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ABSTRACT

“Moving a working Nation” was the driving theme in the formulation and implementation
of the Integrated National Transport Policy, 2009. The policy document identified several
challenges which were, inhibitors in the sector from were performing its role with respect
to National, Regional and international integration. Some of these challenges included
inadequate infrastructural development and maintenance, insufficient funding and gaps in
the legal, institutional and regulatory framework for the sector. The policy document
subsequently provided policy solutions for each sector with a view to addressing the said
challenges. This study investigated the impact of the Integrated National Transport
Policy in the road sector within Nairobi County from 2010 to 2015. This was done by
identifying impacts on implementation by assessing the policy overlaps, policy gaps,
system and institutional failures, that have either emerged or have persisted overtime,
with a keen focus on the policies that guided infrastructure, funding, regulation and
enforcement. Data was collected using both primary and secondary sources. Primary data
relied on empirical scholarly research articles, self-administered questionnaires and in-
depth interviews with public officers at levels or ranks drawn from various state agencies
who were purposively selected. Secondary data was sourced from organizational records,
surveys and reports for other research and surveys conducted that were associated to the
road sector within Nairobi county. The findings of this study found that the Integrated
National Transport Policy in the road sector, had a positive and significant effect on
infrastructural development and expansion of roads. It also had a Integrated National
Transport Policy in the road sector, had a positive and significant effect on funding and if
was further observed that implementation of the road transport policy had a positive and
significant effect on regulation & enforcement. This study therefore, recommends a
complete overhaul of the road sector transport policy to fully address the question of
infrastructural, funding and review or realignment of the various legislation to facilitate
ease of enforcement of the various road laws within Nairobi County.
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DEFINITION OF TERMS
“Road Agency” means any organization or body specified in the Third Schedule, with

responsibility for defined categories of roads.

“Road Network” means the entire road network in Kenya, whether classified or
unclassified, of regional or local importance, public or otherwise howsoever

described.

Cess is tax on the movement of agricultural produce raised by local authorities in Kenya.
The tax applies to all farm agricultural produce, livestock and products
marketed in all outlets managed by local authorities and on transit by road

within the country.

Class A roads encompass transnational highways connecting townships of international
significance, ports and linking international borders (Republic of Kenya,

2012).

Class B roads are countrywide highways that connect centres of national importance

(Republic of Kenya, 2012).

Class C roads refer to major highways which connect regional towns or link to upper

highways (Republic of Kenya, 2012).

Enforcement Agencies are administrative divisions in Government charged with
implementation of law and government policy related to the road transport

sector.

Funding are modalities put in place to identify financial avenues that will facilitate road

infrastructural development.

Legislation is a mandate or standard enacted by a national law-making body or
parliament at state or federal level. It is enforceable, with positive or negative
consequences of noncompliance. In some countries, the term used is an act

(WHO, 2013).
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Public Road is defined as a highway, traffic lane, path, alleyway or route or ground held
in reserve for use of mode of right of entry to two or multiple premises RoK

2012.

Road Infrastructure includes road facilities and equipment; the network, parking

Spaces, Bus Shelters, Draining System, Bridges and Pedestrian Footpaths.

Transport or Motor Vehicle Laws address topics such as driving privileges, licensing
and vehicle registration, road signs and signaling, driving conduct, motor
vehicle manufacturing standards and commercial driver working hours. Such
laws are not limited to safety on the roads but can include transport

infrastructure (WHO, 2013).

Transport Policy deals with the development of a set of constructs and propositions that
are established to achieve particular objectives relating to social, economic and
environmental development, and the functioning and performance of the

transport system. In this study, it refers to the Road Transport Policy.
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CHAPTER ONE
INTRODUCTION

1.1 Background on the Study

Transport policies encompass the advancement of a set of concepts and structures that are
established in order to achieve certain goals relating to social, economic and ecological
constructs in order to ensure proper functioning and performance of a given transport
system. Policies in the transport sector arise because of the importance of transport in
virtually every aspect of national life, Burrton (1993). Transport is taken by Governments
of all types, from those that are interventionist by political ideology to the most liberal, as
a vital factor in economic development. Burrton et al., (2005) identifies two perspectives
on transport policy and observe that they vary considerably between countries. At one
extreme is the Anglo-Saxon perspective that leaves much to the individual and market
forces, with government simply being a facilitator with minimal intervention when
serious market failures emerge. At the other extreme is the continental European
philosophy of direct government planning and control, with the markets treated
cautiously and only allowed when they meet clear official objectives. Batra, (2009)
opines that Transportation policies affect the productivity of cities in which people live,
especially in Urban Centre’s. Urban road transportation policies affect the quality of
people’s lives in several of ways from the intangible as articulated by policies and
regulations to the tangible like road infrastructure and related facilities and to a great
extent influenced by funding. Wagenvoort et al, (2010), further opines that no Nation can
achieve continuous development without focusing on investing in public infrastructure
and providing sufficient financing. Wagenvoort, (2009) further states that funding for
road infrastructure has a direct impact on development in two broad aspects; directly by
influencing they physical development of road networks, maintenance of existing roads
and related facilities and indirectly by spurring growth and ensuring economic growth
and proper overarching policies and legislation that govern the management of the

sector.



The development of Kenya’s transport policies has been sluggish. This is as observed in
the various sessional papers as anchored in the various development plans. The first
national development plan covered the years 1964-1970, and was anchored in the
Sessional Paper No. 10 of 1965 titled African socialism and its Application to Planning in
Kenya. On road policies, Wasike (2001) groups Kenya’s public policy on roads
infrastructure over the post-independence broadly under three decades. The first decade
referred to as period of rapid growth, the second as a period of continuous decline and the
third and fourth decades 1982 to late 1990°s being the era of structural adjustments and
reforms. Noteworthy, the Sessional Paper No. 5 of 2006 identified impediments in the
road sector under three main areas which entailed infrastructural challenges, legislative
challenges and inadequate funding. The Economic Recovery Strategy for wealth and
employment creation between the year 2003 to 2007 informed a policy shift and led to
the constitution of the National Transport policy committee, that policy paper lead to the
Integrated National Transport Policy, 2009 which recognized the critical issues facing the
sector and proposed policy recommendations and strategies to address the

aforementioned deficiencies.

1.1.1 Integrated National Transport Policy

The policy paper on the Integrated national Transport Policy for Kenya, (2009), identified
a number of challenges inhibiting the transport sector from performing its facilitative role
in respect of national and regional economies. The report highlighted poor quality of
transport services, inappropriate modal split, Unexploited Regional Role of the Transport
System, Transport System Not Fully Integrated, Urban Environmental Pollution, Lack of
an Urban/rural Transport Policy, Institutional Deficiencies, Inadequate human resource
capacity and lack of a Vision for the Transport Sector. The aim of the Integrated National
Transport policy (INTP), (2009) was to address the challenges and provide strategic
direction on how to ensure that the transport sector becomes a facilitator towards Kenya’s
socio-economic development and economic growth to ensure realization of vision 2030.
With the advent of the new constitutional dispensation, both the National and County
Government. All county governments were expected to customize the policy depending

on their scope as guided in Schedule 4 of the Constitution of Kenya, 2010.



The researcher approached this study from a view point based on three key thematic areas
as the basis of assessing impact of the INTP, 2009 in the road sector within Nairobi
county. The three thematic areas included Infrastructure, Funding, Regulation and

Enforcement in the road sector.

The organization for Economic Cooperation and Development, OECD (2002), defines
infrastructure as a structure of public facilities in a nation, together with roads, buildings
and powerlines. Kenya’s infrastructure networks follow population density and therefore,
road transport plays an important role in road infrastructure within Nairobi and its
environs. Infrastructure provides an enabling operational environment for all other
sectors in the Kenyan economy, due to its interlinking role. Road Infrastructure is a broad
term which entails road construction and related networks, road rehabilitation, road
maintenance and associated road facilities like bus shelters, pedestrian footpaths and
parking spaces.

The scope of road transport comprises the entire road network and includes all road
facilities upon which road transport operates, whether classified or unclassified, of
regional or local importance and whether the road is public or private. The road sector in
Kenya plays a major role in the economy and accounts for a huge portion of
transportation demand as evidenced by the ever-increasing demand for better road
infrastructure. Traffic on the national highways has grew by 7.5% per year, World Bank
Report (2007a). In the statistical release by the Kenya National Bureau of Statistics
(KNBS), for the third quarter ending December, 2015, the road transport sector grew by
8.7 per cent compared to 7.8 per cent growth recorded in the same quarter of 2014 which
was attributed to increased demand for freight transport and a fall in oil prices during the
review period. Further, there has been a sharp increase in motor vehicle ownership over
the years leading to heavy traffic congestion during peak hours and stiff competition for
limited road space among motorists, pedestrians and motor cyclists. Traffic congestion is
further manifested in long queues of slow-moving vehicles and long waiting times,

particularly within the central business district and its environs, KNBS, (2015).



Road sector funding refers to financial strategies in in place to efficiently and effectively
implement road transport policy within Nair_obi County. Funding for the sector was
sourced through the exchequer (annual budgetary allocation from the National and
County Government), road fund, road levies, fees, licenses, import duty and multilateral
financial institutions such as the World Bank, donor countries and public private
partnerships. Funding for the road agencies in Kenya is influenced to a great extent by
their scope and class of road under their purview. This is governed by the Kenya Roads
Board Act, (1999). Funding is a key factor in ensuring that the envisioned road transport
policies are implemented fully. However, inadequate funding has been the biggest
impediment in implementation of various policies as evidenced by the declining
budgetary allocation for the sector and an over-reliance on multilateral financial
institutions and donors, Mugambi(2016).

Regulations refer to the various policy guideline that operationalizes the Kenya Roads
Act,2012 while on the other hand, enforcement, refers to the agencies mandated to ensure
the various regulations in the road sector are applied as envisioned in the law. The Act,
provided for the establishment of three authorities whose focus was on the national of
roads in relation to development, rehabilitation and maintenance. The County
government on the other hand, were mandated with the role of development,
rehabilitation and maintenance of County roads, proper utilization of road facilities
within the county, traffic control and issuance of business permits. The enactment of the
National Transport and Safety Authority, (2012) provided avenue of ensuring
enforcement of the road sector regulation through licensing and ensuring safety on the
roads. Omondi, (2013) notes that the many agencies with overlapping mandates created

more challenges for the sector than ever before.

