developed societies especially in the medium

(2) .sxze towns * This point confirms the author*s 
observation in chapter one that no information on 
public transportation exists for medium size towns 
in Kenya or East Africa as a 'whole* The explanation 
seems to be that established public transport services 
are lacking in these towns* From the argument 
advanced by Charles River and Associates above and 
Wingo*s view, it could be argued that different factors 
prompt T/he need to establish public transport services 
in industrialized and less industrialized countries* 
While in the industrialized societies the aim is to 
curb traffic congestion, parking problems, etc*, 
through an improved public transport service,

a )

(2)

A Charles River Associates Research Study - 
“Free Transit** - (19/0) PP*2.

lowdon V.’.ingo Jr* - Transportation and Urban Land*

/19
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the aim in the less developed societies is to 
increase uroan mobility for the majority of people 
v/ho do not own cars through establishment of an 
organized public transport service. The question 
oi traffic congestion, parking problems and air 
pollution does not arise in less developed societies 
especially in medium size towns where car—ownership 
is very low due to low incomes of the majority of 
the people.

Peter J. Hovel and Associates have argued 
that mobility is one of the most precious achievements 
of modern civilization,^^ Mobility rofcri'ed to here 
is the ability of people to move from one location 
to another through use of auto or public transit.
1 he use of auto or public transit is a technological 
achievement of the modern civilization which 
facilitates faster mobility than the old mode- of 
travel namely walking or riding horse/donkey drawn 
carts. Peter and Associates have further argued 
that the success of public transport .is dependent 
on relatively high population, wortc place and 
shopping, and residential densities, public 
transport is particularly vital in dealing with 
mobility problems in cities as cities or towns 
cannot he built or rebuilt in such a form that all 
journeys can be made by private car, bicycle, or on 
foot. The physical space and economic resources 
required to rebuild or build them in such a form are 
lacking. Furthermore, a large number of urban 
population comprising of the old, young and 
economically weak people must be considered since 
they are the ones who experience

^ P e t e r  J. Hovel, William H. Jones and Alan J. Moran - 
"The Management of Urban Public Transport, a 
marketing perspective” (3975) PP.4. / 20
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mobility problems in towns as they do not own cars* 
Public transport service is particu]ar3y intended to 
solve their mobility problems in many cases*

Travers Morgen and Partners in designing 
the Belfast Transportation Plan noted that predicted 
values of population and land uses give predictions 
of travel generation* The travel model they 
advanced therefore converted estimates of future 
population and land use into future general travel 
pattern on the basis of the relationships of 
travel generation and distribution to land use# This 
would seem to agree with our assumption that if 
future traffic pattern could be determined, a 
suitable transport system could be designed to fit 
it. They worked according to this model to establish 
travel patterns for the year 1986* Some of their 
findings indicated that the daily demand for public 
transport (by bus and train) was expected to have 
decreased by 12^ by 1986 (as compared with 1966 
demand) . A prime factor causing this reduction 
was attributed to greater car ownership. The above 
finding docs not appear to agree with our earlier 
observation that one of the major concern for the 
metrioolitan centres is to divert travellers from 
auto to public transit in order to reduce traffic 
congestion, parking problems and ocher associated 
problems^ •

Travers Morgan and Partners (N.J.) - ‘‘Belfast
Transportation Plan” (1969)*

( 2 ) Travers Morgan and Partners1 - “Belfast
Transportation Plan” (1969) PP#106.

^  Refer to PP.
/21



21 -

T-ii this latter case, demand for public transport 
woulo. be expected to increase and. not decrease#

Among many factors considered in the Belfast 
Transportation Plan were the existin' regional plans, 
the urban area land — use plan, future households, 
employment structure, distance from CLD, future work 
places and future car-ownership. The soeir to bo 
important variables to examine when considering 
future travel patterns.of any town#

A similar pi an was undertaken for Milton Coynes 
by Milton Keynes Development C poratj/.n in 1 9 7 0 ^ .  
The proposed public transport system for Tilton Keynes 
was to use buses running at frequent intervals with 
stops within easy walking distances. The buses 
were to connect all residential areas conveniently 
to all the points to which people would wish to go - 
to jobs, health centres, schools, shops, etc# and 
inter-connect all the residential are? > so that 
social contact between all parts of the city would 
be easy#

According to the Milton Keynes Plan, origins 
and destinations of journeys by public transport are 
diffused ever the whole city given the goal of 
freedom of choice. Employment sites nro distributed 
fairly widely and located around the city reducing 
the journey to work and spreading the traffic load 
evenly. This seems to enhance the idea that urban 
form is an important factor in dorter Ing travel 
pattern in a town*

^  Plan for Milton Keynes Vol* .1 and 2 (1970) by 
Milton Keynes Development Corporation*

* ........ /22
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The following goals for transport were 
considered for Milton Keynes by the Milton Keynes 
Development Corporation and the author thinks they 
could be cited for other towns.
(1) To provide r high degree of accessibility 

between all activities and places making up 
the city; homes, jobs, education, health, 
shopping, etc#

(2) To provide freedom of choice between public 
and private methods of transport.

(3) To provide a high quality public transnort 
system from the beginning of development not 
only for those who need it but for those who 
might choose to use it instead of private 
transport*

(4) To provide flexibility in the transport system 
to allow for expansion and change.

(5) To give provision for free and safe movement 
as a pedestrian.

Xn order to evaluate the Milton ICeynes Plan 
from a transport point of view, the area of the 
city was divided into zones and both population and 
employment were allocated to these zones. Work trips 
patterns were determined respecting the goal of 
freedom of choice in location of work, place and 
residence. These trips were translated into the 
total number of trips which could be expected to take 
place during the peak period of work travel. It was 
found that 20/1 of all journeys in the peak hour were 
catered by public transport. The number of people 
who chose to go by bus rather uiian by car depended 
very much on how much longer it took to go by public 
transport as opposed to private means.

/23
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Tor relatively short journeys it was unlikely that 
the public transport journey would generally be as 
quick ns by car* Hence many people who owned cars 
tended to- use their cars for abort jov.rnoys and buses 
for long distances (in Milton Keynes). But for 
Thilca town where car—ownership is very low (1 1 .3b'), 
public transport would still be very i xh in demand 
even for relatively short distances.

J Milton Keynes Development Corporation also 
found that the smaller the passenger vehicle, the 
shorter its travel time is but the more expensive 
its maintenance is. On the other har.a, the bigger 
passenger vehicles arc cheaper to maintain but have 
longer travel time. This explains why smaller 
vehicles like '■Matatus” in the case of Kenya charge 
more than buses for the same distance travelled.
It would therefore appear that for any operator of 
public transport service to establish his services 
in a town, a cost benefit analysis is essential in 
determining the size of the vehicle to operate with.

/24
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Fig#i: Public transport system coat anti scrv .c<

relationship.

Source: Plan for Milton Keynes Vol. 2 (1970/
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Wilbur S* Smith in his study on r.iass transportation 
for Hon'* Kong observed that a steadily increasing 
population concentrated in a densely urban area, a 
high level of business activity and employment and 
a low automobile otaicrship are conditions higl ay 
favourable for mass transportation*

In a study by World Dank on urban transport, 
it has boon observed that public transport in the 
cities of developing countries is generally and 
evidently deficient* Long queues and extreme 
overcrowding is a common phenomenon in these cities 
e.g, in Kinshasa*Nairobi, Dar-es-salaam, etc. The* 
paper further observes that failure to extend public 
transport networks in relation tv urban growth is 
lees readily apparent in the developing countries*
For instance where squatters arc located on the 
outskirts of the city, inadequacies of the public 
transport system exist and long journey times could 
effectively preclude participation in many employment 
opportunities and thus aggravate income maldistribution*

It is suggested in the same paper that low 
rates of public transport use may reflect either 
high level of private automobile ownership or poor 
public transport service or low incomes such that 
residents cannot afford to use public transport* It 
is therefore important to know the level of private 
automobile ownership and incomes of the people in a 
town when considering establishing any form of public 
transport, service# Low incomes often moan that the 
bus fares will account for n big percentage of the 
incomes of the majority of the poor.

hg]cisties Vol.27 (1969) PP. 124
(?)v 'World Bank sector policy paper — Urban Transport,

July 1975. ' ..... /2S
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Consequently, the poor will opt to walk or uae 
bicycle.

In most developing countries, walking and 
cycling are usually more important nodes of v-ravel 
than public transport in terms of numbor of trips 
though not in terms of distance travelled*^' Travel 
to work trips are made on foot or by bicycle. In a 
J.ov/n like Kinshasa, as much as § of trips have been 
recorded as on f o o t . ^

2.2; Public Tansoort in Bast Africa:

Public transport services in East Africa (on 
the mainland) came with the completion of the 
jvonya — l" an da Railway at the turn of the century.
With tlie introduction of the railway services in the 
region and subsequent expansion of the system, More 
goods and passengers could be transported. The 
railway provided the most important inber—urban 
and inter-regional transport services.

Tiie railway played a very significant role as 
a mode of public travel up to the first half of the 
century when the motor—car started to present a 
meaningful challenge as an alternative mode of 
public transport. Tills challenge has been enhanced 
by the development of roads leading to an increase 
in use of the motor-car due to its flexibility and 
speed. This has consequently led to the declining 
significance of the railways and increased significance 
of the roads.

sector policy paper - Urban Transport
PP.19.
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Transportation in Kenya and Cast Africa in 
general is categorized into two forms of services: 
the intra-urban and inter-urban transportation 
services* The latter is a sub-sector of the whole 
transportation industry and its function is to 
transport people and goods between urban and rural 
areas, and between urban areas themselves (i*c. 
between one urban centre and another). It is 
characterized by country buses, matatus and trains#

The intra-urban public transportation service 
is characterized mainly by buses, taxis and matatus#
Jin most cases these buses arc corporately or 
individually or state owned as is the case of Tanzania.

Matatus could be categorized in two groups:
(1) Those partially satisfying most conditions 

which classify an economic activity as 
belonging to the formalized sector c.g. 
vehicles operated by registered companies 
such as Rift Valley Pugeouts (R.V.P.), etc.

(2) Those falling totally in the informal sector 
characterized by single proprietorships and 
arc: not registered (licensed) Public Service 
Vehicles or insured to cover passengers in case 
of a road accident or have scheduled terminals#

The trafic Act governs the conduct of motor 
vehicles on the reads. In Ken3a before 1973 
Presidential decree, for any vehicle to operate as 
a passenger carrier, it had to obtain an operating 
licence.'

(1 )Transportation Licensing Act, Revised 1962 
Part 11 4(l) /  27
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3ut after the .Time 1973 Presidential decree* a
(o) 9Legal. Notice ' was issued by the Mini ;cr for

transportation allowing all vehicles (private or
public) co operate as passenger carrier provided their
tare weight was under 3 tons or its passenger
seating capacity was less than 15 seats an" were
roadworthy*

According to this study, the main cwiceni is 
on intra—urban public transportation sc'.v.i It
is however noted that information on intr.i-urban 
public transportation systems in Last Af: -.cm countries 
exist only for the big towns namely Dar—c • -salaam* 
Kampala, Nairobi and Mombasa. This is xthci o 
organized intra-urban public transport system: exist.

A».2q,1: Publ ic Transport in Dar-cr-sal a m :

Dar—es~salaam city services were introduced in 
1949 under the name Dar—es—salaam Motor Transport 
Company Limited (D.M.T.C.) and was changed to 
Usafiri Dar-cs-salaam Limited (U.D.A.) in 1974. it 
was introduced as a recommendation of 1949 economic 
plan, The service commenced with two buses and 
increased to 9 buses by tiie end of the year. United 
Transport Overseas (U.T.Oo) Company was responsible 
for the management and operation of Dar Motor 
Transport Services until 1st April 1970 when Dar 
Motor Transport was nationalized.

In 1953> bar Motor Transport Company extended 
its town services to the country services. In 1965,

(2)

,/28
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the nowdefuct City Council of Dar-es-salaaa 
acquired 25h share holding in the company* In 1970, 
D.J.T.C. was nationalized. Four years latter in 
1974, National Transport Corporation (parent company 
of U.D.A.) decided to split its subsidiary transport 
company (D.M.T.C.) into two companies: one to deal 
with city services - U.D.A. - and the other with 
country services — National Bus Services Company Ltd. 
U.D.A. was granted monopoly by the government to 
operate public transport in Dar-os-salaam in 
September 1974 with the abolition of “Thuiuni“
"inumniw — the Tanzania Counterparts of Kenya 
“Mat at us11

In his thesis, '  ̂ Edgar Her; Beregc has 
noted that steady increase in demand for mass 
transportation is due to:
(l; Concentration of wor’c centres and recreational 

facilities in certain specific places away 
from tne residential colonies in the suburbs 
and the increasing distance between home and 
work.

(2) Increase in population and density besides 
rising trend in employment which results in 
rising per capita income.

Where the above conditions are present, public 
transport services are often needed according to 
Bercgefs experience in Tanzania.

Edgar Herman Uproar!; “Promotion of an efficient 
and effective urban - Transport system in Dar:
A case study of U.D.A.“ (1977) PP.34

/ 29
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2*2.2; Mombasa Public Transport System:

In 1972, a Mombasa transportation study was 
carried out at the request of the Government* The 
Government required this study to be undertaken with 
the prime objectives of evaluating alternative 
strategies for the development of a main road 
network for Mombasa and rocommending the optional 
system for the time Mombasa would have a population 
of 1,000,000.