1.1 Research Problem

The road transport sector faces a myriad of unprecedented challenges ranging from
inadequate infrastructure and related facilities to insufficient funding coupled with a
complex institutional framework charged with management of the sector. Liu (2017).

Berg et al., (2017) provide further concerns for the sector, especially for low and middle-



income countries by observing that the current potential for transport investments and
policies meant to boost sustainable and inclusive growth are declining. This is evidenced
by increased transport costs and over-regulation of the sector with a multiplicity of

institutions undertaking somewhat similar roles.

Following the institutionalization of the Integrated National Transport Policy, (2009),
specifically for the road sector, it has been observed that the policy has had a minimal
influence on road infrastructure as evidenced with the apparent lack of road facilities,
deteriorating road infrastructure, especially county roads and to some extent highways
and arterial roads, which could be adduced to insufficient funding. Funding for the sector
has been hampered by the over-reliance on the Government exchequer, which is affected
by various factors from the tax regimen and road levies to effects of international oil
barrel pricing. Further, the effect of the various policies and legislation as issued by the
National and by extension Country Government, has created bottlenecks to spur growth
for the sector. Taking cue from the current state of affairs, the sector is over-regulated
with many institutions undertaking overlapping mandates, thereby curtailing enforcement
of the various regulations. This study therefore sought to assess the impact of the

integrated national transport policy in the road sector within Nairobi County.
1.2 Research Objectives

In this research, the main objective was to assess the impact of the Integrated National

Transport Policy in the road sector within Nairobi County.
The specific objectives were to:

a) Assess the extent on how the integrated national transport policy has influenced

road infrastructural development within Nairobi County.

b) Evaluate how the integrated national transport policy has impacted on road

funding within Nairobi County.



¢) Determine how the integrated national transport policy has affected
implementation and enforcement of road transport regulations within Nairobi

County.

1.3 Research questions

a) To what extent has the integrated national transport policy has influenced road

infrastructural development and maintenance?

b) How has the integrated national transport policy has impacted on road funding

within Nairobi County?

c) To what extent has the integrated national transport policy has affected
implementation and enforcement of road transport regulations within Nairobi

County?

1.4 Scope of the study

This research was to assess the impact of the integrated national transport policy in the
road sector and covered the duration from, 2010 to 2015. The area of study was within
Nairobi County. The study targeted 100 respondents drawn from the Ministry of
transport and Infrastructure - State Department for Transport, Kenya Roads Board,
National Transport and Safety Authority, Kenya Traffic Police Headquarters and The
County Government of Nairobi — department of Public, Works, Roads and Transport.
The study focused on the key personnel at the government ministries responsible for
policy development, implementing and enforcement agencies related to transportation
policy with a keen bias on road transport. The study was conducted between the

December, 2015 to June, 2016.

1.5 Hypothesis

The hypothesis of this study presupposes:

Hi: Implementation of the road transport policy has no positive and significant influence

on Infrastructure within Nairobi County.



Ha: Implementation of the road transport policy has no positive and significant influence

on Funding within Nairobi County

Hs: Implementation of the road transport policy has no positive and significant influence

Regulation & Enforcement within Nairobi County.

1.6 Significance of the study

The findings from this study were useful in assessing the impact of the integrated national
transport policy on aspects of policy, practice and academia, especially regarding
implementation of the integrated national transport policy for the road sector within

Nairobi County.

On policy relevance, the findings of this study could be used by the Ministry of Transport
and Infrastructure and all related State Agencies, Nairobi County and the Police Traffic
Department, to inform review of the existing road sector transport policy and develop
better road transport planning strategies and programmes to harness opportunity in the
sector, spur economic development and enhance the quality of livelihood by easing road
transit or fully utilizing alternative transport modes. Further, this study could be
replicated the specific various sub-countries within Nairobi country which face similar
problems and thereby contribute to the achievement of the Economic and Social pillars as
espoused in the Kenya Vision 2030 policy documents as well as ensure equitable
distribution of resources, public participation in policy making and accountability as

enshrined in the Constitution of Kenya, 2010 and other relevant legislation.

On the academic sphere, this study would open up new frontiers as a point of reference
and knowledge on the subject under study. It would further bridge the knowledge gap in
the transport policy with a bias on the road sub-sector by developing pointers that to
demonstrate if the policy is achieving its desired outcome by assessing the impact of thje

policy on the road sector specifically within Nairobi County.



CHAPTER TWO
LITERATURE REVIEW

2.0 Introduction

In this chapter, the researcher took a review of the theoretical perspectives on transport
policy, assessed the impact of transport policies, identified theories on transport policy,
highlighted empirical studies from select countries, and thereafter briefly highlighted the
research gaps in the Integrated National Transport Policy and the consequent impact to
the road sector which informed the conceptual framework and the research approach as

used in this study.

2.1 Theoretical literature

In this section, the researcher commenced by examining the nature of transport policies
the theoretical literature and a review of theories in place in transportation policy and

how these theories impact on transport policy.

2.1.1 Nature of Transport Policy

Slack and Notteboom, (2013) elucidate the distinction between transportation policy as
dealing with the development of a set of constructs and propositions that are established
to achieve particular objectives relating to social, economic and environmental
development and the functioning performance of the transport system. While transport
planning encompass the preparation and implementation of actions designed to address
specific problems and therefore they perceive transport policy as a concomitantly a
public and private endeavor. They further view that governments are often the most
involved in the policy process by the virtue that they either own or manage many
components of the transport system and as by the virtue of government’s role to manage
transport systems due to the important public service they provide in addition to imposing
a regulatory framework. On the other hand, the private sector has much leverage into the

policy process through its asset allocation decisions, which in turn reflects in new public



transport policy paradigms like public-private partnerships in road infrastructural

developments.

Burton, (1993) gives a contrary view by stating that transportation policies is an all
government affair and a key mechanism in promoting, developing and shaping the
national economy. The rise of transport policies has been due to the extreme importance
of transport in virtually every aspect of national life. Rodrigue et al (2006) on the other
hand concurs with Burton and views transport on a broader perspective with policies
developed to establish sovereignty or to ensure control over national space and boarders,
which raises questions on public safety and the environment, and led to the development
of policies requiring licenses, imposing equipment’s standards and setting of speed limits.
Rodrigue et al, (2006) further opines that governments have large number of instruments
at their disposal to carry out transport policy and the important instrument is public
ownership. This has been verified by the direct control of the state on transportation is
widespread as evidenced by public agencies in place on transport infrastructure such as
roads and airports. Public ownership also extends to include the operation of transport
modes. Rodrigue concurs with this assertion and notes that in many countries airlines,

railways and ferries are owned and operated by public agencies.

Kloop, (2011) brings to the fore a different view on transport policy by introducing a
term “transport policy instruments”. On this, he discloses that in spite of the abundance of
policy instruments, there is no single silver bullet to fit all national and regional
circumstances and concludes that urban transport policies are complicated, and this
therefore calls for integrated and comprehensive programmes for the medium- to long-

term; by taking account the local and regional context.

Slack, Notteboom and Rodrigue, (2013) sustain Kloop’s viewpoint on the discourse on
transport policies as a reflection of reflect the interests of decision makers and their
approaches to solving transport problems. To them, the interests and approaches are both
place specific meaning that they apply to a particular area of jurisdiction and time
specific implying that they are established to reflect the conditions of transport and

intended solutions as a point in time. In their concluding discourse, it is widely



appreciated that policies change and evolve, as the conditions change and as different sets

of problems are recognized therefore implying that policies are dynamic.

2.1.2 Trends in the Development of Transport Policy

Transportation policy has evolved overtime from as early as the seventeenth to the
twentieth century. It has been a painstaking period where forces, socio-political and
economic interests have influenced the transport policy overtime and the balancing act of
all players involved in the sector. This part brings to the fore discourse that has been
written by various researchers and authors on the trends of the sector with a keen bias on
the road sector and the impact it has had on the twenty first century and notably still

evolving.

Rodrigue et al, (2013) view public policies as being a reflection of interests of policy
makers and their approaches to solving transport problems. These problems are usually
specific to a particular jurisdiction and intended to provide solutions at a particular point
in time. It is their view that policies change and evolve as conditions change and as new
problems emerge. Burton, (1993) affirms this point by acknowledging the dynamic
nature of policy as reflected in the way policy instruments have been employed over the
years. In the nineteenth century, when many of the modern transport systems were being
developed, the prevailing political economy was one of laissez-faire, which was of the

view that the private sector should be the provider of transport services and infrastructure.

Berg et al., (2015) note that the period between 1940s and 1970s was characterized by
nationalization when socialist ideology was put into practice throughout the world. For
example, the European transport industry saw the emergence of large national companies
in public transport, freight and rail among other modes. These large nationalized
companies could mobilize new sources and technologies, thereby contributing to the
national objectives of economic growth and full employment. By 1960s, transportation
had come under the sway of public policy initiatives that exerted an enormous influence
on the industries and their spatial structures. At the same time, there was also a growing
body of evidence that indicated that public ownerships and regulations were not always

in the public interest. Transportation costs that were fixed by the regulatory authorities
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were maintained at higher levels than were necessary, which demonstrated that many
regulatory boards had been “captured” by those they were supposedly regulating, so that
they were frequently acting to protect the industries rather than the public. At the same
time, there was a crisis of public finances in many countries, where the cost of operating
the state-owned transportation industry were seen to be unsustainable. The recent trends
in transport policy towards liberalization and privatization have not necessarily weakened
government interventions. Government policy orientations have changed. Governments
are beginning to exert greater control over environment and security or safety concerns

that are replacing former preoccupations with economic matters.

In as much as there has been a reduction of policy involvement on economic regulation,
the influence of public policy on especially road transport is still influential though very
contentious. This has been evidenced by the enactment of various legislation and policies

in for the road sector in Kenya.