It was observed that the anticipated 
population growth and increase in prosperity would 
bring with it a rise in the demand for public 
transport travel. According to the findings of die 
study, a transportation plan should form part of 
an integrated plan designed to enhance the quality 
of urban life. It is therefore necessary to 
understand the geographical and historical aspects 
which affect land use and activities and distribution 
and hence the requirements for transportation. 
Population, employment, educational attendance, income 
and car-availability were considered as necessary 
planning inputs to a transportation study. The 
distribution of employment by place of work was 
used as the main basis for the distribution of trip 
attractions in the transportation model•

The Kenya Bus Services (Msa) Ltd* partly 
owned by Municipal Council of Mombasa and an 
Overseas Trading Company has the franchise to 
provide local bus services within Mombasa Municipal 
area* According to the Mombasa Transport study, 65 
local buses itcre operated as at 1972*

Mombasa Transportation Study Vo1.2 (1972)
..... /30
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Matatue and taxis also provide public transport 
services in the town. Other private bus operators 
provide service between Mombasa and areas outside 
the Municipality#

From the study, it v;as found that 622,500 
internal person trips by all modes of travel were 
made on a typical week day. 6l# of these daily trips 
were made by pedestrians, 13# by car, 14# by bus and 
7% oy bicycle# Out or all the motorized internal 
person trips, 57;= were made by car and 42% by bus#
It was also found that 3* 25 kins is the average walk 
trj.n to work, j6% of all walk trips to or from work 
were less than 4 kms. Average school walk trips 
length was found to be 1.35 kms. <.r.d 95# were less 
than 2 kms. For other purposes, average trip length 
by foot was found to be 1.77 kms. As for the vehicle 
trips, 5o9 kms. was the average walk trip length, 
4.15 kms. was the .average for school trips end 5*12 
kms. was the average trip length for other vehicle 
trips. 67% of work trips by vehicle was less than 
6 kms, and 95# less than 14 kms. For school trips, 
66# of vehicle trips were less than 3 kms. and for 
other purposes, 66# were less than 6 kms. It should 
however be noted that foot is the most common mode 
of travel in Mombasa although the Mombasa 
transportation study states that 09% of the Island's 
population has public transport available to it. The 
chart below clearly shows this.
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Fig* 2: Trip distribution by node*

Hn
MODE OF TRAVEL

SOURCE: MOMBASA TRANSPORTATION STUDY(l972)

This could be explained in terras of incomes of 
the residents being too low to afford public transport 
services* It is also important to note that 85,900 
internal bus passenger trips are made on a typical 
week day. Out of these, 78,200 (33/0 have their 
origin and/or destination on the island* Furthermore, 
44,900 bicycle trips and 379*000 walk trips are made 
on a typical week day according to the findings of 
Mombasa Transportation Study.
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Kenya Bus Services (Nbi) Ltd. in which the 
Cii-.; Council otms 2j/> of the share holdings and the 
rest / 3% is ov/ned by an overseas transport company? 
hole’s the franchise to provide public transport 
services within the city* It started its 
operations in 1934 v.ith a fleet of 13 buses on 
12 routes. Nairobi had a population of 50,000 at 
that time.

.̂n aduit Lon to the Konya Bus Services, private 
hire taxis and numerous unlicensed taxis (matatus) 
provided public transport services within the city. 
Matatus operate in competition with both the bus 
se. vices aao. xicensed taxis. They sot their fares 
by informal agreement which are cheaper than the 
licensed taxis though more expensive than buses.
Some operate along fixed routes while others have 
no fixed routes. Initially, they charged a flat 
rate of 30 cts. and that is ho;; they came to bo 
called ’'Matatus11 • Today, their charges vary with 
the distance and arc usually higher than the bus 
charges.

2»2>/: Kenya Bus Services Operat.ions in Nairobi

As stipulated a 
Nairobi Limited holds 
internal services in 
(1978), it had a flee 
expected early this y

bove, Kenya Bus Services (KBS) 
the franchise to operate 

Nairobi. By end of last year 
t of 290 buses. 53 new ones were 
ear (1979)

United Transport Overseas Limited (U.T.O.) of 
London.
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These buses serve the estimated population of 
Nairobi of over 850,000 people. They serve the 
whole of Nairobi area covering all the feeder roa.’s.

According to the traffjc manager (i'DS), four 
factors are central to the operation of internal, 
public bus services namely:
(1) Population: The population oust be larc,c 

enough co ensure demand for services#
s and staff: The buses and

soaff must oc utilized in such a way as to 
ensure highest returns.

(3) location .PX activity a rea.c; This is necessary 
in designing bus routes and schedules for 
operations. Where activities go on for 24 
hours as in Kenyatta National Hospital, bu;. 
services are provided for 24 hours.

^^) Distance« Ibis is important so that travel
time and fire for each route can be established. ./

The average minimum distance for which a bus 
services is required is 1 .3 kms. and the minimum 
fare is 60 cts. The most popular distance is 
between 5*~ — 7*2 kms. and this is based on average 
fare of l/lO.

According to the K.B.S. officials serveral 
problems face any urban bus operator among . which • 
are the problem of matatus particularly in regard to 
traffic congestion, the problem of the “peak", 
breakdown of the vehicles and lack of staff:. The 
“peak" problem especially is very disturbing* It 
is caused by the large numbers of persons proceeding 
to work, schools, shops, business etc.

...... / U
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more or lcos at the same tine of the clay resulting 
in an artificial demand on the public transport 
system. It requires the provision of buildings, 
maintenance faciliti.es, vel12cl.cs, accommodation and 
staff for a very short period of the day. The 
rest of the time these facilities and people arc 
not required. Consequently the provision of peak 
period services is extremely expensive. The revenue 
collected from these services does not meet the 
cost of providing them. The K.B.S. authorities 
were of the opinion that one way of reducing this 
problem is by staggering hours of starting and 
finishing of work or school.

Kenya Bus Services (Xbi) has tried to keep 
pace with the growth of Nairobi City. In order to 
provide for the future development, the company 
intends to extend East3.eigh depot and build another 
Depot in Dandora. It recognizes the relevance of 
the level of passenger fares to the success of its 
operations by noting that the maximum use of public 
transport system should be encouraged by ensuring 
that passenger fares arc at a level which the public 
can afford.

Kenya Bus Services receives no subsidy or 
tax concession of any sort from the government 
according to its officials. It is therefore a 
self-supporting venture and as such a heavy burden 
on the community. The more usual situation in most 
cities of the world is for the city bus service to 
be heavily subsidized by central or local government 
thus keeping the passenger fares low.

/3S
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The services provided by K.B.S. in Nairobi are 
far from being adequate^ This was confirmed 
early this year in February (1979) when almost all 
matatu operations were haulted by the police 
nationwide crackdown on matatus. Life in the city 
almost came to a standstill as people failed to ,.'s
report to work — in xndustri.es, offices, etc* due to 
lack of public transport services. K.B.S. could not >> 
provide enough services to all the people who needed 
its services and consequently there was a countrywide 
cry for matatu services* A Presidential directive 
was released immediately allowing all matatus to 
resume their operations bringing 3 ifc back to normal*

2*2*.̂ : Nairobi Intra- Urban Travel:

Travel within Nairobi could be looked at in 
terms of trip distribution by mode, trip distribution 
by purpose and trip distribution by time of the day*
From this could be established the most common mode 
ol travel, the most common purpose for trip making 
and the peak hours and non-peak hours.

According to the Nairobi Urban S t u d y ^  done 
in 1973* the most common mode of travel is foot (44.6£) 
followed by private transport (35;1 ) - car, van, etc.

point raised by Nairobi City Engineer in the 
Weekly Review of May 4, 1979, PP.14, Column 2.

'Nairobi Metropolitan Growth Strategy - Nairobi 
Urban Study (1973) Vol. One*

(2^
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Public transport accounts only for 143. The chart 
bclov; clearly demonstrates this:

&
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NAIROBI CITY COUNCIL:
SOURCE: NAIROBI URBAN STUDY 1973,

It is recognized that the density of residential 
development is a strong determinant of any transport 
system with higher densities, a more economical 
transport system normally results* Lower per capita 
income leads to lower rates of car-ownership. Thus 
lower rates of car-ownership usually results in 
increased use of public transport* But as has been 
noted above, if per capita income does not keep pace 
with or exceed population growth, the added population 
growth will not necessarily result in increased demand 
for public transport or mass transit services.
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The underlying assumption here is that income is 
cquir.ably distributed over the society. *

Fig. 4 : 1970 Trip distribution by purpose
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CITY COUNCIL OF NAIROBI 
SOURCE: NAIROBI URBAN STUDY 1973.

The above chart indicates that the majority of 
trips are made for essential purposes with work, 
school and business trips accounting for &5Z of total 
daily trips# The low number of non-essential trips 
i.e. social and shopping, may be interpreted as an 
indication of low incomes of the majority of the 
population. The Nairobi Urban Study (1973) referred 
above, indicates that total daily travel per household 
increases with increasing incomes (see appendix ?)•

Refer to chapter one P? 12 to get the meaning of
essential and non-essential trios#-----------------------  ---------------------------------  ------------------------/38
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There is a notable increase in non-essential trips 
for additional -hopping and social trips. Thus,
t  'Bay bC' C°nClUded tha* People with less money tend 
to reserve their resources for essential trips".
As .he importance of trip purpose decreases, the 
use of private transport increases as shown in the 
fable 2.1 below. For example if the purpose for 
making a trip is social (visiting), one might 
decide to walk instead of boarding- a bus.

/3 9
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Table 2ol: Distribution of trips by travel inode&J
M O D E S—  ---— -----—    --- —   — — j------u— ---- ,.  ..... ........ ,

Purpose Foot Car
drivers

Passengers
in

Cars
Bus
Passengers Bicycles

Work and Personal 
Business 35;? 30X 16^ 15* -

School Trips 60% - 25̂ 5 lit 0 • 5/«

j Shopping CO-3T 41/? - 8Z -

NAIROBI C IT Y  COUNCIL 

Source: Nairobi Urban S tu d y  1973•
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A.M. P.M,
Tine of the day.

Source: Nairobi Urban Study 1973*

Fig, 5s 1970 Trip distribution by time of day
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There are three main peak hour periods as
shown abovo:
(1) 7 a.w. - 3.00 a.n.s when people are travelling

to work, school, personal 
business,etc.

(2) 12 p.m. - 2.00 p.m.: when people are travelling
to and from lunch.

(3) 4 p.m. - 6.00 p.m.: When people are travelling
home from work, school, 
business, etc.

bince many the essential trips are to the 
same place, heavy peaking occurs at the times shown 
in figure 5 above. The peak hours are characterized 
by traffic congestion and parking problems which 
have been noted to increase as central area employment 
increases, livening peak hours is less important 
since trips are spread over a longer period.
Pronounced peaking is observed for work and school 
trips accounting for 6$% of total trips.

1
- 41 -
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Figure 6: 1970 trip frequency distribution by mode (walk^ public transport and Private car)
60
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Distance in Miles 
NAIROBI CITY COUNCIL 

SOURCE: Nairobi Urban Study 1973* /4 3
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Trie above figure shows that the vast majority 
of trips fall within the ranf-f between 0 and 5 nile3 
(S kms• ) • This is explained by the fact that most 
ot the origins and destinations are within these 
5 miles radius. Majority of walk trips occur in 
the lower distance ranges, some 70jS being below 
2 lailes (3.2 Kms.). Percentage of walk trips fall 
rapidly with increasing distance. Public transport 
trips have a lower distribution of trips in the 
shortest distance ranges, with less than 25,3 
occuring below 2 miles. The frequency is greatest 
(i.c, at 30/j) between 2 and 3 miles, then falls again 
qui^o rapidly as distance increases further.
Persons without cars tend to walk over distances 
an to 2 miles, but then tend to transfer to public 
transport as distance increases. The frequencies of 
walk trips over Jong distance could be an indication 
oc the 2act that many people in Nairobi are unable 
to transfer to public transport due to financial 
constraints. V/ith regard to car trips, distribution 
is more even v/ith 20% occuring over distances of 
up to 1 mile. The share increases to about 23% 
between 1 and 2 miles anti falls steadily but not 
sharply, as distances increase to up to 7 miles 
(j.l Ions.) beyond which the level of trip making by 
all modes is very small.

2♦-♦o: Anoto on Nakurn Town public transport system:

In 1956, a KBS (Rift Valley Transport Company) 
started its operations in Nakuru. The Cart African 
Road services took over in 196j and.commenced with 
3 buses covering the whole town up to 1970,

.......... /  44
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The longest bus route ivas 8 miles (13 kms.) linking 
Kivumbuni with industrial area. Up to 1970, the bus 
services faced no competetion as they operated 
under a franchise which protected then from other 
operators* The town had a population of about 
47*000 people at that time.^^

By 1974* 8 buses were operating and enough
(2)revenue was oeing realized* However the 

Presidential decree of 1973 which allowed matatus 
to operate in all areas of the country including 
urban centres proved disadvantageous to the bus 
operations as they faced stiff competition from 
matatus henceforth. In 1976, the East African Road 
Services closed their operations due to lack of 
adequate revenue to sustain the bus services. The 
loss of revenue was not entirely due to competion 
from matatus, other factors counted also namely 
poor management, and lack of trained personnel 
leading to poor scheduling of bus operations and 
a c c ounting.

As for today, matatus are the only means of 
intra-urban public transport in Nakuru Municipality. 
Although some of the residents views are that the 
matatus arc serving people satisfactorily, the view 
of the majority of the people there is that the bus 
internal services should be re-established

^Bureau of Statistics 1969 population census.

^^According to information from Traffic Manager* 
E.A;R.S* who was in charge of Nakuru operations 
at that time •

.......... /45
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Be^ng a public service the bus services v/crc more 
reliable than tno matatu services in chat matatu 
operators can curtail set'vices any time*

2*3 i Conclusions

Among the many points arising from the above 
gene’ cil overview of public transport systems, the 
following seem to be the main one'st
(1) Intra—urban public transport service is 

necessary in fast growing towns in order 
to connect points to which people would 
wish to go conveniently - to work, school, 
hospital, shopping etc*

(2) efficient public transport service in 
a town facilitates faster mobility to and 
from activity areas and is particularly 
helpful to the majority of the people who 
do not own cars*

(3) Success of public transport is dependent on 
many factors among which are: relatively 
high population, work place, residential
. densities, shopping, business activity, 
low car—ownership, income and increasing 
distance between activity areas and home*

(4) V/ith higher residential densities, a more 
economical transport system normally results* 
This is dependent on people*s incomes and 
car-ownership. Low rates of car-ownership 
may result in increased use of public 
transport. But low incomes may result
into low use of public transport service due 
to unaffordability of the public transport 
service by majority of the people,

..... / 4 6
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(5) Use of public transport services in developing 
countries is very low due to financial 
constraints. Consequently walking is the 
most common mode of transport accounting for 
as much as j of trips in towns.

(6) A Knowledge of land uses in a particular town 
is Vj.ghI in designing the necessary 
transportation facilities for that town.