2.1.3 Impact of Transport Policy

Dantas and Ribeiro (2007) opine that road transport infrastructure policies create impacts
not only to the transportation system, but also to the social, economic and environmental
system, with most studies performing a posteriori analysis of the impacts, after the
implementation of a policy, noting the observed and expected changes and comparing
them in order to evaluate the policy’s efficiency and effectiveness. In their study on
impact of transport infrastructure policies in Brazil, Dantas and Riberio, (2007) found
that within a given framework the impacts are measured in terms of short-term, medium-
term and long term, with the transport system having a short-term high impact and low
impact for both the medium and long timer. This approach is based on the assumption
that impacts of transport infrastructure policies are solely the result of immediate changes
in the transport and activity systems. Despite the widespread adoption of this approach,
there has been growing criticism regarding the lack of comprehensive databases and
evaluation methods that help planners in identifying the true dimension of the impacts as

postulated by Greiving and Wegener,(2001).
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Ellison (1992) further expounds on the impact of transport policies on the road system in
South Africa, He notes that the system was characterized by a programme of increasingly
expensive subsidies aimed at supporting the movement of workers, government
ownership of carriers and infrastructure, direct government regulation on rates and a
system of entry regulation that protected the incumbents. The consequent result of
complete Government ownership self-regulation led to a sharp increase of costs to the
Government which led to its inability to sustain the transport subsidies that underpinned
the separation of non-white workers from their work locations. This led to the removal of
statutes of the policy and consequently the government launched a policy 6f transport
deregulation and proposed privatization of government owned carriers though this faced

rebuttal by the political elite.

2.2 Theories in Transport Policy

This study examined two theories on transport policy which were, Black-hole theory of

highway investment and vehicular traffic flow theory.

2.2.1 Black-Hole Theory of Highway Investment

Gunnarsson (2000) in his paper on Mobolistics, notes that transport is a complex system
based on numerous decisions. He further opines that transportation system is highly
adaptive in time and space but is also very sensitive to disturbances which can result to
system collapse, thus inclinations towards a paradigm shift in transportation solutions as
the epoch of “building away the problems” through large investments in road
infrastructure as a result of road infrastructural development, increase in car ownership
and automobile traffic has resulted with a negative impact on the public transport system

and facilities for non-motorized transport with a near total collapse of the system.

Plane (1995) developed the black-hole theory of highway investment which states that
enlarged investments in highway facilities result in greater ease of travel and hence
altered travel patterns, including an increase in average trip length and in the number of
trips made. Over time, this increase demand stimulated by the initial investment leads to

demand on transportation facilities, funding and resultant imposition of stringent
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regulations through policy or otherwise and the process repeats itself. This familiar
phenomenon has been referred to as the black-hole theory because it is claimed that
investing in highways is like throwing money into a black hole. Simply put, adding new
routes makes congestion worse, not better. From this theory, it was deduced that road
infrastructural development policies can yield both intended and unintended outcomes.
Construction of a new road to ease traffic or decongest a given area leads to an induced
demand for vehicular travel and use of the alternative route (new route). This leads to a
further congestion of the road that was initially meant to address traffic congestion.
Therefore, infrastructural policies need to weigh on the impact of the intended and
unintended outcomes. This can be done by providing more options in addressing a given
challenge in the sector. For instance, when constructing a new road, policy makers should
make adequate provision for non-motorized transport. This will ensure a balancing-off of

the road usage and in the long run ease traffic congestion.

2.2.2 Vehicular Traffic Flow Theory

This theory was first developed by Frank Knight in 1920s and modified by Wardrop's in
1952. Vehicular traffic flow model states that flow is a product of velocity and density
hence assumes density relates to velocity. This model is explained through the driver’s
aggressiveness approach where if a driver’s aggressiveness is deliberate, then this
increases risk due to lack of patience as an attempt to save time. This is a deviant
behavior which surpasses the limits of safe driving and as a result puts other road users at
risk from collision. Taking cue from the policy, urbanization and increased purchasing
power of the people has led to an increase of the number of cars on our roads and as a
result let to congestion and crowded roads. This has increased the level of stress on the
drivers due to time pressure and this leads to drivers’ illegal use of road shoulders,
obstruction and dangerous changing of lanes. To address this deviant behavior, it is
imperative to have in place proper regulations to govern the sector with sufficient
enforcement mechanisms. Further, implementation of regulations requires proper and

sufficient funding to ensure enforcement is achieved.
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2.3 Empirical literature

The researcher in this section has endeavored to broadly assess the impact of transport in
both the developed and developing economies, and further highlight the existing debates
on European transport policy and the status of the African transport policy. The section
concludes by providing extensive studies on urban transportation in select developing

countries in Africa, Latin America and Asia.
2.3.1 Debates on European transport policy

Papaioannou and Stasinopoulos, (1991) present detailed historical background on the
road transport policy on infrastructure for the European Community. In their view, the
community policy on road transport was informed by three events in 1985 which gave a
new impetus to the development of a common policy, which entailed the creation of
communities without frontiers, creation of free market for international inland transport
by adapting a non-discriminatory basis of bilateral quotas and elimination of distortions
of competition during the transition phase. In order to harmonize these measures to
facilitate market access, Papaioannou and Stasinopoulos, (1991) identified three main
areas in road transport where distortions of competition might arise, social, technical and
fiscal. To address these inequalities, they note that efforts to hamornize competition
between modes and improve road safety and working conditions were realized by the
regulations published in the early 1970’s. However, the said regulations lacked flexibility
and were difficult for transporters and drivers to implement correctly. As a consequence,
there was an urgent need to relook the existing regulations with a view to harmonize and
address, specifically aspects on the tax structure, cargo vehicle weights and dimensions
and road tolls. On the other hand, Giorgi and Pohoryles (2001) provides an overview of
the past legal developments within the European Union that brought about the
transformation from national transport policies to a common transport policy which
identified the problems encountered in its implementation; and identified the conflict

areas, common to all European countries.
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In highlighting implementation or road transport impacts, Trigalo and Barone (2011)
highlight the consequent problems of co-ordination encountered in the decision-making
and implementation of major infrastructure projects, which majorly highlighted the need
for co-ordination among the various institutions. In order to address the impact of
decision making in transport policies, Banister and Stead (2003) illuminate how the
exercise of scenario-building can help policy development and decision-making. In this
approach, desired 'Images of the Future' are defined in line with the objective of
sustainable transport and other policy targets of the common transport policy; and
through a 'back-casting' process, various policy packages are created, and policy paths
defined as those that may be used for reaching the desired future. As a consequence, the
resulting policy packages and policy paths are also valuable in revealing policy actions
for achieving sustainable transport outcomes on infrastructural development which is

influenced by sufficient funding and a comprehensive regulatory framework.

A general assessment on the contributions to the debate on European transport policy
brings to the fore key impacts of the policy issues that emerged and the consequent
efforts put in place in order to provide corrective measures taking into account equity
especially for road transport and inter-territorial relationships as relates to the European
transport policy. What stands out is the need to promote research-driven policy-making,

which would be able to address the problems and conflicts within the sector.
2.3.2 Status of African transport policy

Most African countries have clearly established overarching transport policy objectives.
In most cases, these are documented in a formal guiding national transport policy
document. They are regularly updated in some countries, but not in others. After several
years of notable economic growth, policy-makers in Africa face the challenge of
sustaining this momentum by continuously adapting policies to a changing environment.
Recent GDP growth in Africa has been over 5% per annum. The continent has shown
resilience during the 2009 economic downturn with 4.5% GDP growth in 2010 and more
than 5% growth in 2011 OECD 2010.
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A performance review conducted on the African Transport Policy Performance Review,
by the Africa Transport Policy Programme (SSATP) in selected Anglophone and
Francophone countries in 2013 highlighted the impact of transport policies focusing on
the main transportation modes, excluding maritime and aviation. The study was
conducted in six countries: Ethiopia, Benin, Burkina Faso, Gabon, Ghana and Zambia, all
being considered, for the purpose of portraying a fair cross-section of the Sub-Saharan
Africa transport sector circumstances and impacts on infrastructural development,
funding and legislation. The paper addressed some fundamental policy issues and
consequent impacts, that affect transport performance in Sub-Saharan African countries

and was intended for transport sector policy level decision-makers.

In his review on Africa transport policies, Runji (2015) notes that the most significant
and common barriers to the successful implementation of transport sector strategies
include; inadequate human resources capacity to ensure proper policy, funding and
infrastructural development. In most countries, there are too few qualified technical
resources, with many appointees lacking the technical know-how on road transport
dynamics. Runji, (2015) further observes that this is generally the case across all

transport sector departments but is most acute within road sector departments.

Taking cue from the annual report by World Bank on Sub-Saharan Africa Policy
Programme in 2011, it is apparent that in the implementation of transport policies, there
is need to assess the intended and unintended impacts on the sector with a view to
arresting some of the negative impacts or providing alternative solutions to ensure a

seamless implementation or road transport policy.

2.4 Socio-economic Impact of road transport policies in Africa

Road transport policies provide modalities in the management, financing and regulating
the sector. Road network in Africa can be viewed through two different systems, which
are governed by different sets of policies international trade and intra-regional trade. The
African Development Bank report (2002) notes that a small number of international road

transport corridors play a crucial role in maintaining the economies of landlocked
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countries in Africa thereby it informs the nature of the policy with much focus on the
main international trade corridors that connect the landlocked counties of each sub-region
to their respective ports. Howe, (1975) notes that in Africa, there are no reliable estimates
of actual road usage for both passenger and cargo, in the post 1965 era. He however
draws inferences of the number of motor vehicles and length of the road network as
having increased at an average of more than seven roads at a rate of about 3%. In his
view, the figures indicate that the tonnage has been growing at about double the rate in
comparison to the rest of the world. Owen, (1964) concurs with this view that the post —
1965 era saw the road transport emerge as a serious competitor to the rail and the tragedy
is that this competition assisted in the downfall of the railway, with little effective control
of the predictable pressure from road transport to move goods previously transported by
rail. This was attributed by the lack of common carrier obligation especially of cargo on
the roads and with little regulation on over-loading coupled with no clear structure on the
frequency of operations which attracted more investment channeled towards construction
of highways and road network within urban towns. World Bank loans and credits to
Africa up to the year 1972 allocated 44% for highway construction and maintenance and

the railway allocated 30%.

2.5 Urban Transport in selected developing countries

The study endeavoured to highlight the impact of road transport policies on urban
transportation from select developing countries by providing studies on urban
transportation on the impact of road transportation policies. The researcher identified
countries in Africa, Asia, South America that shared similar characteristics with Kenya
and draw comparisons. The countries identified were South Africa, Brazil, India and

Kenya.

2.5.1 South Africa

In the African continent, South Africa is the most urbanized with about 65% of the
population living in towns and cities, and the percentage has been increasing steadily at
the rate of about 2.6% per year due to the relatively high though declining birth rates and

a continuous inflow of rural-urban migration coupled with immigration from other
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countries in Africa, CoCT, (2011). This is further reinforced by Todeschini and Dewar,
(2013) who note that as an emerging economy, South Africa faces many developmental
challenges, which include high population growth particularly among the poorest
households, high levels of poverty with the largest racial group who are Africans making
up the majority of the poor. According to the National Department of Transport, (2010),
South African Road network comprises of about 2.1% surfaced national and non-toll
roads, 46.1% of surfaced provincial roads, 29.5% rural roads and 22.3% municipal and
other roads which total to about 754,600 km of roads and streets according to the
responsible sphere of government and type of road. Table 4 shows the approximate

length of Road networks in South Africa.

Transport policy implementation in South Africa is structured on a framework set out by
the moving South Africa Strategy (1999) and the National Land Transport Transition Act
No. 22 of 2000, which set out the vision of an efficient public transport system through
the use of targeted subsidies and the provision of high-quality comprehensive transport
infrastructure by providing roads and related facilities. On impacts related to the
regulatory role, the National Department of Transport plays a largely facilitative function
by developing policy and legislation, which is then implemented through provincial
departments, local government and a range of public entities. It also has agencies that are
mandated to deliver transport infrastructure and oversee the enforcement of regulation.
They include the South African Roads Agency Limited (SANRAL), The South African
Rail Commuter Corporation (SARCC), The Road Traffic Management Corporation
(RTMC) and the Cross-border Road Transport Agency (CBRTA) which regulates cross-
border passenger, freight and road transport and finally the civil Aviation Authority,

which regulates air traffic and civil aviation.

South African National Roads Agency (SANRAL) was established in 1998 as an
independent, statutory company with the mandate was to finance, improve, manage,
maintain and upgrade the national road network. The two primary sources of income are
from Non-toll roads which comprise 87% of the national road network and funded from

allocations made by the National treasury. Toll roads constituted 13% of the national road
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network, are funded either through public-private partnerships or from capital market
borrowings. The south African road network under the purview of SANRAL consist of
22 197 km of roads. This network connects major cities, towns and rural areas with the

aim of supporting economic growth, social development and contributing to job creation.

Funding of the road sector in south Africa is through national treasury allocations,
collection of road tolls and engagement with the private sector who finance sections of
toll roads. 87% of the national road network that is not tolled is maintained, upgraded and
expanded through tax-based revenue allocation from the national treasury. On law
enforcement, funds have been committed to increase law-enforcement capacity especially
relating to public transport. The law enforcement strategy includes strengthening capacity
of existing public transport law enforcement units in the various provinces and
establishing such units where necessary. The downside is that funds have never been
sufficient, and the focus has only been on public transport, while overlooking private
transport which makes a huge percentage especially in the upmarket areas. The law
enforcement personnel lack capacity on their area of operation and their numbers are

relatively low.

Decision making systems within the local government are structured within disciplinary
‘silos’. Where, different departments that are frequently staffed by different disciplines or
professions make decisions about different elements of the city, frequently without inter-
departmental dialog. As a result, budgets have been determined departmentally, often
based on historical allocations. One consequence is that local, provisional, and national
government budgets have become a “turf struggle” between different departments
seeking to increase their share of the budget. In this struggle, transportation planning has
emerged on top and outgunned planning departments which are ostensibly concerned
with the performance of the urban whole. As a consequence, it is noted that in the last
five decades, major transportation decisions have been made in relative isolation from
urban structural issues and the issue of using transport to address the structural
inequalities has never been tackled. A recent national legislation — the spatial Planning

and land Use Management Act (Act No. 16 of 2013) calls for local authorities to
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produced integrated development plans, supported by a budget to be reviewed every 5
years. The legislation has however had little impact and the business as usual approach

has remained.

In order to achieve significant improvement in the transport sector in the South African
cities, there has been proposals in place to consider each city to have an Integrated
Transport Authority to coordinated with the central and provincial government and with
authority over all modes of movement especially public transport have an
interdisciplinary collaboration with the department of spatial planning with an agreed

objective of promoting a more convenient, just, sustainable and efficient city.

2.5.2 Brazil

Pojani and Stead, (2017) note that the past three decades has seen the country become
more urban but, until recently, not much wealthier. The country has had a history of
passive resistance to urbanization and urban population growth. However, attempts to
curb the rapid growth of cities have failed, and the growth in low income urban
population has largely been unplanned. Vasconcellos, (2013) notes that Brazils intense
period of urban growth led to the formation of several megacities and metropolitan areas
and cities grew by 2-5 times. He further observed that due to inadequate provision of
proper land use regulations and enforcement policies, it led to a negative impact on the
urban areas as witness with uncontrolled urban expansion. This therefore led to the road
infrastructure expansion being radial. The new radial roads had four to six lanes and bus
services were organized along them to transport peripheral workers. In contrast, the
wealthy areas had some freeways and expressways built to accommodate an increasing

number of automobiles.

Vasconcellos, (2013) highlights the negative impacts of unreliable road transport policies
in Brazilian cities particularly low-quality road infrastructure for the non-motorized
transport, unreliable public transport services, pollution, congested roads during peak
hours and inequality in mobility and transportation access. He further notes that there

lacks a clear and comprehensive policy on road user facilities and points out that in most
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cities, the responsibilities are fragmented with no proper mechanism to monitor policy

implementation especially as relates to enforcement of the policies.

On funding, public transport provision and traffic management are primarily the legal
responsibility of the municipalities. Expenses are covered by the local budget. However,
due to the enormous social and economic disparities in the country, many cities in Brazil
have minuscule budgets and cannot fulfill their transport related tasks. Vasconcellos,
(2013) further notes that of 5,600 cities, only 500 have sufficient funds to provide an
urban transport system. As a result, they rely on financial help from the state and federal
governments that at times lack the funds to sustain the sector. In the case of large capital
investments for instance, metros, suburban and Bus Rapid Transports, all cities need
financial support from upper levels of government. This gives the reason why in Brasilia

mass transit infrastructure has developed slowly.

At the regional (metropolitan) level, political clashes are common. While metropolitan
regions were formally created in the 1970s, the Brazilian Constitution does not confer
them with decision-making powers. Only the federal, state, and municipal governments
are empowered to make decisions and mayors have substantial authority within their
cities. This therefore means that metropolitan agencies, which were created by state
governments, often face opposition from mayors who perceive them as encroaching on
their jurisdictions. Under these circumstances, it has become difficult to reach long-term

agreement on policy proposals.

On impact of the enforcement policies and outcomes of unintended consequences, it was
observed that majority of the large cities had their own human and technical resources to
manage their daily traffic operations. Local inspectors are empowered to impose fines on
violators. This led to a reduction of traffic accidents for a period but, accidents increased
again later when motor cycles use were introduced in the sector. In the year 2000 the City
Statute, an ambitious planning law, was adopted. Cities were required to analyze the
relationship and mutual impact of land use and transport while preparing master plans.

Only a few cities were able to achieve the political consensus, institutional coordination,
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and financing required to implement the law. Overall, the City Statute failed to generate

real changes or act as a guide to urban development.

The introduction of a new tax on oil industry famously known as Contribui¢do sobre a
Intervengdo no Dominio Econdémico was meant to use the revenue from tax to reduce the
environmental impact of transport and subsidize fuel purchases while at the same time
build transport infrastructure. The tax generated a large amount of funds. However, funds
were gradually diverted to the Department (Ministry) of Finance in order to cover debt
payments to international financing agencies. However, the tax fund on oil was

discontinued in 2012.

Noteworthy was the Mobility Law that was adopted in 2011 requiring all cities of more
than 20,000 inhabitants to prepare mobility plans. The law defined how mobility plans
should be designed and empowered cities to restrict excessive car use in their areas. It
stipulated that all mobility plans must be prepared by 2014 — a deadline which has now
been extended. In the face of financial and technical constraints, few cities met this
target. This experience revealed that the laws, as with many others in Brazil meant for the

cities, were based on unrealistic expectations.

2.5.3 India

India is one of the world's fastest-growing economies with a GDP growth rate estimated
at 5.8%, International Monetary Fund (IMF), 2015. The road length in Delhi has
increased at the rate of 4.53% per year, which, of course, is not in pace with the growing
population. The road density in Delhi is around 155 km per 100,000 people and about 80
vehicles per km. Despite having a large number of extremely large cities and rapid rates
of urbanization, India is predominantly a rural country and its hundred most populated
cities account for only 16% of the total population ITHS (2012). Gogoi, (2013) and Gupta
(2014) note that the driving forces of India’s urbanization are diverse and include natural
population growth, rural-urban migration, and changes in municipal boundaries and area

reclassification.
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Urbanization in India especially in the most populated cities has had positive impacts;
this has been realized by their contribution of 43% of the total GDP IIHS, (2012).
However, the sheer number of people living in urban areas poses transportation problems
of an unrivalled magnitude. Nair, (2015) notes that the growing motorization has not
necessarily translated into increased accessibility but rather sprawling development
patterns in both planned and planned settlements. These settlements, has severed linkages
between residential, employment, recreational, educational and other activities. As a
consequence, this has adversely impacted on economic efficiency of Indian cities as well
as health and wellbeing of urbanites. With almost one third of India’s urban population
living below the poverty line, the mobility problems of the poor who cannot afford
private transport and cannot access public transport are forced to travel increasingly long

distances by foot or cycle.

The key factors that stand in the way of resolving urban transport impediments in cities
within India are institutional, including a weak administrative framework, limited
planning capacity and the lack of integrated land use and transport ITHS, (2015). Despite
the several ambitious road policies launched by the national government, local
governments have been unable to match up and transform the face of transport in their

cities as cited by Mahadevia et al, (2013).