(7) Future xancl use which can be predicted on 
the basis of existing land use, economic 
activities in the town and hinterland, and 
anticipated future trends, can be used as 
a base to predict future traffic pattern.
And if future traffic pattern can be determined, 
a suitable transport system can be designed to 
fit it.

(3) 70% of walk trips are below a distance of
l, miles. Persons therefore tend to transfer 
from walking to public transport after a 
oistance of 2 miles where public transport 
services exist# Xt would therefore appear 
rational to contend for the establishment of 
public transport services in towns where the 
length of the majority of trips made is more 
than 2 miles and where other factors upon 
which success of public transport depends 
(quoted above), are present.

(9) The frequency of public transport trips is 
greatest between 2 and 3 miles indicating 
that most of the origins ô nd destinations of 
trips are within this distance (in Nairobi 
City),

•  »  «  A C *
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(10) Public transport service can be provided 
by corporately, individually or state owned 
public transport enterprises* In the case 
of Kenya, corporate and individual 
undertakings - the buses and matatus 
respectively — seem to be the accepted 
operators^ of public transport services*
They are self-supporting ventures whose 
services are not subsidized by the state 
and have to depend on the effective demand 
from the people* The higher the effective 
demand, the higher the revenue collected 
and the more economical the operations of 
public transport services arc*

(11) A franchise seems to be a necessary condition 
for operators who wish to establish internal 
bus services in towns* 12

(12) It is apparent that internal matatu operations 
in towns are established to compote with an 
existing internal bus service* Therefore 
establishment of a bus service first seems
to be the only way in which matatus could be 
made to provide intra - urban public transport 
services in towns where they do not at present, 
like in Thika Town*

/48



:

THE STUDY AREA 

3 > 01 lat ro duo tier; :

ih:.s chapter aims at- giving background 
information of the stud/ area* The following 
aspect?? of TUika town are covered: Historical 
development, location and size, physical, social 
and economic bases, existing infrastructural 
facilities, and regional development of the town*
The chanter also attempts to appraise the current 
development plan and the existing Master Plan of the 
.town* More emphasis is put on population, industrial 
base and employment pattern, social facilities, 
residential development and the transportation network

,3,«1 i, 'Historica"1 .-»ovc Jo:/ lent:

Thika started as a stop over place for the 
British ScttlerP who came at the beginning of the 
century shortly after 1910. The settlers established 
coffee and sisal plantations which arc the economic 
mainstay of the town* A railway was constructed to 
bring in farm inputs and to transport farm produce 
to the markets* Commercial and service facilities 
were erected to serve the budding community*

Thika was gazetted a township in 1924 and in 
1953 became the District Headquarters of the then 
Thika District# Following which a police station, 
a prison, a hospital, housing areas, a market .and 
schools were started*
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Thika tou-n howevcr experienced a slow 
development in the early years because it only 
functioned as a service centre for the surrounding 
community. P»y 194&* several industries including 
a small fruit and vegetable cannery v;cre given 
plots .in an extension to the township designed by 
tjio Government Town planning Adviser# Xn addition 
co ekese new industrial developmen t s, housing 
estates, social facilities and further extension 
to the industrial area was also planned.
Nevertheless, the town remained relatively small#
Its population was 4-500' according to the 1948 ; 
population census#

The upgrading of the Nairobi—Nyeri Road - 
rebuilt by prisoners - of - war - in the later 
part of the second world war(1939-45), gave the 
town a development impetus# The population grew 
from 4*500 in 1948 through 15,000 in 1963 to 
23*749 (adjusted census) in 1969. At present, the 
population is estimated to be 43,000 people#

At independence in 1963 the town was granted 
the status of a municipality with its own eloctcd 
council# Today, Thika town falls within Thika 
Division of liiambu District and has its own administration 
machinery. This includes the District Office 
headed by the D.O# who acts as the government 
representative and the municipal council headed by 
the Mayor which at present has 12 elected and 4 nominated 
councillors whose duty is to control the development 
and public activities within the municipality#

/so
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•Secausc of Thika*s industriai base — ample 
and suitable developable land, advanced service 
structure, rail and road links to Nairobi the 
capital city and the vast rich hinterland it 
serves - and in spite of its proximity to Nairobi, 
Thika town is rapidly developing as a major 
industrial town. It is one of the most rapidly 
growing industrial towns in Kenya. Thilra is believed 
to be second to Nairobi in industrial growth. This 
growth has earned Thika the name of the 
” Birmingham” of Kenya. Since Thika falls within 
the Nairobi metripoll.tan area, the town is 
increasingly seen as an industrial sate.l lite of 
the capital city (Nairobi).

3»2; Location and Size$

Thika town is located about 47 kms. North of 
Nairobi on the main Nairobi - Nycri Road (A^) above 
the junction of two rivers, the Chania and the 
Thika Rivers. (See location Map next page)

./5:
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It- stands at an altitude of 1,480 not res (5,000*) 
above sea-level at the foot of the Arbedare 
bilges an̂ - covers 9,30U hectares inclusive of the 
extended areas* The extended municipal boundaries 
cover the area generally between the ih.i.ka and 
Konu Rivers and extends some 11 ICmc. North West and 
13 hms• South Cast of the main Nairobi. — lianyuki 
Road.

Before the extension of the n aicipal 
boundaries the town used to cover only 1,578 
Hectares. Until recently development had been 
concentrated on the summit and North slopes of the 
ridge which runs parallel to the river and 
consequently all services have hr.nn developed to 
drain towards the Thilca River, Future levelopnenfc 
is expected to occur on the southern side of this 
ridge in the area between Thilca and Ror.ru Rivers*

3 * 3 * Physical 3a s e t

Soils in the municipality arc divided up 
broadly between the poorly drained shallow yellow - 
brown friable clays underlaid by roc!: to the East, 
and the well drained and weathered red friable clays

and patches of Ulei soils to the West*

The Western part of the municipality consists 
of undulating coffee plantations which arc regarded 
as the limit of possible urban development 
westwards* The Eastern part of the town whore most 
of the urban development is taking place is not 
suitable for agriculture.

/ 54
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The main physical constraints arc the flooded 
areas most of which lie in the Eastern side of the 
town and the sheen slopes of the two main rivers 
which form the North and South municipal boundaries 
Thika and IConiu Rivers*

The maximum average annual temperature is 
25t2 and minimum is 14*0°C« The Yatta Plateau to 
the East of the town renders moderate rainfall 
between 600 - 1000 mm westwards*

.3.4«0 s Socia 1 Base:

3*4*1: Population; The population growth rate of
Thika town is estimated to be about 8;!> per annum* 
This high growth rate is due to the rapid 
industrialisation in Thika town* This has 
consequently attracted a lot of people into the 
town to seize the job opportunities created.

The population distribution of Thika area is 
characterized by lowf population density in the 
former scheduled European farms to the west of the 
town and high population density in the formerly 
known African residential areas such as "Majengo" 
where densities of more than 500 people per hectare 
have been recorded.

The population of Thika as recorded at the 
population census in 1943, 1962 and latest in 1969 
show a very moderate rate of growth. This is shown, 
in table 3*1 below.

/  55



xable 3*3• Population Growth from 1948 — 1969

1943 1962 1969

Total
Population 4,435 13,952

J-- 1----

18,387
Annual Growth 
of Total 
Population (.0) 8.5 4*0
Annual Growth 
of African 
population (3) 10.3 5.5

Source: Statistical Abstract,1972

Table 3.2: Population by Sex in Thika Town:

Males 1962 1969
Totals 8,13/ 10,879
Adults 5,476 7,747
Children 2,708 3,132

Females

Total 5,768 7,508
Adults 3,058 4,13 4
Children 2,710 3,374

TOTALS 13,952 18,387

Source: National Population Census 1962, 1969*

The above table (3.2) shows that 65% of the 
population were adults* Most of them form the 
main potential working population.
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3.4»2: Population by age and sox (X969

Fig. 7
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From the above age - sex population pyramid, it can 
be observed that 30% of the population arc men in 
the age group between 20 and SO years or there arc 
more than the double number of men than women in the 
same group. This indicates the high proportion of 
job seeking men or men employed who leave their 
families ac their rural homes. Other studies done 
confirm that the majority of residents arc single 
men who only come to work or seek for employment 
opportunities leaving their families behind. They 
are therefore not permanent "town dwellersn and 
ti\u.s is evident in their housing demand which is 
mainly for single rooms. It should however be 
noted that demand for single rooms could be duo to 
l°w incomes for majority of the workers in Thika 
town. This point is looked at in more details 
later in the chapter.

-3-+.4-.0 3 « Population Projections:

The municipal boundaries were extended in 
1971. The 1969 census figure of 18,387 people is 
considered to be on the low side;as shortly after 
the census, a population count was made in August 1970 
which showed an adjusted population of 23,749 
people. This included the population immediately 
outside the municipality (not extended at that time). 
Using the base figure of 23*749 people and assuming 
a low pi’ojcction basis of 7*1?~f> average annual 
growth, it is estimated that Thika will have around
200.000 people by the year 2,000 A.D. Assuming a 
high rate of population growth of 8.2^ per annum, 
a population of 245*000 is expected in the year
2.000 A.D.
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Table 3*35 Low Projection 1969 - 2,000

1969 1973 1978 1980 1990 2 , 0 0 0

Population (000) 
Thika 

Urban 

Rural

23*4

23.4

3 0 . 8

30.3
43.5

43.5

50.0

5 0 . 0

100.00 199.4

100.00 199.4

Growth % per annum
1969-30 1930-2,000

Thika 7.15 7.15
Urban 7.15 7.15

Source: Ministry of Finance and Planning, Urban population Projections
during 1969—2,000 within the context of Urban Development 
Strategy. EPD/SC 417/01.

N.S. The whole population as shown in the above table (3*3) is considered to be entirely 
urbanized and no distinction is made as to whether there is an urban as well as a 
rural population a;- is the case with other municipalities where boundaries wore 
expensively extended in 1971. ..... /^9
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The population grows by 8$ pci* year of 
which 5/» is immigration# So the natural population 
growth accounts for 3>* This high immigration is 
due to the job opportunities created by industries 
attracting a lot of people into the town. This is 
expected to be higher as r.iorc industries are 
established in Thika town in future and as 
unemployment continues to be a major problem in the 
whole country,

3,»4»4 *_Residential Pattern :

The location of residential areas in relation 
to other land uses cspcctially education, work, 
shopping, health etc# is very fundamental in 
determining the travel patterns in any town. This 
is so because people travel from their homes to 
various activity - schools, work, hospital, shops, 
etc. following certain specific routes (desire lines) 
which can be easily mapped. In this respect, 
residential areas become origins of most journeys as 
observed in chapter two.

In the case of Thika town, location of residential 
housing has followed land zonation of income levels 
namely high, medium and low. Population densities 
in residential areas are related to this grouping so 
that highest densities are found in the low income 
areas, medium densities in the zones reserved for 
medium income families and low densities within high 
income residential areas.

The town planning section of Thika has 
expressed the following densitites as being desirable

..... /6l
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density for each income category#^ J
50 persons/hectares - High income

100 persons/hectares - Medium income
300-400 pcrsons/hectares - Low income

The low income high density residential, areas iire 
near the industrial area. This is considered 
desirable in that journey to work is lessened, 
thus making it cheaper to travel from home to work. 
The high income residential areas arc located to 
the West and North West of the existing commercial 
centre# The furthest being about 5 kins, from town 
centre (Bendor Estate)# The medium income groups 
fill in pockets between the areas of high density 
and low density (shown on the map No#3)*

Housing Requirements: It is noted that the
present housing stock in Thika town is inadequate

fo)for the existing and anticipated population.
This is evident in the overcrowding in the high 
density residential areas like Majengo where 
population densities of more than 500 persons 
per hectare have been recorded. Occupancy ratio 
in Majengo area is well over 6 persons per room# 
Average occupancy ratio in Thika was 4 persons

per room in 1969* The 1972-77 Development Plan 
aimed at reducing this occupancy ration to 2.5 
persons per room. As the population increases 
the demand for more housing will inevitably increase.

Thika Development Plan 1972-77 P?*89

(2 ).Ibdi •
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According to the Town Planning Section of 
Thika Municipal Council the following housing units
will be required between 3 977 and 1979.

Table 3*4: Housing Requirements 1977-79:

Existing Units New Units required (1979)

High income 120 200
Medium income 179 301
Low income 10,000 Rooms 7, 800 Rooms

Source: Thika Development Plan 1972-77

At can be seen from table 3*4 above, more 
housing units are required for the Low income 
groups. These will be in form of rental housing 
schemes and the site and service schemes as the low 
income groups cannot afford the high standard and 
consequently expensive mortgage and tenant purchase 
houses. The latter are better suited for medium 
and high income groups.

The 1972-77 Development Plan has worked out 
housing requirements in terms of more land for 
1972-2,000 period as follows:
Table 3 »5;_Land requirements for housing .in Thika

for 1972-2C0Q period:

Year Population Land Required (hectares)

19 77 43,000 850
1981 . 60,000 1,200
1990 120,000 2,400
2000---------

240,000 4,800 __________

/6 4
Source: Thika Development Plan 1972-77
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ine strategy is to locate the residential areas as 
near the industries as possible exsocially tor low 
cino medium income groups in order to rininiize cost 
of journey — to work. But since not ail activity 
areas can be established i.n one area, the residents 
will have to travel, far to satisfy other interests 
outside their place of work and residence*

3 » 5 . 0  '  E c o n o m i c  b a s e ;

3o5»l« Thika Industrial Base: Thika1s industrial
growth is estimated as 8^ per annum. Its hinterland 
is potentially rich in agricultural products ouch 
as coffee, sisal and pineapples. It has therefore 
industries which are based on processing of 
agricultural produce, e • g • fruit canning at Kenya 
Canncrs which is one of the major industries i.*i Thika*

The rapid industrial growth of Thika town is 
due to suitable locational factors* These arc 
abundant labour, water and good ample industrial 
land. The efficient infrastructural linkage to 
Nairobi by a railway and a modern dual carriageway 
is another contributory factor. These factors are 
very much favoured by foreign investors when they 
are looking for a place to invest.