Motor vehicle ownership, in 2012, was about 160 million registered in India MoRTH,
Gol, (2013), while motorization remains low by international standards of 11 cars per

1000 people. The correlation is presented is as shown in figure 2.1.
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Figure 2. 1: Trends in Registered Vehicles in India
Source: MoRTH, Gol, (2013)

Ghate and Sundar, (2013), provide reasons behind the exponential increase in motorized
vehicle ownership in India’s rapid economic growth as being the impact of deregulation
of the automobile sector which gave impetus to domestic vehicle production.
Deregulation acted as an incentive for numerous manufactures to enter into the market
coupled with affordable fuel, efficient cars and motorized two wheelers. The easy access
to auto finance and low insurance rates also gave rise to car ownership and public
transport development has not kept pace with the increase in travel demand which has
consequently compelled people to turn to either cars or informal para- transit MoUD,

(2008).

Gogoi, (2013) and Gupta, (2014) note that in almost all cities in India, the typical
government road policy response to easing congestion has been the construction of
additional road infrastructure — ring roads, signal-free corridors and fly-overs, with some
equipped with pedestrian overpasses in some cases or the expansion of existing
infrastructure. This has led to a negative impact as exhibited in the emergence urban
sprawl and produced some extremely unlivable and unsustainable urban spaces and
structures. In Bengaluru for example, recent road construction projects not only did not

alleviate traffic but resulted in a high congestion index, with bottlenecks merely shifted
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around the city, Directorate of Urban Land Transport, (2011). Gupta, (2014) further notes
that often, the reasons behind these investment choices are political. While much of the
population is poor that they cannot afford motorized transport and have to spend hours
walking and cycling for travel, government policies on road transport have focused on
serving the needs of an elite minority. The concentration of wealth and power is among
an economic and political elite that has distorted transport policies in India as espoused

by Pucher et al, (2005).

On road infrastructure and related facilities, Bhatt and Mehta, (2013) note that only 30%
of the urban roads have sidewalks, this behaviour is detrimental to pedestrian safety and
comfort. Rye, (2010) further explains that the lack of parking spaces on both on and off-
street adds to the congestion problem. In some cities, like Madurai, Agra and Pune,
nearly 60% of the road length is blocked by on-street parking. In the densest cities like
Mumbai and Delhi, a parking place occupies more space than a low-income family of
four as explained by Gauthier, (2012). The parking shortage is a product of irrational

parking pricing, combined with poorly enforced parking policies.

Rathi, (2013) discourse that India’s urban road transport policies, are plagued by
institutional fragmentation, low levels of institutional coordination, limited pianning
capacity, lack of public participation, and restricted scope of land use and transport
integration. The responsibilities for policies, planning, investment, operations, and
management are scattered among a myriad of national, state, and local governmental

organizations.

On regulation and enforcement, local authorities have minimal powers and are not
legislatively or financially empowered to plan and act. Most decisions lay with state
governments, which are far removed from the concerns of particular cities. Urban
residents are thus leading to a disconnected from transport governance. They do not for
instance have a forum in which to share information or advocate solutions NTDPC,
(2013). In larger cities, transport governance is particularly difficult, not only due to scale
of issues and a lack of citizen input, but also because larger cities often include other

transport infrastructure like rail network which is typically overseen by national and state
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agencies, which are currently eight. This in turn creates a major scope for conflicts and
inefficiencies and further, the local governments have low planning capacity and
insufficient professionals. On the other hand, traffic regulations as currently in existence
are not well known due to lack of proper driver training. Moreover, regulations are rarely
enforced by the police. In traffic cases presented in court, the police do not regard the
issues as raised by the pedestrians but rather show favoritism towards the motorists, even
if they might be at fault, since motorists are perceived to be more affluent than the non-

motorized travelers.

2.5.4 Kenya

Nairobi being the constitutes eight sub counties with a population of about 3.2 million
residents, which is higher during the day Statistical Abstract, KNBS, (2013). Gachanja,
(2015) notes that, nationally, the registration rate of new motor vehicles has increased
from 63,486 vehicles in 2011 to 94,017 vehicles in 2013. Motor cars have increased at a
faster rate of 7% than buses and mini-buses (5%), which implies that personal vehicles
are becoming more popular as a mode of transport in the country and especially in
Nairobi. It is estimated that out of the approximately 2 million registered motor vehicles

in Kenya in 2013, about 60% were located in the Nairobi Metropolitan.

Kebathi, 1984 observes that Nairobi City faces a fairly typical plethora of inter-related
urban malaises which include high levels of poverty and social segregation, (UNEP).
Khayesi and Amekudzi 2011, Mitullah et al. captures Nairobi’s serious traffic problems
more bluntly as being limited transport choices, and little to no planning for pedestrians
and cyclists. Combined, these problems degrade urban life by making daily routines and

movement around the city stressful, unhealthy, expensive, and sometimes precarious.

In Nairobi County the problem in the road sector has intensified with the implementation
of the INTP, 2009. The consequent impact to the sector led to creation of several
fragmented institutions charged with managing the sector as guided by the National
government through acts of parliament with blurred and in other instances overlapping
roles. This has led to policy conflicts and institutional inefficiencies and difficulties in

enforcment. On infrastructure, the sector especially within Nairobi has been struggling to
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maintain county roads and even expansion. National government through the various
state agencies have tended to focus on major highways mostly financed through loans or
donor funds. On revenue generation for the sector, the National and County government
rely on the exchequer which is heavily dependent on revenue received. Notably, the
many state agencies created appropriate a huge percentage of these funds on operational

functions.

2.6 Gaps in the literature on road transport policy in select developing countries

The literature review revealed that in most developing countries, decisions concerning
road transportation infrastructure is usually made to meet the ut111tar1an needs of a given
populace. It is generally observed that in a vast number of cmes infrastructural
development tends to be more complex within urban centres and having a ripple effect on
adjacent cities or municipalities. It further is evident that, road infrastructure is not
informed by grounded research and a lack of proper planning of a given area by taking
into cognizance future expansion needs and provision of alternative modes in order to

avoid over reliance on the road sector only.

Another glaring empirical gap observed was that in most developing countries, road
infrastructure funding is to a large extent sourced from state budgets, which are generated
from various taxes and levies. The monies are thereafter re-distributed depending on the
need and the government’s interests through the various agencies and lobbyists (driven
by personal or public interests). Unfortunately, it was noted that very little interest is
placed on the economic viability of a given road before embarking on development,
expansion or maintenance. Conspicuously absent was a lack of clear policy guidelines on
sustainability and mechanisms to monitor and evaluate the project on other sources or
road funding, which include international loans, Grants and public private partnerships.
This overtime has created loopholes for inefficiencies and exploitation by the receiving
State and to some extent conflicts on the intended outcome with regard to what has been

presented as a complete project outcome.
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In conclusion, it can be presumed that, in the countries under reference, there are several
policies, legislation and institutions meant for the road sector. This has overtime
hampered management of the sector, which has led to a lack of accountability in the
management of resources, institutional conflicts, lack of technical capacity and over-
regulation, which has a precipice for stifling institutional independence. Indeed, from the
aforementioned gaps, the Integrated Transport Policy intended to address some of these
inadequacies facing the road sector in Kenya, and, in this research, within Nairobi

County.

2.7 Conceptual Framework

The conceptual framework was adopted from the key three research questions guiding
this study. The variables under the study have been represented diagrammatically in
figure 8 to show the relationship between infrastructure, funding, regulatory and
enforcement as the independent variables and the transport policy as dependent variable

with a bias on the Road sub sector in Nairobi County.
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Figure 2. 2: Conceptual framework

Source: Author (2019)

In this study, the dependent variable was the Transport Policy (INTP) while the
independent variables were infrastructure, funding, regulation and enforcement. The
study was meant to assess the impact of the transport policy in the road sector on

infrastructure, funding, regulation and enforcement as shown in figure 2.1.
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This conceptual framework is underpinned by the theory of utilitarianism which
evaluates actions based on their consequences and is the most influential theories of
justice. Bentham and Mill, (1949) espouse that utilitarianism is based on three key
assumptions, which structure its understanding of justice. Firstly, utilitarianism is
premised on the view that the human well-being “utility” is the only thing with intrinsic
value and therefore the core of justice concerns. Secondly, utilitarian’s interpret the
principle of equal respect as giving equal weight to everyone’s welfare and interests,
regardless of the content of the preferences or the material situation of the person, and
finally utilitarianism holds a strictly consequentialist view; the moral judgment of an
action or policy should be based exclusively on its outcomes, particularly how it
maximizes well-being. Accordingly, the policy that best aggregates people’s conflicting
preferences becomes simply a matter of efficient administration, where the best
alternative is the one which maximizes aggregate net welfare for the greatest number of

people, Kymlicka (2002).

2.7.1 Operationalization of variables
In this study, the researcher identified key aspects of the dependent and independent

variables for purposes of seeking to define and measure each specific variable for this
study. For purposes of measuring the variables the study used a three-point Likert scale

1-3 (which represents the extent and level of agreement).

2.7.2 Implementation of Transport Policy
In this study, Transport Policy means the Integrated National Transport Policy that was

published and released for implementation in 2009 by the Government of Kenya. For
purposes of this study an in order to assess the impact of the said policy, the researcher
focused on policy awareness which entails the existence of the Integrated National
Transport Policy, Policy Framework which encompass guidelines in place in the
management of roads within Nairobi County and Road Sustainability was assessed by
ascertaining the effectiveness of policies and guidelines that have been put in place in the
Implementation of Transport Policy. Implementation of Transport Policy was measured

using a three-point Likert scale.
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2.7.3 Infrastructure
The study focused on infrastructure in terms of road network measured in kilometers

within Nairobi County. To adequately assess the impact of transport policy on
infrastructure, the study concentrated on length of roads constructed and maintained
during the period under review coupled with sufficient provision of pedestrian footpaths,
number of bridges, number of bus shelters, versatility of drainage system and number of

parking spaces.

2.7.4 Funding
For purposes of this research, funding refers to financial strategies in that have been put

in place to efficiently and effectively implement road transport policy within Nairobi
County. To adequately evaluate the impact of transport policy on fund allocation, the
researcher used budgetary allocation in Kenya shillings and in other instances US dollars.
It focused on loans, grants and public private partnership as used in road construction and
maintenance within Nairobi County. The study also concentrated sources of funds in
Kenya shillings which entail, annual budgetary allocation from the National and County
Government, fuel levy, cess, tax, court fines, toll fees, licenses, import duty and public
private partnerships. Fund accountability was also a reliable indicator of funding as a
measuring tool of road transport implementation policy. Accountability was measured
using effective use of funds through a three point likert scale that have been allocated to

finance road transport policy.

2.7.5 Regulation and Enforcement
In this study, regulation refers to a policy guideline that operationalizes an Act of

Parliament in this case, the Kenya Roads Act. To adequately determine the impact of
transport policy on regulation and enforcement, the study measured this by determining
the extent to which road legislation has been implemented within Nairobi County through
the use of likert scale. On enforcement, the researcher focused the levels of compliance to
the various legislation and policies using the likert scale, various enforcement agencies
tasked with the enforcement function. In this case Kenya Police (Traffic Department),
National Transport and Safety Authority and Nairobi County — Enforcement Section. The

study concentrated on the extent to which these enforcement agencies adheres to the
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various regulations and apply in enforcement of these laws and policies through the use
frequency of charges in court on related traffic offences and review of the various laws as

relates to the road sector within Nairobi County.

2.7.6 Indicators and levels of measurement
In identifying the indicators, this study set levels of measurement for each variable with

their broad and specific indicators together with the levels of measurement and data

technique. The instrument used was the survey questionnaire and interview guide.
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S/No

Objectives

Broad Indicators

Specific indicators

Level of Measurement

Data analysis
technique

1. Impact of the Integrated | e  Policy awareness e Level of awareness on the existence of the Integrated Ordinal e  Frequency
National Transport e  Policy framework National Transport Policy, 2009 through the use of likert e  Percentage
Policy in the road sector | ¢  Road sustainability scale. Used labels to classify measurement into e Inferential
within Nairobi county. e Number of guidelines and policies in place on road predefined rating. statistics

transport sector within Nairobi County.
e Effectiveness of policies and guidelines was measured The researcher used a three-point Likert
through the use of Likert scale. scale 1-3 (which represents the extent and
level of agreement).

2, Assess the extent on e  Transport network e  Length of roads in kilometers Ordinal e  Frequency
how the integrated configuration e Number of pedestrian foot paths o  Percentage
national transport policy | e  Maintenance policy e Number of bridges Used labels to classify measurement into | o Inferential
hafs inﬂuencc(;l road e Road designed e Number of bus shelters predefined rating. statistics
Infrastructura e Road facilities e Number of parking spaces o
development. e Versatility gf roadgdr[;inage system by use of the likert The:xessavehr ised.a tnee-pasat Likert

sisle scale 1-3 (which represents the extent and
level of agreement).

3. Evaluate how the e  Fund allocation e  Budgetary allocation by both the National and County Ordinal e  Frequency
integrated national e Fund sources Government in Kenya shillings. Used labels to classify measurement into e  Percentage
transport policy has o Fundsaccountability | e  Fund allocation through grants, loans, public private predefined rating. o Inferential
impacted on road partnerships in US dollars. The researcher used a three-point Likert statistics
funding within Nairobi e Sources of funds for the road sector by use of the likert scale 1-3 (which represents the extent and
County. scale. level of agreement).

e  Assessing the efficient and effective use of allocated funds
in implementation of policy through the use of likert scale.

4. Determine how the e  Legislation e  Extent to which road legislation has been implemented Ordinal e  Frequency
integrated national implemented within Nairobi County by use of likert scale. e  Percentage
transport policy has e  Levels of compliance on the various legislation and Used labels to classify measurement into e Inferential
affected implementation | ¢ Legislation policies by the use of likert scale. predefined rating. statistics
and enforcement of road enforcement policies | ¢  Extent of enforcement through the various agencies in
transport regulations adherence to the regulations by use of the likert scale. The researcher used a three-point Likert
within Nairobi County. e Measuring the impact of enforcement by assessing the scale 1-3 (which represents the extent and

frequency of charges in court on traffic related offences level of agreement).
and frequency of repeal or review of the regulations and
policies.

Source: Author, (2019)




2.8 Research approach
In this study, the researcher examined implementation of the road transportation policy

phenomenon and explored the impact of the policy based on three thematic areas,
infrastructure, funding and regulation. A thorough review of the existing literature was
conducted. The researcher used both qualitative and quantitative methods to gather and
analyze data. Formal qualitative data was gathered through in-depth interviews while
quantitative data was gathered by use of the structured questionnaire. The purpose of
using the two modes is to acquire more insights as highlighted by the researcher in the
problem statement and based on the findings, offer viable recommendations in the area of

road transportation policy within Nairobi County.

2.9 Summary of the chapter

Measuring the impact of road transport policies is not confined within a select locality.
There is a growing realization among the various schools of thoughts that the sector has
over the years, received insufficient attention. This has been coupled with the lack of
properly grounded policies and sound institutional framework, especially in many
developing countries. In the past, the provision of roads was strongly influenced by
economic motives, while the current scenario of road provision is not only influenced by
economics but also socio- political underpinnings. The social influence on road transport
brings to the fore the formation, development and growth of urban societies while the
political role demarcates the administrative boundaries, construction of new roads,

maintenance of roads, regulation and enforcement of laws and policies.
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CHAPTER THREE
RESEARCH METHODOLOGY

3.0 Introduction

This chapter describes the methodology that was used in conducting this study by
detailing the steps that were followed to assess the impact of the integrated national
transport policy in the road sector within Nairobi county. The study was organized in the
following structure; research design, population and sample design, data sources, data

analysis methods, research quality and ethical considerations.
3.1 Research Design

In this study, the researcher used correlational research design in order to assess the
impact of the integrated national transport policy within Nairobi county. The purpose was
evaluate the impact of a pre-existing relationship between the dependent (transport
policy) and independent variables (infrastructure, funding, regulation and enforcement)
thereby showing a cause and effect relationship and seek provide predictions for a future
event or outcome based on the variables. To do this, the researcher used survey
questionnaires which were administered to the target respondents to seek their views.
This was thereafter followed up with in-depth interviews from the identified respondents
drawn from the various institutions and at various levels in hierarchy (policy developers,
policy implementers, enforcers and regulators) who were tasked with various roles in the
road sector. The researcher also reviewed various literature, reports, documents and
journals in order to obtain valuable information as relates to the area of study This was
meant to provide the researcher with more information on the impact of the transport
policy within in the road sector. This design was preferred because it enabled the
researcher to determine the prevalence and relationships among the variables and to

forecast events from current data and knowledge.
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3.2 Sampled Population

The population of this study were public officers drawn from the National and County
Government. The agencies included the Ministry of transport and infrastructure — state
department for transport, transport policy management directorate for roads, Kenya roads
board, national transport and safety authority, Kenya traffic police. The assumption being

that the target population is not homogeneous.

The sample population was drawn from the Ministry of transport and Infrastructure,
whose main function is national roads development and transport policy Management,
with a mirror sector at the Nairobi County who are also responsible for policy
formulation, management of county roads with related road facilities and management of
traffic. On the other hand, the Kenya Roads Board has the role of overseeing the road
network in Kenya and coordination of development, rehabilitation and maintenance by
ensuring optimal utilization of the fund in implementation of these activities. The
National Transport and Safety Authority has the function of advising and making
recommendations on matters relating to road transport safety and implement policies
related to road transport and safety which is coupled with management and regulating the
road transport sector on registration and licensing of motor vehicles and drivers
respectively. The Kenya Police Traffic Department role is to ensure free flow of traffic,
prevention and investigation of road accidents and enforcement of all laws, rules and

regulations as stipulated in the respective legislation.

3.2.1 Target Population

In determining the target population for this study three distinct populations were
considered drawn from the population and based on their levels of hierarchy tasked with
various roles in the sector. They included policy developers (25 officers at senior level),
policy implementers (45 officers at middle level), enforcers and regulators (64 officers at

operational level). Totaling to 134 officers.
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3.2.2 Determining the Sample size

This study focused on three key thematic areas on the impact of the integrated national
transport policy on infrastructure, funding, regulation and enforcment. Therefore, since
the sample needed not to proportionally represent the population, a heterogeneous
purposive sampling was used. According to Saunders (2003), sampling is a strategic
process that is mathematical and involves using the most practical procedures possible for
gathering a sample that best represents a large proportion. The sample size for
respondents for this study was calculated using the formula as given by Saunders et

al.,(2016).

Therefore using 134 public officers drawn from the various levels as the population size,
with a 5 per cent margin of error and a 95 per cent confidence level, a sample size of 100

respondents was determined.
3.2.3 Key informant interview guide

In this study, the researcher conducted in-depth interview with the targeted respondents
who were drawn from the various institutions and at various levels in hierarchy (policy
developers, p&licy implementers, enforcers and regulators) who were tasked with various
roles in the road sector. The purpose was to seek more clarification gain more insights on
the area under study on the impacts of the integrated national transport policy in the road

sector within Nairobi County.

3.3 Data collection method

This relied on both primary and secondary data sources. For primary data sources, data
was collected by use of structured paper questionnaires and in-depth interviews and
discussions by seeking expert opinions from the identified state agencies. The

respondents were allowed a maximum of five days to fill the questionnaires (appendix
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IIT). Thereafter, the researcher engaged a sampled respondent in an in-depth interview
(appendix IV) to seek further information and clarification for the research. For
secondary data sources, data was collected and analyzed through desk reviews of
previous research done on the area under study and data extracted for purposes of this

research.

3.4 Data Analysis

Data analysis was based on both descriptive and inferential statistics as drawn from the
concepts and insights as presented from the data collected in order to assess the impact of
implementation of the road transport policy document in Nairobi with a view to
identifying the influence and effect of the policy and to propose viable recommendations
for the study. Data was clustered based on both qualitative and quantitative categories
while at the same time concepts and themes was thoroughly examined and define the
implementation of the road transport policy between the National and County
Government. Qualitative data was generated from the in-depth interviews with the key
informants based on the three thematic areas; infrastructure, funding, regulation and
enforcement. This enabled the researcher to assess the impact of the road transport policy
in the road sector. A correlational test was conducted to ascertain the relationship

between the variables.