In addition to the above factors are other 
factors which include shortage of ample industrial 
land in Nairobi, increasing price of land, traffic 
congestion and the ever pressing housing shortage in 
Nairobi, These factors seem to give Thika advantage 
over Nairobi. Many Nairobi based industries who 
seek to disperse or decentralize find Thika offering 
the best alternative.
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Compared with other surrounding places like 
Machakos, Ath.i River or even Limuru, Thika is 
more favoured by good highway linkage to the 
Market, Water availability and even in industrial- 
based agricultural produce.

Presently, Thika ha3 about 20 major industries 
covering fruit processing, chemicals, textiles, 
synthetics, pharmaceuticals, canning, can-making, 
animal, feed, motor assembly, sisal processing, 
paper, etc. These industries offer about 20,000 
jobs for the Kenyans. These jobs are expected to 
stimulate development in other sectors - housing, 
commercial, education, etc. - tn.js realizing the 
multiplier effect. The industries arc concentratcd 
mainly to the North of the Garissa Road and 
falling to the Thika River as shown on the Map
No *3 in page 62*

This part of the town has been ideal for the 
expansion of industrial cone because of the existing 
railway and Garissa trunk Road*Vehicular access has 
therefore been readily achieved from the existing 
trunk Rood. The site is also adequately served with 
water and processed effluent could be easily 
introduced into the adjoining river* It is apparent 
from the location of the industries and the 
development of housing schemes at Garissa that 
a well balanced location residential - industrial 
is achieved. The industries are within the walking 
distance from the existing housing schemes 
especially for the low and medium income groups who 
form the main labour force in the industries• tut 
with anticipated urban development these distances
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arc likely to get longer and walking will no 
longer be the desired mode of travel.

3.5*2: Emr,3 oyment:

The industrial sector is the main employment 
sector in the town especiaJ.ly the manufacturing 
industries. According to 1969 population census, 
the population employees ratio was 3*32 in Thilca. 
This means that about 33*2% of the total 
population are employed people. Thika Town 
Planning Section in its survey report for the 4th 
.National Development Plan 1979-83^^, estimated 
that out of the employed population, 93*/)> are lov; 
income people earning less than 1,200-00 per month, 
4% are medium income earning between 1,200-00 « 
2,700-00 and 2*5$ are high income above 2,700-00 
per month. It is also estimated in the same survey 
report that out of the estimated present population 
of 43$000, 15,000 people are employed leaving about
2.8.000 who are not employed in the formal sector. 
This figure (28,000) however includes the self- 
employed people in the informal sector and about
16.000 children. So in reality only about 12,000 
adults are not employed in the formal sector.
This represents a high rate of unemployment in 
Thika town (28# of the total population). The 
council proposes the establishment of more 
industries .in the current development plan period 
in an attempt to absorb this unemployed population.

Refer to 4th National Development Plan 1979-83 - 
•’Socio-Economic unfrestructure of Thika 
Municipal Council•M
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It aims at putting less emphasis on primary 
in Jus tries such as agriculture and ranching which 
norm *.lie• immediate' neighbour-hood of the developed 
area, ana expand secondary ana tertiary industries*

fable 3*6 below show present registered and 
future employment in Thilca*
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Table 3*6: Present registered and future employment :

No. of employees, self-employed persons and casuals

Industry Thika 1969 Kenya 2,000 (Towns) Thika 2,000 A.D.
(Pop. 23 ,000) (7.700. 000) (esti.pop. 240,000)

Manufacturing 3,275 14# 614,400 8% 19,200 8%
Construction 201 0 • 9% 305,600 4% 9,500 4%
Service 1,612 7.0# 800,000 10*056 26,000 11*
Public utilities 111 0.S% 11,200 0*2% 350 0.2%
Commerce 503 2*2% 580,000 7.5# 16,100 7.5%
Catering Services - - 159,800 2.056 5,000 2.0#
Transport 178 0.8# 260,200 3.5# 8,100 3.5#
Unemployed - - 295,000 2.8,? 9,200 3.SS
TOTALS - 7,026,000 — 95,350 -

Source: Thika Development Plan 1972 - 77

. . . / 6 9



No. of employees

6 ,0 0 0  

650 
1,050 
816 

1,073 
673 
131 

• 334 
250 

131
17 + 500#

Source: A survey report prepared by Thika Town 
Planning Section lor the 4'kh National 
Development Plan 1979-33•

From table 3.6 above is seen that manufacturing, 
service and commercial sectors are the main 
employment sectors in Thika and in Kenya as a vhole. 
At present, manufacturing industries arc playing a 
very major and significant role in providing 
employment opportunities not only for the local 
population but for the whole Kenya population. Sut 
it is the aim of the council and the government to 
develop the other sectors ©specially scrvj.ee and 
commercial sectors so that they could be the main 
employment sectors in future. *
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Table 3* 7: The major employment industries (1973)

*Means when the industry is in full production in 
1979.

«...../70

Name of Industry

Kenya Canners 
Metal Box 
Acif Limited
United Textile industries 
Thika Cloth Mills 
Kenya Toray Mills 
Kenya Paper Mills 
Bulleys Tanneries 
B.A.T.
Kenya Tanning Extract 
African Synthetic Fibre

i
i
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Incomes of the people in a town to some 
extent determine the efficiency and level to which 
services are provided* The number of people earning 
certain incomes provide important information not 
only to the level of services and provisions 
required but also to the economic stability of such 
a town* The point the author advances here is 
that for certain public services such as the public 
transport services which are self-supporting in way 
of financing themselves, it is necessary to know 
the incomes of the people in the town* This will 
enable one to state what type of public transport 
service they can afford to sustain*

Here below' is a table (j.S) showing income 
groups for Thika against productive industries*

m
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Table 3o8: Income groups of Thika.

Income (KShs.) 197P ~ % 1972 %

0-99 102 2% 66 1.3*
100-149 245 4® 9% 263 5.3*
150-199 918 18.6% 1177 23.7*
200-299 1747 35.456 1492 30.0;?
300-399 915 18.5% 817 16.55?
400-599 441 8.9 i 40 3 c’. 2%
600-999 247 5* o% 399 8.05?

1.000-1,499 146 3.0* 154 3.1*
1,500-1,999 53 1.0% 61 1.2*
2,000+ 120 2.4% 120 2.4*

4,934 100.05? 4,957 1C0.0J?

Sources Economic Survey 1973
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The above table shows that about 70 % of 
workers earn between 150-00 - 400-00 per month,
Ihis is explained ov the Tact that; most of the 
workers are unskilled and semi-skilled doing the 
manual. ope?ra» ion in the productive industries which 
involve production of physical goods. That is why 
93*5/S of the employed population are low income 
earners earning less than 1,200-00 per month*,

3 - 6 *0 : IIIFKASIKUCTURiM. FACIL IT IE S

Industrial growth cannot bo realized in 
isolation. It must all together be accompanied by 
growth in other J and uses which demand provision of 
basic services such as water, roads, health, education, 
sewerage, etc, which are necessary for the growth of 
any town. For instance adequate 3.and for community 
facilities such as schools, health centres and 
recreation, among others must be provided. Enough 
sewer, water and road services need to be extended 
to all land uses especially to the new industrial 
sites. Lack of adequate financial resources is one 
of the main constraints facing many municipal council 
authorities in their cnecavour to achieve these 
inf rast riurti ires .

3>6ci? WATER SUPPLY:

The water system in Thika takes water from the 
Ckanla River just above its junction with the Thika River,

Refer to page 66 to see the distribution of income 
levels. Self-employed people o.g. business-men and 
those xn informal sectors are not included here.

/73
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The water is treated at a treatment plant beside 
the Chania Falls near the blue Post Hotel and water 
power ii*om the falls is used to pump the treated 
water to over-head storage tanks- in the township,

Tliika town has adequate water supply from this
plant .ihiL iias influenced the location of industries
such as Kenya Canners, Toray Mills and Nath brothers
Limited, The water plant was designed for a
capacity Oj. 3 million gallons per day to be reached
by the year 19§3* nut due to more water consumers
than anticipated e,g. new industries, this is
estimated, to be reached by the end of this year 

■ (.1 )(1979; • 1972 water consumption was in excess of
1 million gallons per day and the consumption has 
been increased tremendously since then by the recent 
developments. It is therefore necessary tc expand 
the existing water plant or look for alternative 
sources of water. One of the proposals of Tliika 
Town Planning Section is to extend the capacity up 
to 6 million gallons per day.

Sir Alexander and Gibbs in their report on 
Thilca Tov/n have indicated 2 alternative sources of 
water after 1933, These are:
(1 ) A second water treat plant on Chania Fiver 

500 metres up stream from Chania Falls,
(2) From Nairobi City Councils1 treatment plant at 

Rwegctha or Chania Fiver via a direct aqueduct.

n  4
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3 c 6»2; Sewar?e Disposal;

iiio existence of water oornc sewage systc: • to 
produce high standard of final effluent to avoid 
river pollution is an important location factor for 
industries consuming large volumes of water. The 
first treatment plant was designed .in 1957 for a 
capacity of 750,000 gallons per day and for a 
population of 16,000 people.

In 1969* Alexander and Gibbs in their report 
recommended construction of more treatment works to 
keep pace with growing demand. Some of the 
treatment works recommended are already in operation 
on Komu River with a capacity of 1,351,000 
per gallon per day dry weather flow.

3 » 6.3 » Eriueational fan 11 it i.es:

Demand for educational facilities increases with 
population growth. It is important to know how these 
facilities are located in a given town in order to 

able to establish movement patterns in that town. 
Journeys v,o schools form a big part of total number 
of journeys made in a particular town. This is 
determined by the school going population and the 
number of educational facilities available such as 
schools, institutes, colleges, etc.

In Thika town 35* of the population is school 
going population (those under 18 years of age). Thika 
lias various educational facilities ranging from 
nursery schools to High Schools.

9 /75
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All thse are located all over the town in close 
proximity to residential areas. This does not 
necessarily mean that all the students have shorter 
distances to walk. Some travel across the town from 
a residential area to schools located either in the 
C3D or in another residential area. The schools in 
one residential area might not be enough for school 
going population in that area and people from this 
area would therefore have to travel to ouncr areas 
where schools arc. Some of the school goers come 
from outside the town and will have to travel to 
where schools are. For instance it is estimated 
that nearly 90% of students in the secondary 
schools come from outside the town. Therefore 
journeys to schools need not be short for all school 
goers to walk.

At present, there are 11 nursery schools,
13 primary and 5 secondary schools with a total of 
about 9>000 students in Thika town. Most of these 
schools especially the secondary schools serve the 
whole region or country and not only Thika residents. 
The above indicated percentage clearly chows this.

In the long term Development Plan for Thika, 
requirement for more schools has been indicated.
For example, in 1981, 20 mere primary schools and 
2 more secondary schools will be required to serve 
an estimated population of 60,000 people* In 1990#
38 more primary schools and 4 more secondary 
schools will be required to serve an estimated 
population of 120,000 people. From this could be 
deduced that the educational sector in Thika is 
expanding considerably fast due to the presure of 
demand oxerteu by the rapid population growth and is 
likely to generate demand for various modes of 
transportation. ...»../76
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3,6,4* Transportation Network:

Thika is well linked to its environs by a 
good road network and a rail’,/ay. To the south is 
Garissa Road (A ) forming the southern by-pass.
To the West is the Nairobi - Nanyuki trunk Road (A^) 
forming the W estern  by-pass through Nyeri .and the 
Northern side. There are other well tarmacj^d Roads 
connecting Thika town with its agricu.ltorally rich 
hinterland su.ch as the White Sisters Road (Mangu 
Road) to the West and Gatanga Road to the North 
where there is a dense population with growing 
economic activities,

A modern double carriage way links the town 
with Nairobi the capital city. The railway serves 
the town as .it passes to the northern terminus at 
Nanyuki,

The traffic system of Thika is channelled 
through the main artery, the Kenyatta Highway and 
the Garissa Road (the Southern by-pass). The rest 
of the traffic is connected to them.

Classification of roads in Thika show a 
4 level classification as shown on the Map Ho.4 
below. Thus,
(1) Regional distributor ~ Nairobi-Nyeri Road (A2 >

and Garissa Road.
(2) Primary distributor — Kenyatta Highway and

Haile Selassie Road
(3} Secondary distx'ibutor — Lillies between KenyaUta

Highway and Garissa Road* 
— The minor access roads.(4) Local distributor

/77
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Nairobi - Nanyuki and Garissn Roads arc classified 
as rcjj.oual cisi/pibu^ors because they arc major 
route*., inter-sec ting a large urban area* Primary 
distributors are Ken.yatta Highway and Haile Selassie 
Road which form the primary network for the totm and 
from* and within the urban area. Secondary 
distributors link Primary distributors with the 
business, industrial and residential areas, local 
distributors on the other hand, feed from secondary 
distributors to access roads which form the direct 
access to the Road, system for the areas they serve. 
This classification helps to show the main 
transportation routes used by inter-urban and 
intra-urban trafffic in Thika Town*

Internal Roads: These are at present congested and
ccem to have reached their full capacity* No major 
reconstructions have been done since they were 
constructed to accommodate the recent development 
and population growth* Pedestrial pavements are not 
provided* The drains are not covered making the 
town very dusty, Thilccotown planning section was oi 
the opinion that these roads should be dualled and. 
pedestrial pavements included in the current 
development plan period (1979-83)*

Internal Traffic - From 1969 traffic survey, it was 
found that $5% of all internal traffic is generated 
by the bus terminal in the centre of the town, 32;> 
commercial and public purpose and 13/S by processing 
industries.

The bus terminal is such a high generator of 
internal traffic because majority of the workers 
living outside the town are dropped there in the

*...**/79
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morning, by buses ancl matatus coaiing from Che country­
side and Nairobi and have to travel to their placer, 
of work* Most of the traffic on the internal roads 
especially Nenyatta Highway are buses and matatus.
The town Planning Section of Thika expressed need 
x'or an internal transport system during the current 
plan period (1979-33).

erna 1 Prar fic: — This shows the catchment areas
of the traffic which has Thika as its destination* 
19^9 traffic surveys showed that 2S% of all trips are 
generated in Nairobi. 35$ by surrounding Rural loca­
tions close to Thika, 12f:’ by the Eastern Province and 
the rejo 2S% by places like Ruin;, Limuru and Kiaiabu 
not so close to Thika but are dependent on Thika for 
employment and commercial purposes among others.