Data was analyzed using SPSS software. The phenomenon under investigation was
analyzed for both descriptive and inferential statistics and was presented by use of output
tables, percentages, frequencies, bar graphs and pie-charts, to determine the relationship
between the different variable’s regression was arrived at. This helped the researcher

draw conclusions and make recommendations.
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To determine the impact of the integrated national transport policy for the road sector
within Nairobi based on infrastructure status, funding, regulation and enforcement on

transport policy, ordinary least square regression was used. The regression model was as

thus:
Tp=£f(, F, Re)
Tr=A+b1I+b2F+bsRe
Where, Tp is the Integrated National Transport Policy
I is Impact on Infrastructure
F is Impact on Funding
Re is Impact on Regulation and Enforcement
3.5 Research quality

In order to ensure that this study conforms to research quality standards, internal validity
was maintained by ensuring that the research instruments were accurate and relevant to
the area under study to enable collection of relevant data which measured and answered

the key research questions.

To ensure validity, a standardized questionnaire and in-depth interview question guide
were used, and the criteria dictated the kind of impacts made identified through pre-
defined measurement standards. The in-depth interviews were conducted by the
researcher in collecting the data. External validity was further achieved by collecting data

from a representative sample using the sampling methods in this study.

A pilot study was also conducted from a sample survey which was representative of the
target population, Saunders et al., (2016) to help in identifying any challenges that may
present in the questionnaire and minimize bias. Further, in carrying out the pilot study to
determine the reliability of the research, an internal measure of consistency through

Cronbach alpha was used. The cumulative values of the Cronbach alpha coefficient for
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the variables Cronbach Alpha coefficient a=0.7 an indicator that the data used for this
study was reliable. This is further expounded in the findings of this study.

3.6 Ethical considerations
In compliance with the National Science and Technology Act (Cap 250) and other related

guidelines on research and also as guided by the Strathmore University, Ethics Review
Committee, the researcher sought authority from the National Commission for Science,
Technology and innovation (NACOSTI) for purposes of acquiring the affiliation
application form which was duly filled and submitted, granting permission to undertake

the study.

The researcher also sought authority to conduct research from the various state agencies
through the respective authorized officers and was introduced by her employer, the

Public Service Commission.

In protecting the respondents’ autonomy, the researcher ensured anonymity of all the
respondents while collecting data. Burns and Grove (1993) define anonymity as when
subjects cannot be linked, even by the researcher, with his or her individual responses.
Participants were required to give consent of their willingness to participate in the study

based on the consent letter shown as appendix I.

3.7 Summary of the Chapter

In this chapter the methodology used in the research design , sampled population, data
collection methods , data analysis and research quality were aligned with the specific
objectives of this study. The chapter also describe the total population and determined the
targeted population. This chapter also provided instruments used in data collection and

ethical considerations.
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CHAPTER FOUR
DATA ANALYSIS, RESEARCH FINDINGS AND DISCUSSIONS

4.1 Introduction

The chapter presents the findings of the analysis on the data that was collected from the
field. The analysis is systematically presented as guided by the objectives of the study
which entailed the assessment on the extent how the integrated national transport policy
has influenced road infrastructural development, an evaluation of how the integrated
national transport policy has impacted on road funding within Nairobi County and a
determination on how the integrated national transport policy has affected
implementation and enforcement of road transport regulations within Nairobi County. In
achieving these objectives, both descriptive as well as inferential statistics were used in

analysis.

4.4.1 Response Rate

In total, 100 questionnaires were issued to respondents of the study. From these
questionnaires, 79 of them were dully filled up and returned. This was equivalent to a
response rate of 79%. The response rate is in line with Yin (2017) who indicated that a

response rate of over 70% is sufficient for analysis and presentation of the findings.

41



4.4.2 Reliability Results

The researcher carried out a pilot study to determine reliability of the research
instruments. An internal measure of consistency through Cronbach Alpha was used to
determine reliability. The findings are shown in Table 4.1 below.

Table 4. 1: Reliability Results

Variable Number of Items  Cronbach Alpha Coefficient
Implementation of the Transport 5 0.716

Policy

Impact of road policy on 5 0.871
Infrastructure

Impact of road policy on Funding 5 0.786

Impact of road policy on 5 0.823

implementation of Regulation &

Enforcement

Source: Author (2019)

Table 4.1 indicates reliability on the impact of the Integrated National Transport Policy in
the road sector within Nairobi County. From the findings, Implementation of the
Transport Policy had Cronbach alpha coefficient a= 0.716. Infrastructure had Cronbach
alpha coefficient a= 0.871, Funding had Cronbach alpha coefficient a= 0.786, Regulation
and Enforcement had Cronbach alpha coefficient o= 0.823, and Therefore, all the values
of Cronbach alpha coefficients for the variables were over 0.7 which shows that the data

used in the study was reliable.

4.2 General Information

The study sought to determine the general information in terms of the name of the
organization, level within the firm held by respondents, their gender as well as highest
level of education. The study found out that most of the respondents were drawn from the
Ministry of Transport and Infrastructure — State Department for Transport, Kenya Roads

Board, National Transport and Safety Authority, Kenya Traffic Police and County
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Government of Nairobi — Ministry of Public Works Roads and Transport. From these
findings, it can be deduced that respondents of the study were knowledgeable on matters
dealing with the impacts on the implementation of transport policy in the road subsector

within Nairobi County.

From the findings on the levels held by respondents in the firm, it was established that
respondents of the study were key personnel at the government ministries responsible for
policy development, implementing and enforcement agencies related to transportation
policy with a keen bias on road transport. Thus, respondents of the study were well
versed with issues of the transport policy in the road subsector in Kenya hence they gave

relevant information as presented hereunder.

The study analyzed gender distribution of the respondents. It was established that
majority of the respondent’s male. However, there were also female respondents in the
study. This implies that both male and female respondents participated in the study and
this enhanced diversity.

The levels of education of the respondents of the study are shown in Table 4.2.

Table 4. 2: Level of Education of Respondents

Frequency Percent
Diploma 9 114
Degree 52 65.8
Masters 17 21.5
Phd 1 1.3
Total 79 100.0

Source: Author (2019)

From Table 4.2, majority of the respondents 65.8% had degrees, 21.5% had masters,
11.4% had diplomas and 1.3% had PhDs. This shows that respondents who took part in
the study were generally learnt and thus had knowledge on transport policy.
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4.3 Road Transportation Policy

The dependent variable of the study was transport policy. The general information on this

are shown in subsequent sections.

4.3.1 Awareness of Integrated National Transport Policy, 2009

Respondents were asked to indicate their awareness of the existence of the Integrated

National Transport Policy, 2009. The findings are shown in Table 4.3.

Table 4. 3: Awareness of Integrated National Transport Policy, 2009

Frequency , Percent
Yes 50 63.3
No 28 36.7
Total 79 100.0

Source: Author (2019)

The findings in Table 4.3 indicate that majority of the respondents (63.3%) were aware of
the existence of the Integrated National Transport Policy, 2009. It can therefore be
inferred from this finding that the targeted respondents of the study were knowledgeable

on matters of transport policy which was the focus of the study.

4.3.2 Key Areas of Concern in the Road Transport Sub-sector

The study sought to establish the key areas of concern areas (in order of importance) that
require attention and urgent address in the road transport sub sector in Nairobi. A three
point Likert scale where 1=least priority, 2=moderate priority and 3=high priority was

used. The findings are shown in Table 4.4.
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Table 4. 4 Key Areas of Concern in the Road Transport Sub-sector

Category Classification Frequency Percentage
Infrastructure Least Priority 19 24.1
Moderate Priority 20 253
High Priority 40 50.6
Total 79 100
Funding Least Priority 19 24.1
Moderate Priority 14 17.7
High Priority 46 58.2
Total 79 100
Regulation & Least Priority 19 24.1
Enforcement Moderate Priority 16 20.3
High Priority 44 S.1
Total 79 100

Source: Author (2019)

From Table 4.4, the key areas of concern as far as road transport sub-sector is concerned
include infrastructure, funding as well as regulation & enforcement. From these areas,
most of the respondents (58.2%) indicated that funding required high priority followed by

regulation & enforcement (55.7%) and lastly infrastructure.

4.3.3 Effective and Consistent Implementation of the Transport Policy

The study sought to determine how effective and consistent has implementation of the
transport policy been in Nairobi as relates to the following thematic areas; infrastructure,
funding and regulatory. A three-point Likert scale was used where Highly Effective (3),
Effective (2), Not Effective (1). The findings are presented in Table 4.5.

Table 4. S: Effective and Consistent Implementation of the Transport Policy

Category Classification Frequency Percentage
Infrastructure Not Effective 10 12.7
Effective 23 29.1
Highly Effective 46 58.2
Total 79 100
Funding Not Effective 10 12.7
Effective 24 30.4
Highly Effective 45 57.0
Total 79 100
Regulation & Not Effective 10 127
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Enforcement Effective 21 26.6
Highly Effective 48 60.8
Total 79 100

Source: Author (2019)

The findings in Table 4.5, majority of the respondents (60.8%) indicated that regulation
& enforcement have been highly effective in implementation followed by infrastructure

(58.2%) and lastly funding (57.0%).

4.4 Transport Policy and Infrastructural Development

The first objective of the study sought to determine the extent to which the transport
policy has affected infrastructural development. To achieve this objective, descriptive
statistics including frequencies and percentages were used. The findings are reported in

subsequent sections.

4.4.1 Extent which the Transport Policy, 2009 has Stimulated the Growth of the
Road Sub Sector

Respondents of the study were asked to indicate the extent which the transport policy,
2009 has stimulated the growth of the road sub sector. This question was designed on a

three point Likert scale where; to no extent (1); to some extent (2) and to a great extent

(3). Table 4.6 gives the breakdown of the findings.

Table 4. 6: Extent which the Transport Policy, 2009 has Stimulated the Growth of
the Road Sub Sector

Category ' Classification Frequency Percentage
Infrastructural Development To No Extent 10 12.7
To Some Extent 15 19.0
To a Great Extent 54 68.4
Total 79 100
Expansion and Maintenance of To No Extent 10 12.7
Roads To Some Extent L& 21.5
To a Great Extent 52 65.8
Total 79 100
Enhanced Road Facilities To No Extent 10 12.7
To Some Extent 19 24.1
To a Great Extent 50 63.3
Total 79 100
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Source: Author (2019)

From the findings in Table 4.6, the study noted that generally, the Transport Policy, 2009
has stimulated the growth of the road sub sector to a great extent. More specifically, most
of the respondents (68.4%) noted that the Transport Policy, 2009 has greatly contributed
towards infrastructural development, expansion and maintenance of roads (65.8%) and
enhanced road facilities (63.3%). From these findings, it can therefore be inferred that

transport policy has a great influence on infrastructural development.