65% of all traffic on the main road from Nairobi 
has Thika as destination. This includes traffic 
generated from places along the Nairobi - Nycri Road 
such as Ruiru and ICaliraoni* It should be noted here 
that the traffic includes both public and private 
transportation systems. 90$ of all traffic from 
White Sisters1 Road lias Thika as destination*

Nairobi traffic is mainly cars and matatus 
whereas the rural traffic is mainly buses* The 
implication here is that traffic from Nairobi is 
mainly private transport and matatus arc the only 
means of public transport linking Nairobi and Thika*

/3l
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Other Infrastru.c t nra .1 £̂ 7 vie os:

Thika has a wide range of other Infrastructural 
services namely health, electricity, telephone and 
post office# With good and efficient telephone .and 
postal services, Thika is able to communicate 
easily with the rest of the country and the world 
and at the same tine attract investors* These ser­
vices however need to be increased to cope up with 
the growing population* Health services for instance 
need to be increased to cope up with the ever increas­
ing demand from the rapidly growing population and 
from the surrounding districts - Kiambu, Murang*a 
and Kachakos - which depend on Thika for such services* 
It is unlikely that the present District Hospital is 
able to serve adequately the town residents totaling 
over 43,000 people and the surrounding districts 
with a population of over 500,000 people* According 
to the Development Plan for Kenya (1974/78), a health 
centre is required for every 20,000 people*

3»7,0 : Lancl Avail ability:

Land for industrial development is readily and 
cheaply available in Thika* Out of the total 
municipal area of 9*300 hectares, 2,240 hectares 
(24/£) of the total land is reserved for industrial 
development* It is estimated that about 500 
hectares of industrial land area is still available 
at a 99 year lease for new industrial development.

/S2
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3-*-7.c ir. -..ji'H-'- pl.MU iod 1 n'n u se i;

The table below summarises the zoned land use 
according to the 1973 prepared by the Physical 
Planning Department of Ministry of Lands and 
Settlement*

/S3



<5-̂— ©3

Tabic 3* 9 s Thika Zoned Land Use (1973)

Category Develooecl (hectares) ] Undeveloped (Hectares) Total Hectares)--  |
Residential 100 :

126,7
265.1 . 365.9

Industrial 1 1 1 ,8 238.5
Education 64 1 27 • S 92.8
Recreational 11,7 299.3 311.0
Public Purpose 73.7 51.9 130.6
Commercial 18.6 18.1 ! 3 6 .7
Public Utilities 36.3 47.7 84.0
Transportat ic n - 7.1 7.1
Deferred 149.8 149.8

TOTAL 430.S 978.6 1,417.4

Source: Thika Development Plan 1972 — 77

/S4
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The above figures show that of the existing 
land use ar> at 1973* the industrial use claimed the 
most land at 126*7 hectares followed by residential 
which claimed 100 hectares* It was found in 
another report ' ̂  prepared by Physical Planning 
Department and appearing in the Town Planning 
Handbook (197-1) that residential land use in Thika 
is 13*9/» as compared to the. 4l«5> average for 
other towns referred to in Appendix 2* Industrial 
land use in Thika claims 38*7> as compared to the 
average of ?•&.* for all the towns referred to.
This confirms the dominance oC industrial land use 
development in Thika*

3 ,8 * 0 :  R e g io n a l D e v e lo p m e n t o f  T ln '.ka :

Its proximity to Nairobi puts it in the 
Nariboi metripolitan area and favours it for 
partial decentralisation especially of industries*

As the development in the recent years 
shows, the areas which are first affected by the 
growth in the metripolitan region are areas which 
use an existing Development as nucleus* The area 
close to Nairobi the capital city will therefore 
receive the main part of extra population in the 
region. This is evident in the peri-urban areas 
and those outside Nairobi City boundary such as 
Kahawa, Kikuyu, Dagoretfci, etc. Ruiru, Thika and 
perhaps Kalimoni will be secondary growth centres.

NVB. Total planned area as at 1973 is 2,833.3 
hectares*

........../85
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The development of Thika as an industrial town 
is going to affect the development of its hinterland - 
Muranga, Machakop and Kiambu - from which raw 
materials are got for its industries, and on which 
this hinterland depends for services and employment

.w?,0: Thika in the Contort of Kenya *•: Urban
development:Hi %»» m n

Kenya lias adopted an urban development strategy 
which aims at the development of both service centres 
and growth centres*

The growth centre strategy - ims at developing 
infrastructure in a number of selected towns so as 
to attract commerce and industry into them# Thika 
is one of the 13 growth centres usually known ns 
principal towns selected for Kenya# The others 
includes Nyeri, Nanyuki, Kakamega, Elcorot, Embu,
Nakuru, Meru, Malindi and Kericho# Some of these 
principal towns arc administrative - commercial 
oriented like Nyer.i and Embu while others like 
Nakuru and Thika arc industrial - commercial 
oriented with these two activities very much pronounced.

Thika is one of the 10 largest centres in 
Kenya as shown in table 3»10 below and has also a 
sizeable share of wage employment as shown in table 
3*11. It has a locational advantage over other 
centres as observed earlier that ensures ics future 
growth. Being close to Nairobi enables it to 
benefit from the letters agglomeration economies and 
it is therefore the obvious decentralization 
alternative for industrialists* Tno recent 
industrial development in Thika confirms this 
observation. *...*•#/
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Table 3«10: Population of 1C largest centres 1962 and 1969: Compiled from
population census 1962/69:

Town Census Popu. 1979 Annual Growth 
of Urban 
popu. %

% of total 
Urban popu* 
1962

% of total 
Urban popu. 
1969

Nairobi 266,974 509,286 9.7 39.8 47
347,431) (509,236) (5.0) 51.3

Mombasa 179,575 247,073 4.7 26,8 22.8
Kakuru H00HCOCO 47,151 3.1 5.7 . 4.4
ICisiunu 23,526 32,431 4 .7 3.7 3.5
Thika 13,952 13,387 4.0 2*1 1.7
Eldoret 19,605 18,106 -1.1 2.9 1.7
Nanyuki 10,443 11,624 1.5 1.6 1.1
Kit a 3.o 9,342 11,574 3.1 1.4 1.1 ,
Malincli 5,313 10,757 9.2 0.9 1.0
Kericho 7,692 10,144 4.0 1.0 0.9

TOTAL i574,933 916,623 • 35.7 34.7

OTHER TOV/NS- 96,017 165,814 14.3 15 .3

TOTAL 
URBAN POPU •'679, 500 

i_______
1,081,437 7.1 100.00

_ _ _ _ _ _ _ _ _ L
100.00

Source: Central Curcau of Statistics, population census 1962-69 /S 7
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Table 3.11: % Distribution of total wage
employment in main towns in Kenya

Total 1963 1974
Nairobi 53.9 53.9
Mombasa IS.6 17.9
Kakuru 3.9 3.6
Thika 1.9 2*4
Kisumu 4.3 3.1
Eldoret 3.3 1.9
Other 14.1 12*2

Source: Bureau of Statistics; Statistical
Abstract* 1976> Ministry of Finance 
and Planning, Kenya*

3* 10: Conclusion:

Arising from the above brief but comprehensive 
overview of Thika Town, it could be deduced that 
Thika is one of the fast growing towns in Kenya,
Its growth is mainly clue to its industrial base 
which is at present expanding very rapidly and 
offering a loo of job opportunities for Kenyans, 
consequently inducing population influx into the 
town. Lack of adequate infrastructural services 
such as housing, transportation facilities, 
educational, health, etc# is one of the major 
problems facing the town* It is quite difficult 
to provide these services at a rate which will keep 
up with the high growth rate being experienced by 
the town at present.

/S 3
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However, in order for the to.T, * 
efficient, healthy and orderly f  \ • ° ^  *" 
to sustain its growth potential U°n "n‘l ^  abl® 
f?3Cie the ^tieipated problem of !“ * *°
-■eh as those related to the provis o" 
amenities - hospitals, school- /  community
housing etc. chools, transportation,

Associated with industrialisation is the 
movement of raw materials and finished orodue^ 
and movement of workers to and from work. ’
Tx ansportation networ1' in •
■ « t a  u  « » « „ „  1  T “  *“
development of such a to' T  the
ensure tOMU Ifc should ^  able toii4.cj.cncyj convenience, safetv i • • . 
and comfort ability to thn + * re zabxlity. 7 J° the town dwellers. A 
' no rough appraisal of it ic- 4-i

ll V  XO therefore very essential.

/S 9
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CHAPTER TOUR;

jSS_TAPIjrSFfTyG THE l EPR FOR PUBLIC 

TRANSPORT SERVICE HI THT?TA

4 e 0: Introduction:

j.n this chapter, primary and secondarj*- data 
are analyzed in order to get the knowledge of the 
type of transportation system existing in Thika Town. 
It is on the basis of the existing transportation 
system and future needs that any attempt to establish 
the need for public transport system can be rationa­
lized.

The previous chapters especi ̂ lly Chapter two 
have explicitly spelt out conditions which are neces­
sary for the establishment of public transport system. 
The most important ones are: a relatively high popu­
lation which is steadily increasing and concentrated 
on densely developed urban areas, a high level of 
business activity and employment, low car-ownership, 
income and increasing distance between work place 
and home. This chapter therefore endeavours to re­
view the prevailing conditions in Thika in order 
to establish whether need for public transport ser­
vice exists in Thika Municipality.

4.1? Trip generation and distributions

Most of the trips made in Thika have their 
origins in the residential areas and destinations 
in the work places (industries, offices, etc.), 
institutions(schools), market and hospital.
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From the study, it was found that 113, 233 
internal person trips by all modes of travel werc 
made cn a typical weekday. Out of these., work trips 
accounted for 44.7#> school 1 7.55$, market 18.05$, 
visiting 8.9#, recreation 5.6%, other purposes like 
going to church 4.3# and hospital 1.0#. Tabic 4.1 
below clearly shows this.

Table 4.1? Daily trip distribution by purpose for 
all modes:

's.'"

Purpose No. of trips 5$

Work 50,597 44.7
School 19.780 17.5
Market/busine ss 20,496 18.0

Hospital 1,147 1.0
Recreation 6,307 5.6
Visiting 10,033 8.9
Others 4.873_______ 4 a

113.233 100.0

Source: Field Survey.

The above table clearly shows that the majority 
of trips are made for essential purposes with work, 
school and business trips accounting for 80.2# of 
total daily trips. This appears to compare well 
with what was found in Nairobi city (sec chapter 
two page 37) where the &&:»e trip purposes accounted 
for 855$ of total daily trips. However, school 
trips do not seem to account for a very big chare

..... fyz
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of total daily trips as ii chu case of >i.
This could bo explained, in terms of there being 
fewer educational facilities in Thika than in 
Nairobi and hence fewer trips for school purpose#
On the other hand, market and business trips seem 
to account for a very significant share of total 
daily trips* This could be due to Thika town 
being a very active business and market centre for 
its hinterland and hence generating a lot of 
business/market trips.

a.,21 Modes of Transport;

There are five modes of transport identified 
in Thika namely bicycle, foot, private car, companyy,
vehicle and matatus' * According to the author*s 
surveys foot was found to be the most common mode 
of travel accounting for 6$% of the total daily 
trips* Figure 1 below clearly shows this#

These matatus do not provide intra-urban 
public transport services# They are the 
transport vehicles commuting from tne 
surrounding areas to Thxka lown* They 
pick the town dwellers living in the 
outskirts of the town x.c* xn site and 
service scheme 5 kxlomctres from the 
town centre* They normally charge 
Shs.2/50 for this distance.
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a
MODES

SOURCE: FIELD SURVEY:
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• As can be seen in the above figure, the majo­
rity of tripe are made by walking and cycling*

These two modes of transport account for about 
82% of the total daily trips in Thika whereas in 
Nairobi, they account for a!x>ut 50% of the total 
daily trips (see chapter two page 36 ).

The predominance of walking and cycling can 
be attributed to the lack of organized inora-urben 
public transport service which could,if established, 
divert some of the trip makers from walking and 
cycling to nub3.ic transport service* The low number 
of trips made by private car is en indication of 
low car-ownership in Thika* Car-ownership in Thika 
was found to be 11*3^. Employees who work during 
the night shifts in the industries are the only ones 
provided with company transport* Here again, not 
all industries provide company transport* Out cf 
the 12 industries interviewed, only 4 offer company 
transport namely Acif ltd., Kenya banners, Metax 
Box and Thika Cloth Mills. The workers in these 
industries indicated preferrcncc for public transport 
over the company transport because they argued that 
company transport is only provided during the mgnt 
shifts and as such they have to walk during other 
times*

The predominance of walking aiu rj.di/ig ^ue 
bicycle was also indicated in the traffic counts 
carried along the major transportation routes shown 
on the map below.

/ 9 5
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The traffic counts were carried out during 
the peak hours and low-peak hours at 3 different 
points along Konyatta highway and Gatanga-Thika 
Road* They showed that traffic along the selected 
routes is highest during three periods of the day: 
from ? a.m. - 8.30 a.m, 12.00 noon - 2.00 p.m. and
4.00 p.m. - 6.00 p.m. These peak periods seem to 
correspond with the Nairobi peak periods, (sec 
chapter two page 40 ),

It was however noted that each route had 
traffic of its own characteristics. Fox* instance 
traffic along Kenyatta Highway at point 1 (shown 
on the map) showed that pedestrians formed the main 
traffic whereas those carried at the junction of 
Kenyatta Highway and Garissa Road showed that pri­
vate cars, trucks/pickups, buses and mat at us formed 
the main part of the traffic. There are very few 
pedestrians along the latter route. The explana­
tion given is that most of the traffic along Gatarga- 
Thika Road and traffic passing through Garissa Road- 
Kenyatta Highway junction is generated outside Thika 
town from the surrounding areas and Nairobi (sec 
chapter three pages 78 & 80 ). It is therefore much 
more vehicles oriented than foot oriented. As noted 
earlier in chapter one, most of this traffic ends 
up in the bus/matatu terminal which is situated in 
the town centre. The passengers alighting from the 
buses and matatus at the terminal are mostly workers 
in the industries and have to travel from the termi­
nal to their work places. Since most of the industries 
are located in the eastern part of the town, about 
5 kilometres from the town centre, workers walk along 
Kenyatta Highway because it is the only access to 
that side giving rise to a high traffic in forw of 
pedestrians along this route. ry.
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Another reason why pedestrians "orm the 
main part of traffic along Kenyatita Highway Lb that 
this is the major road passing through the centre 
of the town. It connects the industrial and resi­
dential areas in the eastern part of the town with 
the main commercial centre* market* administrative 
offices, the hospital, schools and residential areas 
to the western part of the town* People t.*avoiling 
to these places walk unless they can afford to drive. 
Hence the main part of the traffic is in for.n of 
pedestrians.
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Table 4 <- 2: Tr affic 6.5.stribution by time of the day along
major- troasporta^jon routes;

POINT__________________________ ____________PEAK HOURS
KENYATTA HIGHWAY TIME

r---■i TYPE OF TRAFFIC
—  i

(AT T.vIXKA HIGH 
SCHOOL GATE) Pedes-! 

triansi
cars 1 matabus j Buses byci-

cles
Txnicks/
pickups

7-8. 30a.m.
f

2,500 | 
___ i

350 100 20 800 200

12-2.00pm.
!

2, 200 340 60 10 750 150

4-6 .00p.m* j 3,000 430
____ . ..

115 36 836 230

GAT AN CA- THIKA 
AS(AT BLIND•S

7-8. 30a.m. j
. -  ... I

900 150 200 0 70 100

SCHOOL GATE)
12- 2.00pm. 8CG 100 120 0 50 QO

j

...
4—6 o00p.:n. I 1,000 1 220 210 - 80

___________l
130

----------------------------
/ 9S (a)
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POINT ____ _______  ___________ PEAK HOURS

AT THE JUNCTION 1TIME TYPE OF TRAFFIC:
OF KENYATTA HIGH— 

; WAY/GARISSA ROAD Pedes- j 
sbrians

Cars Mataxras Buses Byci-
cles

1 Trucks/ 
Pickups

7t 8. 30a.m. 50 250 ISO 37 32 140

•
12~2.00pnu 35

1 ___
236 174 31 20 122

i-----

i
4-6,00p.m.

'
SO 350 210 40 50 IS
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POINT ____________ _________ KON—PEAK HOURS
KENYATTA HIGHWAY 

; (AT THIXA HIGH 
SCHGOL GATE)

—
TIME: I

Pedes­
trians

TYPE OF TRAFF]
Cars j Mat at us

- •

[C:

Buses Bicy­
cles

Trucks/
Pickups

9a*m„-12n. 1,300
1

200 1 60
j 12 200 170

2p.m.~4pm. 1,600 215 60 13 185 155

GATAN GA-THIKA 
! PJ> ( AT BLIND * 5 
j SCHOOL GATE)i

9 a.in.— 12n.
-  -  -  -  —

400 78 98 - 50
_.

60
. . .  _ .

2p.m. -4P»'W 300 j 80 112 - 38 65

AT THE JUNCTION OF
• :kei;y a :cta h i g h w a y/
GARISSA ROAD

9a.m.-12n. 36 ! l6o 140 24 13 100

I
2p.m.— 30 l8o j 130 1 18 27 • 115

/ 99
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4-«.3s Mode Preference:

12% of the people interviewed indicated that 
they preferred public transport for travellingi 8yJ 
preferred foot, 5% bicycle, 12% private car and 
3% company transport. The majority of those who 
preferred public transport also happened to 
be those who walked more than 5 kilometres to work, 
school or market. Those who preferred foot were 
either those who felt that they could not afford 
publi.c transport if it was established due to 
financial constraints or those who walked shorter 
distances to work, school or market. Most of the 
people who owned cars preferred using their cars 
for travelling.

Need for establishing internal public trans­
port in Thika town was also expressed by the managers 
and heads of industries and institutions interviewed. 
Majority of these industries and institutions as 
stated above do not offer transport to their emplo­
yees. The managers and heads of the institutions 
interviewed felt that public transport would help 
the majority of the people who travel long distances 
to work or school. One industry (Kenya Canners) 
indicated that majority of its workers live outside 
the town boundary find travel by matatus and buses 
from the rural areas daily. These people arc drop­
ped at the bus/matatu terminal in the town centre 
and have to walk to work about 10 kilometres from 
the terminal. Out of 6,000 workers employed in 
Keny3 Canners, 3,500 (58.350 live outside the muni­
cipality boundary* Some schools like Chania High

..... /100
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school indicated that out of 800 students in the 
school; 650 com* from outside the eanieipellty 
boundary and their predominant mode of travel is 
J 00  ̂0,1 watatus# The Headmaster felt that such 
people would benefit a great deal from the 
establishment of an internal public transport service

Some managers of industries explained lateness 
to work :.or majority of the workers as being due 
to transportation problems in the majority of t! .• 
cases* They quoted various travel problems 
encountered by workers especially during the 
rainy seasons. They noted that it was difficult 
j.or the workers to walk to wor». during the heavy 
rains. Consequently, high rates of lateness wore 
recorded in most industries. Almost all the 
managers interviewed favoured the establishment of 
internal public transport service in Thika. Indeed, 
nil of them considered the establishment of internal 
public transport service to he the most important 
thing that ever happened to Thika.

Travel distance:

The distance travelled by majority of r.ho 
people ranged from less than 1 kilometre to more 
than 5 kilometres. Out of the people interviewed 
1 5 *o% travelled less than 1 kilometre, 15*4/« 
less than 2 kilometres, 25#3# less than 3 Kms.
3*3% less than 4 kilometres, 9*5% less than 5 ICms. 
and 3® *7% more than 5 Kms. as shown in the table 
4.3 below. However, it should be noted that ohe 
distances shown are for single journeys (trips) 
not for return journeys.

/1C*1
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Tabic 4*3• Distance travelled for all purposes and by all modes:

Distance Less Than Less Than Less Than Less Than Less Than More Than TOTAL

• 1 Km. 2 Kms* 3 Kras r 4 Kms* 5 Kms* 5 Kms*

% of Distribution 15.3 15.4 25.3 3.3 9.5 30*7 100

Source Field Survey
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l’ablc 4*3 above shows that the vast majority 
of trips fall within the range 0 kilometres and 5 
kilometres accounting for 69.3^ of travel distance 
distribufcion.

However, a good number of trips fall within the 
distance over 5 kilometres (30.7;'). Taking 3.2 
kilometres oe the distance people would start 
transferring from walking to public transport 
(see chapter two pp.39), we would then have over 
44> of trips falling within the distance r.Hnge 
which would require public transport service. Not 
forgetting that oven within the shortest distance 
ranges, 2$% of public transport trips occur below 
3 .2 kilometres.

Further analysis of the data showed that 
majority of essential trips such as work trips 
school trips .and business/market trips fall within 
the distance of over 3 kilometres. For instance,
60;Z of work trips and 57% of business trips were 
within this distance. Nevertheless, non-essential 
trips such as visiting and recreation also showed 
■that majority of them fell within the same distance. 
Recreation accounted for 68% and visiting 393>* This 
could be attributed to the fact that most people 
tend to travel long distances for visiting and 
recreation especially during weekends* Recreational 
facilities in Thika are minimal and the few recreational 
facilities there are, arc not located in close 
proximity to the residential areas hence

(1 )

......./lOj
See chapter two page 43
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people have to travel long distance*

The furthest located industry i,a, Kenya 
Cannors is located about 10 kilometres from cite 
town centre and 5 kilometres from the site mu 
service scheme where some of its workers reside. 
It is the largest industry in Thika employing
6,000 people with of them living outside
the municipality* boundary as we have noted above*

The furthest located residential areas are the 
Benor Estate and site and service housing scheme 
which are located about 5 kilometres from the town 
centres* Bendor estate is located about .15 Kms* from 
the furthest located industry (i*e* Kenya Canncrs)*
It is however an estate of high income group people 
and the majority of them own cars* Site and service 
housing scheme is for low* and medium income groups 
and is as such high density residential area with 
lower rate of car—ownership* So tne majority of 
people in this estate use foot as their main mono 
of travel*

There are however other areas within Thika 
Municipality boundary which are located about 
9 miles (14*4 Kms*) from the town centre* A lot of 
traffic with Thika as destination emanate from 
these areas* For instance it was noted in 
Chapter Three that 90% of all trailic from AVhite 
Sisters1 Road (coming from Gatukuyu side, 9 miles^ 
from the town centre) has Thika as destination • 
Most of this traffic is in form of matatus and is
comprised of workers, students and business persons 
who travel to Thika daily*

Refer to Map No* 6 on page 90* 

See Chapter Three page 78 * * * * * G.Jr



Establishment of public, transport service would 
have to consider extending services to these areas.

A.?: Travel Time;

There seemed to be a correlation between travel 
time ravel distance, «■»», travel ti»c Sacret d
with increasing travel distance. 55.3% oi trips^ 
made had travel tine of more than 20 minutes. 
had travel time of less than 20 minutes. Further 
analysis showed that 20.4 or tripe had travel time 
Of more than one hour. This scorned to correspond 
with the high percentage (30.7?) of distance travelled. 
The high percentage of longer travel times is due to 
the fact that car-ownership in 'fhika is voi-y low 
(1 1 .3%) and hence Walking is the m t  common mode of 
travel sir.ee no public transport services exist. 
Majority of the people therefore use foot to travc, 
from one activity area to another within the town 
boundary. As distance between activity areas or 
between home and activity areas increases, travel 
time increases and upon this, the need 
establishing public transport will arise, oineo 
the majority of Thika residents cannot atforo 
own ears as explained in the previous chapter, 
establishment of public transport would help t cm 
a let to solve their travel problems within the town.
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V*.>lr 4*4 i I ravel tlao for All purpose* And by All eodcit

t ra v e l T Lae Less Tltafi 
10 K in *.

Less XhAn 
20 tUns.

Less fhsa  
30 H lns.

j l u t  Thao 
i  U r.

1 Kero Than 
2 Itr.

S o f  d l i i r i l u t l o o U . ) l 12.4* u.st 1 * > - i « 20.4

f U l 4  S‘+r**y

...
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It was observed in Chapter Three that Thika 
lias adopted the strategy of developing residential 
areas alongside industrial development. Ihc a in is 
to keep travel distances and travel tines as short 
as possible and also enable walking to be the main 
mode of travel to work. Consequently, costs or 
tourney *• to work would be kept to the mininun*
This explains why we have such a high percentage 
of travel time of less than 20 minutes (44.7li) an.1 
travel distances of less than 2 kilometres (3 1.2/ 1.
This strategy seemed to be fine as far as lvork 
trips were concerned. But other trip purposes li^e 
schooling, market/busincss, etc. which are not 
located within the same residential area, demand 
more travel time. It was also found that not all 
People in a parfcicula *lal area worked nearby.
Some worked far away in other industries or offrees. 
Housing is a major problem in Thika town and as such 
one resided where one got a room or house regardless 
of where one worked. Furthermore, as Thika town 
grows and there are indications it will grow, distances 
between home and work place will increase.

A.6: Income of Various trio makers!

Out of the people interviewed 68.3.: were 
employed. This included self-employed persons.
The Other 31.22 were mainly children, housewives 
and jobseekers. This latter group was not incluoec 
in any of the income groups analysis as tho> 
would have raised the number of people in that income 
group giving a false picture of the real situation.
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The income groups Indicated in Table 4.6 
below therefore refers to those people who 
actually earned .inconics from fornal employment
or private business.

Table 4o • Incomes of various trip makers:

Income (Kshs.) Ho. of People

0 - 9 9 8 3.8
100-199 10 4.9
200-399 30 14*6
400-599 54 26.2*
600-999 52 25.2”
1,000-1999 30 14.6
2,000 . • 22 10.7

206 100.00

74.7^ of the people interviewed indicated that 
they earned less than 1,000-09 per month. These 
people fall within the low income groups category 
according to Tliika Planning Section* v Majority of 
the people however seemed to have a monthly income 
of between 400—00 and 599-00 per month (26.2) •
Only 23.3,0 of the people earned less than 400-00 per 
month.

^'^See Chapter Three pp* 65'

/ 1 0 8

Most Common Income Levels
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I n  g e n e r a l ,  incom es i n  T h i l :a  a re  lo w  c o n s id e r in g  

t h a t  t h e  v a s t  m a j o r i t y  o f  w o rk e rs  e a rn  le s s  1 ,0 0 0 -0 0  

p e r  m o n th  ( 7 4 « 7 £ )  anti a re  t h e r e f o r e  i n  th e  lo w  

in c o m e  g r o u p .  N e v e r t h e le s s ,  incom es seem t o  have 

im p r o v e d  q u i t e  a l o t  com pared w it h  1973 f i g u r e s  

w h e re  7 7 ^  o f  t h e  w o rk e rs  e a rn e d  betw een 1 5 0 -0 0  and 

400-00 p e r  m o n th . T h i s  i s  duo t o  s a la r y  and  wage 

r e v ie w s  w h ic h  h a ve  been e f f e c t e d  o v e r  th e  p a c t  y e a r s .

T a b l e  4 . 6 :  C a r -o w n e r s h ip  b y  incom e group*

In co m e  ______ __  ^a  r —o^.-.net ^P— .

0 -9 9

1 0 0 -1 9 9

2 0 0 -3 9 9

4 0 0 -5 9 9

6 0 0 -9 9 9  2

1 ,0 0 0 -1 9 9 9  5

2,000*** 27

34

S o u r c e : F i e l d  S u r v e y .

T h e  m a j o r i t y  o f  c a r -o w n e r s  w e re  w i t h i n  in co m e 

g r o u p  o f  o v e r  2 , 000-00  p e r  m o n th . '-h o s e  p e o p le  

a c c o u n t  o n l y  f o r  a b o u t 1 0 .7 2  o f  th e  w o n t in g  

p o p u l a t io n  i n  T h i ! t a .  Low c a r -o w n e r s h ip  was 

a t t r i b u t e d  t o  lo w  in co m e s o f  m a j o r i t y  o f  t h e  p e o p le  

as shown i n  t a b l e  4 . 5 . L o w e r r a t e s  o f  c a r -o w n e r s h ip  

w h e re  t r a v e l  demand i s  h i g h  l i k e  i n  T h iita  was 

r e c o g n iz e d  ( i n  C h a p t e r  T w o ) a s  a n e c e s s a r y  c o n d i t io n  

f o r  e s t a b l i s h i n g  p u b l i c  t r a n s p o r t  s e r v i c e .
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4*7: Justification for establishing need for
public t r e p o r t  fiorvice in Thika Town

Need, for* establishing public transport service 
in Thika town has been been expressed in interviews 
by many people living in Thika town. What the 
general public feci about the need for public 
transport is indicated by a letter to the editor of 
Daily Nation of 4th March 1979 (page 7)«

W e  n e e d  
a  c in e m a

>' ' 4 \L 

’•8° ^

'yC+*J*<r'

However, justification 
for establishing need for 
public transport service in 
Thika cannot only be based 
on this general demand for 
public transport* Other 
factors which were found 
to be necessary for 
establishing public 
transport services in 
other areas are more 
central to the 
justification for 
establishing need for 
public transport services 
in Thika*

From the analysis of the existing situation in 
Thika, Thika was found to have a high level of 
business ancl employment activity resulting into high 
rate of trip generation. This had oeen round in 
Chapter Two to bo one of the conditions ncccot ry for 
establishing public transport. Further analysis 
showed that more than 44/̂ °f the trip made fell within 
the distance range which require public transport 
service i*c* a distance of over 3*2 kilometres.

.......... /110

THIKA. popularly called the 
Birmingham of Kenya, is a 
rapid I v growing industrial 
town. Soon this magnmcer.t 
town may assume the status of a
«itv. ,

Unfortunately, despite its 
bustling population, tue town 
lacks manv essential social 
amenities. Even for those wnoin 
money is not a problem, there 
are not enough lu x u rio u s  
services that a mar can crave

f°Would the Municipal Council 
considet the___possL î 
p m v i^ g ^ u ^ r N ic c s  U) us
reiiHents particula r ,' XtenUBS-
inwirccntrc to__lh<LjndU4U3i-

-?Tcrnerna ana drama the-tre 
would also be very welcome o 
cater for the entertainment 
needs of rhika workers.

ftithioji waNairobi—
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This provided an answer to the arrunout advanced 
by some, people that travel distances in Thika 
ni^ht be too shore to require public transport 
services. Furthermore, it was noted that 
residents from the residential areas far away 
from the town centre such as site and service 
were ready to board matatus travelling between 
Thika town and the rural areas and pay Shs.2/50 
for a distance of only 5 kilometres. This further 
indicated neeci for an organized public transport 
service.

Long travel times duo to dependence on 
walking as the main mode of travel was another 
indication that need for public transport existed 
in Thika. 55*3% of trips made had travel time of 
more than 20 minutes. Public transport then is 
needed to reduce travel time and increase 
efficiency in the town.

Another factor which justifies the need for 
establishing public transport service is the low 
level of car-ownership in Thika. The vast majority 
of people in Thika cannot afford to own private 
cars. They need an alternative mode of travel to 
walking* As distance increases between home and 
activity areas and especially between home and 
work, school and business areas which form essential 
trip purposes, the need for public transport becomes 
more acutee

Out. of the 113,233 trips made in a typical 
week day in Thika, 80.2;S accounted for essential 
trips. It ’was noted in Chapter One that essential 
trips are production oriented and as such cost

...♦../ill
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attached to then are likely to be insignificant 
in relation to the anticipated req3rc«s. Therefore 
demand derived from them will not be very sensitive 
to changes in travel costs* Since they are more 
definite in the sense that they must occur, they 
are the best indicators of the need for public 
transport* The fact that they are the majority 
in Xhika further justifies the need for public 
t ranspo rt•

Thikn{s steadily increasing population is 
another factor justifying need for public 
transport. Population projections for Thika Town 
in Chapter Three clearly indicate that Thika is 
growing rapidly and as such it requires well 
planned infrastructures to fit its anticipated 
growth* A well organized public transport system 
would therefore so3.ve the current travel problems 
and also cater for the anticipated future growth*

ibJLL- An economic perspective to justify establishing
need for public transport service in Thika:

Tlie operation of public transport service in 
any* town should be conceived as a function of income* 
For any public transport operator to accept tc 
provide public transport services, he must first be 
convinced that enough income accrues from the 
operations of the public transport services in that 
towno The economic justification of operating public 
transport services should be seen as the likely 
daily trips which would use public transport service 
and the likely cost for each trip giving the likely 
total daily earnings* *0****/ll2
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65 x 49* 3 - 32,385 trips
• 100

32,385 trips are the minimum trips which would 
be made by public transport service*

%-

I'ciIcing 2*6 trips to be the average daily 
trips per person per day, 32,385 trips represents 
.12,456 persons who would require public transport 
service everyday.

Prom tabic 4»3 above showing distribution 
of travel distance, average travel distance was 
found bo fall between 3 and 5 kilometres* For any 
travel distance between these two distance ranges, 
the bus fare is l/oO according to the Kenya Dus 
Services standard fare - scale* For 32,3^5 trips 
made in Thika, likely daily earnings would be:

32,385 x 1/00 = 32,335-00

Yearly revenue = 32,385 x 365
-  1 1 , 8 2 0 , 5 2 5 /0 0

I11 order to establish whether it is economical to 
operate an internal bus service in Thika, the 
following factors are considered:

Total daily trips 

Total population
= 233 « 2,6 trips.

4 3 ,0 0 0

/114



(ii)
(iii)
(iv)

(v)
(vi)

(vii)

(viii)

(ix)

(i) Operating costs e.g. petrol, oil, wear 
i etc — 20 cts per Km# per peu" 

Average person trip length =* 4 Kns./day 
Average bus occupancy = 100 passengers* 
Average travel distance per bus per year

»  20,000 Kins.*
Average bus lice = 10 years
Average bus value « 300,000/00
Terminal costs, storage
workshops, Bus stops/stages =* 9,000,000/00 
Recurrent expenditure = at 10$ total

capital costs
Depreciation 13 <)% total capital costs

From the above information the following can be
established;

- Total distance travelled

in a year
« 32,825 x 4 x 365 

2.6 1 1 

=* 18,432,500 Kms.

- Therefore No. of buses *» 18,432,500

20,000 x 100 

~ 9*2 buses

- Therefore Rolling Stock = Q x 300,000

= 2,7000,000/00

From Kenya Bus Services officials



Operational Cost = 2 x lo,432,500 Kms.
=  3 ,6 8 6 ,5 0 0 / 0 0

Therefore f o r  10 y e a r s

= 36,865,000/00

Therefore Total costs:
9
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(i) Fixed c o s t s  ( T e r m i n a l  c o s t s ,  s t o r a g e ,  

w o rk s h o p s  e t c * )  +  R o l l i n g .  S to c k

= 9,000,000/00

2,700,000/00

1 1,700,000/00

(ii) Total operational costs

= 36,000, 000/00

(iii) Depreciation for 10 years
»' 9% x 1 1 ,700,000 x 10 

100

» 10,530,000/00

(iv) Recurrent Expenditure
« 10% X  11,700,000 X  10

100

«  11, 700, 000/00

/1 1C
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Thus,

Total Costs Total Revenue

1* Fixed Capital - 11,700,000/

2U Total Operational
costs 36,000,000/

3* Depreciation =* 10,830,000/-

4? Recurrent Expenditure
- 11,700,000/-

T0TAL COSTS - 70,230,000/+ 118,205,250/00

Annual Revenue 
" 11,820,525/00

Therefore expected 
Revenue for 10 years 
-118,205,250/00

1

Therefore costs per annum 70,230,000 D 7,023 COO/OO
10

Revenue per annum = 11^20,525/00

Therefore Annual Profit/Saving ~ Revenue - Costs

- 1 1,820,525/00 - 7,023,000/00

- 4,797,525/00

CONCLUSION:

From an economic point of view, operation of 
an internal bus service in Thika tov/n is/to be viablem/f* 
Tliis further helps to justify the need for establishing 
an internal public transport service in Thika Town*

...... / 1 1 7
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However the underlying assumptions in the 
above analysis are firstly, that all the tripa 
which were previously made on foot and requiring 
public transport service (i.e. with travel distance 
of more than 3.2 kilometres) would use the public 
transport service established. Secondly, that all 
the people making these trips would afford to pay 
the fares of the established public transport
service.

/US
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CHAPTER FIVE;

CONCLUSIONS ‘AND RECQ,‘ I;iCNDATIONSt

•5,*Oi Major Conclusions :

Arising from the analysis of data, review of 
the literature and background information of the
study area, many conclusions regarding the 
establisluneut of need for public transport in
Thika have emerged*

The study has shown that conditions which 
have led to the establishment or. public transport 
services in other parts of the world prevail in 
Thika* Among them are the increasing population 
densities in the town duo to high level of business 
and employment activities, low level ot. car—ownership 
and increasing distances from home to activity areas*

Due to lack of organized internal .public 
transport services in Thika town, movement within 
and about the town was found to be problematic*
Travel times were found to be long and walking 
which was found to be the main mode of travel was 
found to be costly in terms of time and inconveniences 
experienced by the trip makers# .inconvenience in 
walking was found to be more pronounced during the 
rainy seasons when high rates oi lateness and 
absenteism were recorded in many work place »« bn î '; 
basis of time costs and inconvenience, walking could 
not be said to be the best mode of travel for the 
vast majority of Thika residents* The best mode of. 
travel as noted in Chapter One 3.8 the one which 
tries to minimize both the costs incurred and t?.me 
spent during travel, and which ensures convenience*
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The establishment of p u b lic  t r e p o r t

iW T h lk a  " OWn " aS £° - d ‘ 0 be p a r tic u la r ly
xn view of the increasing b4tMM. ̂ t a Z
areas due to the towns growth. It w  ^
public transport services are required for 
ranges of more than 3.2 kilometres. <4< of .11 the 
trips made in Thika f a l l  within th is  range. *. 
the town grows, trips made within this n

arc going to increase «] and for pu 
cervices can bo expected to ari*c.

Ine future growth of the town in o n . y  
c//.c expanding industrial ba'ic oi the tosn itt 1: 
and the continued dependence of its eco nnkally 
rich hiiiterlan<yeconomic activitca each our.in • 
and employment. The increased industrial 
investment in Thika is due to the decern ra.l i/ Pt L«».. 
of industries from Nairobi to vhika.

With the future growth of the town than 
ensured, population of Thika i.r; expected to r? < •, 
employment facilities to expand, resit' nti*l 
densities and commercial activities to inrr#*®#
and consequently the d ista n ce  betfcfvjn • >
and homes to increase. Thcs-J factors v m i .i ••• »*’ 
found to be th e  main rteterr ■  o f  tho su cce ss  o f  

public t r a n s p o r t  services in  any town were fouad in  

Thika town. They therefore h elp  to  J u s t i f y  t h .  

need for establishing p u b lic  tran sp o rt s e r v i c e  in

Thika town.
Central to the M t a U i r t M *  of puhi b 

services is the knowlcu C  of • ■ * -  1
economic activities in  ̂r 
anticipated future trends
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On -the basis of this knowledge* a good public 
transport- service can be designed which would take 
into consideration the likely future land uses 
and travel demand*

Thikafs need for intraurban public transport 
service was found to be very much a consequence of 
land uses i*e* high level of business and employment 
a c t i v i t i e s  and school attendance and not very much 
due to very high local population* Its 3ocal 
populaiion is relatively small compared with 
Nairobi*s when Nairobi first got its public 
transport services* However economic activities 
within the town itself and between the town nno 'ts 
hinterland generate a lot of traffic in the town*
As regards the activities between the town and its 
hinterland* a lot of traffic with Thika as 
destination was recorded* This traffic as was found 
in the analysis has its destinations in the work 
places, schools and market* 70% of it was found 
to have destination in the industries wnion ai. e 
located more than 5 kilometres from the bus/matatu 
terminal in the town centre* It was concluded 
therefore that the establishment of internal public 
transport service in Thika would be a great help oo 
the Majority of people living withrui and ci.t.so outside 
the town boundary who at preset viopend on wall.-i.ng 
for their travel*

Public transport companies in many countries 
are self-supporting ventures and as such caano- 
oper-ate where they are likely to incur losses*
Their operations arc largely controlled, by market 
forces® Their success v e r y  much depends on the 
affordability by the majority of the people in the 
town where they are operating to pay the tariffs sec*

* o * c o c / "r r\ *> 
c  o /  •
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An economic justification stipulating th.' major 
constraints and likely profits which could accrue 
from the public transport service operations is 
therefore necessary.

In Kenya, public transport services are 
provided either by individually owned or corporately 
oimed ventures who charge a government controlled 
tariff. In either of the two cases, no government 
subsidy is provided and as such they have to operate 
where they are assured of at least making marginal 
profits. They are therefore more attracted where 
they make high profits i.e. where high residential 
densities, low level of car-ownership and long 
travel distances prevail. We have seen that such 
conditions exist in Thika. Thus justifying the 
operation of an internal public transport service.

Matatu services only seem to be established 
in towns where internal bus services exist. They 
are established in order to suppliraent the existing 
bus services. Nevertheless, they appear to be 
competing with the existing internal bus services 
in most cases. The experience in Nakuru however 
showed that this competition can lead to the 
deterioration and eventual extinction of the internal 
bus seivices. On the other band, experience in 
Nairobi and Mombasa where matatus operate in 
competition with buses, no deterioration oi bus 
services is reported such as diminishing revenue 
for the bus operators as was the case in Nakuru.
The conclusion derived from this is that at a 
certain population size demand for public transport 
is so high that buses alone cannot afford provide 
adequate services. /122
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Matatu services are therefore needed. They are not 
seen as posing a bad competition but as providing 
the town dwellers with necessary and indispensable 
services. The Nakuru experience where the 
established internal bus services collapsed is an 
indication that this apparent population threshold 
which require both bus and matatu services had not 
been .reached. This means that the internal bus 
services needed protection from any competition if 
they had to operate at a profit or break-even.

The Nakuru experience also showed that success 
of public transport bus services depends also on 
proper training of the personnel for good Management 
and Administration.

5.1: RECOMMENDATIONS;

The following recommendations are derived 
from the conclusions noted above

(1) Thika local authority should make arrangements 
to e s t a b l i s h  internal public transport services 
in Thika Municipality. In case the local 
authority cannot bo able to establish its
own public transport services, it could either 
request a public transport operator to do so 
or form a joint venture with a public 

_ transport operator.
(2) Thika local authority should grant a franchise

to the operator who would estab3.ish public 
transport services in the town. the franchise 
should stipulate the tariffs to be charged 
the p»?.opie using the public transport sc cvj.ee s 
established and also protect the operator tro.' 
any other competitors. . . . . . . /123
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(3)
Ib 6  bus company establishing internal P - ;

snort services should first c o n d u c e  .he 
operations with about 6 buses on 4 x-ou,.-.-.
(shown on the Map No. 8) and increase -is 
number of both the buses and routes as
arise*? • . ~

Xn view of the relatively small size
T ilika town (as compared w ith  N airo b i n.-c.
Mombasa) ami consequently short travel distances,
small public transport vehicles i.e. M i n i  buses
are recommended for the operation of public
transport services in Thika. For short
distances, smaller vehicles were found to be
more economical to operate than the rig
vehicles (refer to Chapter Two).

(4) Thika Municipal Council should I o o f .  i o i  c i

to construct a Bus park, a Bus depot anu other 
associated facilities in order to caver -or% 
the garaging, repair and maintenance of the 
vehicles * The cost of these facilities is 
reflected in the economic analysis of 
establishing public transport services in 
Chapter Four*

The Bus park should preferably be built 
next to the Bus/Matatu terminal# This w ould 
enable people travelling by buses and matatus 
from the hinterland and Nairobi vo b o ard the 
town buses for industries or other destinations 
within the town f from nearby. Thus e n s u r i n g  a 
smooth link between the inter—urban a n d  intra­
urban travel which is lacking at present 
increasing travel problems in the town*

<  4*  r  c * *  ?  / 1  2  A
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In order for the established intra-urban 
public transport service to cater tor future 
changes and needs it must be flexible* b
taking cognizance of the likely future land use
deve?vOpment»

(6) The company or individuals establishing intra­
urban public transport services in Thika should 
first and foremost be assured of getting 
well trained personnel for good management and 
organisation of the public transport operations

(7) More transportation studies for medium else 
towns should be carried out- in future. On 
the basis of these studies, it will be possible 
to know when the need for public transpoj t 
services in these towns has been attained and 
plan for it beforehands

t /125
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A P P E N I> I X __ 1

NAIRODI TRIP RATES:

(24 Hour-day Trips/llousehold) I N C 0 >i E

Purpose Car per 
11/ho Id £0

-96
£97
-204

£20 5 
-300

£301
-600

!
£600
-900

L .  ; 
£901

-1200
£1201
-2400

£2401
-3600

— ----------—

£3601
r— -j TOTALi

Home-based 
Shops and

0 0 * 30 >• 0 0 ̂ 1 .7 6 2.34 2.14 3.45 3.54 5 .18 5.84 1.8 6

Sehool 1 1.00 1.49 3.54 2.57 4.50 3.91 3 .73 3.05 3.70 3.60! 2-i* 4*00 5.40 4.00 2.92 8.00 6.02 3.34 4.09 3.24 4.13
TOTAL 0.90 1.07 1.8 2 2.38 2.83 3.90 3.72 3.00 3.65 2.37

Hone-based
Work and 
Ocher, and 
non—home

0 1.32 2.47 3.23 4.19 5.02 5.23 5.77 7.00 8.44 3.49

based 1 3.70 3.73 4.50 4.17 4.65 5.96 6.91 7.77 8.15 6.35
1 2+ 7.00 7*10 7.20 7.04 7.72 7.28 8.79 7.73 11.54 9.40L TOTAL 1.52 2.52 3.38 3.90 5.00 5.75 6.90 7.22 9.86 4.48

/



A P P E N D I X  1 (Contd.)

NAIROBI TRIP RATES:
(24 Hour—day* Trips/Household) 

I N C O M E

All Trips 0 2.12 3.52 4.98 6.53 7.16 8.68 9.29 12.18 14 .28 5.34
1 ! 4.70 5.22 8.04 6.7-1 9.15 9.37 10.69 10.82 11 .8 5 9.95
2+ 11.00 12.50 11.20 9.95 15.71 13.30 12.62 11.82 14.79 15.53

• 1
TOTAL 2.43 3.58 5.19 6.28 7.83 9.6s 10.62 10.81 13 .5 2 6.85

41/3 - Private Transport
8% — Duses

. As iinpox'tance of trip purpose decreases, the use of private transport 
increases* People v/ith less money restrict their resources to essential 
trip making.

N.D



A P P E N D I X 2
LAND USE AND POPULATI ON SCHEDULE:

NAKURU XISUMU
___  —j_____
ELDORET TillXA

i
j ZONE

_______J_______

NAN YUX] 
EXCLUDE 
GOLF 
ARMY

NYERI
■ ■■ ■
KITALE

-

ISIOLC1 r . FALLS/NAIVASIIaAAVERAGE 
EXCLUDE DY ZONE 
GOLF j  EXCLUDE/ 

j  PRISON /

A. LAND USE 3Y RESIDENTIAL 0 50.2* 45.93 44.5 13.9 47.9 4 5.8 34.6 63.3 2 8 . 1 4 1 . 2 41.5
Z0NE AS * 0F INDUSTRIAL 1 5-6* 6.5 2.7 3S.7 5.5 2.5 5.1 1 . 2 5.9 4.4 7.8
USE 0 -  6 :C/.riONAL 2 13.4X 8 . 1 1 4 . 2 18 .0 12.9 17.3 1 9 .6 6.7 27.4 IS .7 1 5 . 0

RECREATIONAL 3 17 • 4/r 15.9 1 S.0 6 .6 19.5 12.3 26.3 2.5 7.3 6 .0 1 3 . 0

PUBLIC
PURPOSES 4 9. IX 1 6 . 1 1 3 .0 1 4 .0 8 . 1 16*5 10.5 I '• 21.4 21.9 1 5 . 0 %
COMMERCIALS S l.oi. 3.3 5.0 4.4 2 .4 4.6 2.5 3.6 4.9 6.3 3.9
PUBLIC
UTILITIES 6 2.7 i 3.6 * t 4.4 3*4 1 . 0 • 3.9 ‘3.0 1.5 3*0

B. TOTAL AjC.XACE (ZO; ES 0-6) 2065» 1195 1430 789 601 635 i 394 1 8 4 1 447 6# # -
c. POPULATION 1963 53,000 33,500 39,SOO 120,000 15,600 12,400 10,500 8,400I 8,100 | 6,400 -
d . rovn density poru. 1963,

. - -26.4 1 19.9 1 6A A«. O fU 25.9 r19.5 j 1 1 . 8 45,4 U . i  I 23.1 24.0c»ft«
‘  ̂PER AMU u T S.s 7.9 7.4 7.2 6.3 if 6 . 3

r. POPULATION IXCREAS X>63-73 p.5,000 10, >oo| 10,500 ! 11,000 ; 6,200 5,700 1 , 500} 3,600 3,300 1 3,300

G. Oa^TR RATE X 1*63-73 b3X■.._ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ r 31■ *.. —  ■|36 1 46 i 40 46 >14 ‘ 43 ‘41 ! J6 J6i

SOURCES PtlYSICA! nJUOCXVC D£f\nr>flBJPX



A P P E N D I X  3:

Questionnaires Used in the Interviews:

UNIVERSITY OF NAIROBI 1978/79
DEPARTMENT OF URBAN AND M.A. PLANNING;
REGIONAL PLANNING 2ND YEAR

QUESTIONNAIRE FOR ASSESSING THE KEEP FOR 
ESTABLISHING PUBLIC TRANSPORT SERVICE IN TIIXKA TQ\

A HOUSEHOLD/INDIVIDUAL SURVEY QUESTIONNAIRE:

3 • Zone Nurnbe r • • • ........*••*.•••••••••••••»•••
2* Household Number.....••»••*••••......••••••-
3. Lumber of Persons in the Household .••••••«*•
4* Relationship to the Head of Household »•*»•••

5* Purposes for making trips:
As For work
B: For school
C: For Market/Shopping/Business
D: For visiting
E: For recreation
G: Others (specify)

6t Number of trips made by a person for each purpose
A: Work (per day/per week) ......... *.....
5: Market/Shopping/Business (per day/per week)

Cs Hospital (per day/per week) ......... .
D: Recreation/sports (per day/per week) • »«
E: Visiting (per day/per week) .... .
F: School (per day/per week) ........
G: Others (state) - (per day/per week)

Specify the days if not daily*

* • ♦ •



2

7. • TIME TAKEN IN I\ .:IP:

Purpose
Less
Than
10
Mins.

t — -—
Less
Than
20
Mins •

Less
Than
30
Mins.

Less 
Than 
1 Hr.

More 
Than 
l Hr.

\vrork

Ma rket/Shopping/ 
Business

Hospital

Recreation •

Visiting

School

Others I
1

—

8. DISTANCE TRAVELLED

Purpose
Less 
Than 
1 Km.

Less 
Than 
2 Kins.

Less
Than
3Kms.

Less 
Than 
4 Has •

Less 1
Than
5Kms.

Mo re 
Than
5Kms

Work

Market/Shopping/ 
Business •

Hospital

Recreation

Visiting ______________

School

Others i

/ 3



9* Mode of Transport:

As Foot
Bs Bicycle
C : Private Car
D : Company Vehicle
E: Public Means (Bus/Matatus)
F: Others (specify)

10* How much do you pay for each journey? ......

11 * MODE PREFERENCE BY TRIP PURPOSE

- 3 -

Purpose j Foot Bi
cycle

!Private 
j Car

!Company 
Car

Pub] V
Means

Others

Work

School

Hospital

Visiting

Market/Shopping/ 
Business •

Recreation *
«

Others f
________ L _ j _______

3.2* Which route do you follow for the following 
purposes?
A : Going to work •••«•••••••••••••••••••••
B: Going to Hospital »•••*<> ............ . • •«
C : Going to school ................... .
D: Going to Markct/Shopping/Business.... .
E : Going to Visiting ................. •«• •«
F: Going to Recreation/Sports .........

/ 4
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13.

14.

Monthly Income
From Employment ....* • • • •
From Business ••••••••••••
From Other Sources (state)

Kshs# 
Kslis *

Kshs• •
How many personal cars/vehiclcs do you own?

1 6 .
17.

18#

19.

Do you Travel to Nairobi?
Yes/No#

How many times a day/v:eek? .......
V/hat problems do you encounter vic-h the 
present transportation system? .......

1........................*........  *
2............................. *****
........................................................
Would you like any changes

Yes/No *
introduced?

Which changes would you like introduced 

(if any)?
1......................*.........
2o ........... ................*
3 •

/ 5
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1973/79 
M.A. PLANNING 

2ND YEAR

UNIVERSITY OF NAIROBI 
DEPARTMENT OF URBAN AND 
REGIONAL PLANNING

A QUESTIONNAIRE FOR INSTITUTIONS AND BUSIV GS
ESTABLISHMENTS:

1 e Zone Number  ...............*..... .
2♦ Location of Establishment •.•  ».... *••••••<
3* Types of Establishment:

A : Industry
B: Market
C : School
D : Hospital
E : Bank
F: Others (state)

4« Number of Employees * *...... ..............
. Number living outside Municipality Boundary

- Number living within Municipality Boundary

5« What is the predominant mode of travel for
outsiders? ••e****«««**»*r#*,‘*********4£** 1*'

6* Do you offer Company Transport for your
employees? Yes/No*

7. If yes,
(a) How many trips a day does it make? ...
(b) IIow many persons are carried per trip? .
(c) How much does each person per trip? ••••

, Punctuality of the workers: Is it:8
Good? • * • 
Moderate? 
Bad? ... .



What reasons do your employees give for 
reporting to work late?
1........................ ...............
2 ................................................................... ............................

4 • »*•
A* Rate of Absentcism:

High •••««»•»»••••
Moderate •••»«••••
Low •«•»•»••*»••••
Non-Existtent ***«

13. Reasons for Absenteeism:
lo .....................................
2, ..... ...................................

What are your views about establisliin^ rub lie 
Transport Service in Thika Town?

If School, How many of the students come from:
A. Within Municipality Boundai'y? .........
B. Outside Municipality boundary? ..........
What is their predominant mode of travelling 
to School? ........................... .
If Hospital, how many outpatients report
per day? ••.••••«. • ••••••«*•*••»»»••<>«•.....
How many come from:
A# Within Municipality Boundary? ♦*...*....
3, Outside Municipality Boundary?
What is their predominant node of travel?

Any other Institutions (to be stated)



LIST OF PLATES:

P la t e  I s  C y c l i n g  b a c k  t o  w ork ( i n  th e  background a r e  

t h e  i n d u s t r i e s ) *  r

P l a t e  2 s W a lk in g  i s  th e  m ost common mode o f  t r a v e l  in

T h ik a



P l a t e  3 : T r a f f i c  a lo n g  K en y a tta  H ighway, th e  main s p in e

ro a d  p a s s in g  th ro u g h  th e  c e n tr e  o f  th e  to w n .

P l a t e  4 :  C y c l in g  in  T h ik a  i a  f o r  a l l .  I t  i a  th e  s e c o n d

m ost common mode o f  t r a v e l .



P l a t e  5 s Bus t e r m in a l  f o r  u p -c o u n try  B uses.

P l a t e  6 : U n c o n tr o lle d  p a rk in g  f o r  m atatus (from  t h e

h i n t e r l a n d ) •



7 : Matatua co*autio« to Thlka fro * »«M h la ta H
a v e ry  coaaon a ifh t  a l« a |  Kaayatt*

81 Sit* and ••rric# ho*al*« m *m » l***t*4 
than S from tb* **•" «*•*'*•



P l a t e  7 i M a ta tu s  com m uting t o  T h ik a  from  the h in t e r la n d  
a very common sight along Kenyatta Highway.

P l a t e  8 j S i t e  and s e r v i c e  h o u s in g  scheme lo c a t e d

th a n  5 Kms. from  th e  tow n c e n tr e *

more