4.4.2 Road Network and Facilitation of Modification, Expansion and Linkages

The study sought further to establish whether Nairobi’s road network was designed to
facilitate modification, expansion, linkages within the sub-county and adjoining counties.

Table 4.7 gives the summary of the findings.

Table 4. 7: Road Network and Facilitation of Modification, Expansion and Linkages

Frequency Percent
Yes 52 65.8
No 27 34.2
Total 79 100.0

Source: Author (2019)

From Table 4.7, majority of the respondents (65.8%) said that Nairobi’s road network
was designed to facilitate modification, expansion, linkages within the sub-county and
adjoining counties. This finding reinforces the previous findings that the Transport

Policy, 2009 has been key as far as infrastructural development is concerned.

4.4.3 Frequency of Road Maintenance

Respondents were asked to indicate the frequency that roads are maintained during
assessment of condition of the road network within Nairobi County. The statements were
structured on a three-point Likert scale where; Never (1), rarely (2), Always (3). The

findings are indicated in Table 4.8.
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Table 4. 8: Frequency of Road Maintenance

Category Classification Frequency Percentage
Highways e.g. Mombasa Road, Thika Never 6 7.6
road and Waiyaki way Rarely 14 17.7
Always 59 74.7
Total 79 100
Major arterial road eg. Ngong road, Never 5 6.3
Langata road Rarely 16 20.3
Always 58 73.4
Total 79 100
Minor arterial road eg. peponi road, Never 4 3.1
James gichuru road Rarely 18 227
Always 57 72.2
Total 79 100
Collector road eg. Ladhes road, Jogoo Never 4 5.1
road Rarely 18 22.8
Always 57 72.2
Total 79 100
Local Road eg. Mumias south road, Never 4 5.1
Rabai road Rarely 20 25.3
Always 55 69.6
Total 79 100

Source: Author (2019)

From Table 4.8, roads are generally maintained on a frequent basis. Most of the :
respondents (74.7%) said that highways are largely maintained followed by major arterial
road (73.4%), minor arterial road and collector road at 72.2% respectively and lastly the

local road (69.6%).

4.5 Transport Policy and Road Sector Funding

The second objective of the study was to assess how the transport policy influences road

sector funding. The findings of the study are presented in subsequent sections below.

4.5.1 Funding and the Implementation of the Transport Policy in Road Sub Sector

Respondents of the study were asked to indicate how funding (both from local and
national governments) affected the implementation of the transport policy in road sub

sector within Nairobi County. This question was structured on a three point Likert scale
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where; 1=not supported, 2=moderately supported and 3=significantly supported. Table

4.9 gives the breakdown of the analysis of the findings.

Table 4. 9: Funding and the Implementation of the Transport Policy in Road Sub

Sector

Category Classification Frequency Percentage

Policy Implementation Not Supported 10 12.7
Moderately Supported 17 21.5
Significantly Supported 52 65.8
Total 79 100

Infrastructural Development Not Supported 10 12.7
Moderately Supported 19 24.1
Significantly Supported 50 63.3
Total 79 100

Enforcement & legislation Not Supported 10 12.7
Moderately Supported 20 253
Significantly Supported 49 62.0
Total 79 100

Source: Author (2019)

The study established that funding plays an important role as far as the implementation of

the Transport Policy in road sub sector is concerned. Most of the respondents (65.8%)

said that funding greatly support policy implementation, infrastructural development

(63.3%) enforcement & legislation (62.0%). Thus, funding is a critical component of

implementation of the transport policy in road sub sector.

4.5.2 Efficient Utilization of the Funds Allocated to Roads

Respondents were asked to indicate whether between the periods 2010 to 2015, funds that

have been allocated to the road sub-sector within Nairobi County have been efficiently

utilized. The findings are shown in Table 4.10.

Table 4. 10: Efficient Utilization of the Funds Allocated to Roads

Frequency Percent
Yes 55 69.6
No 24 30.4
Total 79 100.0

Source: Author (2019)
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From Table 4.10, most of the respondents (69.6%) said that the funds that have been

allocated to the road sub-sector within Nairobi County have been efficiently utilized.

4.5.3 Key Sources of Funding for the Road Transport Sector

The study sought to establish the key sources of funding for road transport sector. A three
point Likert scale was used where Essential [3], Somewhat Important [2] Not Important

[1]. The findings are shown in Table 4.11.

Table 4. 11:Key Sources of Funding for the Road Transport Sector

Category Classification Frequency Percentage
Policy Implementation Not Important 9 11.4
Somewhat Important 10 12.7
Essential 60 75.9
Total 79 100
County Government Not Important 11 13.9
Somewhat Important 6 7.6
Essential 62 78.5
Total 79 100
Fuel Levy Not Important 10 12.7
Somewhat Important 19 24.1
Essential 50 63.3
Total 79 100
Import duty Not Important 9 114
Somewhat Important 10 12.7
Essential 60 73.9
Total 79 100
Parking & Toll fees Not Important 7 8.9
Somewhat Important 12 152
Essential 60 73.9
Total 79 100
Licenses Not Important 9 11.4
Somewhat Important 10 12.7
Essential 60 73.9
Total 79 100
Court fines Not Important 9 11.4
Somewhat Important 8 10.1
Essential 62 78.5
Total 79 100
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Public Private Partnerships Not Important 9 11.4

Somewhat Important 9 11.4
Essential 61 Tl
Total 79 100

Source: Author (2019)

Table 4.11 gives the findings on the sources of funding of road transport sector. From the
findings, the most essential source of funding for the transport sector is the county
government and court fines at 778.5% respectively. Other sources of funds include public
private partnerships (77.2%), policy implementation, import duty, parking & toll fees,
licenses at 75.9% respectively and fuel levy at 63.3%. This shows that funds for road

transport sector are from various and diverse sources.

4.6 Transport Policies and the impact on the Road Sector Regulations and
Enforcement

The last objective of the study was to determine how transport policy has addressed the
challenges of road sector regulations and enforcement. To achieve this objective,
descriptive statistics were used including frequencies and percentages as shown in

sections below.

4.6.1 Legislation in Place in the Management of the Road Transport Sector in
Kenya

Respondents were asked to highlight the legislation in place in the management of the
road transport sector in Kenya since the inception of the Transport Policy in 2009. From
the findings, respondents indicated some of these legislations to include the Kenya Roads

Bill, 2017 and the Road Transport Act, 2013.

4.6.2 Presence of Regulatory and Institutional Conflicts in the Management of the
Road Transport Sector

The study sought to determine if there were there regulatory and institutional conflicts in

the management of the road transport sector. The findings are shown in Table 4.12.
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Table 4. 12: Presence of Regulatory and Institutional Conflicts in the Management
of the Road Transport Sector

Frequency Percent
Yes 59 74.7
No 20 253
Total 79 100.0

Source: Author (2019)

Table 4.12 shows that most of the respondents (74.7%) said that there are regulatory and

institutional conflicts in the management of the road transport sector.

4.6.3 Reactions on Road Sector Transport Management

The study sought to determine whether road sector transport management should be a

National or County function. Table 4.13 shows the summary of the findings.

Table 4. 13: Reactions on Road Sector Transport Management

Frequency Percentage
County Government 22 27.8
National Government 37 46.8
Both County and National Government 20 25.4
Total 79 100.0

Source: Author (2019)

From Table 4.12, there were various reactions on road sector transport management with
most respondents (46.8%) arguing that it should be a national government function,
others (27.8%) felt it should be a County government function while 25.4% of the

respondents said that it should be both a national as well as county government function.

4.7 Diagnostic Tests

In conducting regression analysis, a number of assumptions are observed. First, it is
assumed that the data set is normally distributed. Secondly, it is assumed that there is no
correlation between the independent study variables. It is also assumed that there is no
serial correlation in the data set, and that the error term is not correlated with the
dependent variable. All these assumptions are only confirmed through the use of

diagnostic tests.
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4.7.1 Normality Test

Normality test was carried out with the use of Skewness and Kurtosis. It was meant to
determine whether the data set was normally distributed as required by regression
analysis or not. According to RR, values of Skewness and Kurtosis within the range of +3
indicate that the data set is normally distributed. Table 4.14 gives the breakdown of the

analysis of the findings.

Table 4. 14: Normality Test

N Skewness Kurtosis
Statistic  Statistic Std. Error Statistic Std. Error

Implementation of the road
Transport Policy 79 -.231 211 -.101 S35

Impact of road policy on
Infrastructure 79 .078 271 -.798 535

Impact of road policy on
Funding 79 142 e i | -1.196 535

Influence of road policy on

implementation of 79 238 271 688 535

Regulation & Enforcement

Source: Author (2019)

The findings in Table 4.14 indicate that the values of Skewness and Kurtosis are all
within the range of +3 or -3. This implies that the data set was normally distributed and
thus the assumption of normality was not violated. Jéreskog, Olsson & Wallentin (2016)

opine that normal distribution have values of Skewness and Kurtosis of +or-3.

4.7.2 Multicollinearity Test

Regression analysis usually assumes that there is no correlation between the independent

variables in the data set. Whenever any of the independent variable is highly correlated

53



with another one, the situation is referred to as multicollinearity. The study used Variance
of Inflation Factor (VIF) to test for multicollinearity in the data set. According to RR,
values of VIF between 1-10 signify absence of multicollinearity in the data set. The

findings are shown in Table 4.15.

Table 4. 15: Multicollinearity Test

Collinearity Statistics

Tolerance VIF
Impact on Infrastructure 150 6.673
Impact on Funding e 350 2.861
Influence on Regulation and enforcement 277 3.609

a. Dependent Variable: Implementation of the Transport Policy
Source: Author (2019)

From Table 4.15, the values of VIF are all within the range of 1-10. This shows that the
data set did not suffer from multicollinearity which is desirable. In other words, there was
no correlation between the identified impacts in the implementation of road transport
policy. Vatcheva, Lee, McCormick and Rahbar (2016), the values of VIF between 1-10
shows that there is no multicollinearity problem in the data set and thus regression

analysis can proceed.

4.7.3 Autocorrelation Test

The study carried out autocorrelation test to ensure that there is no serial correlation in
the data set before carrying out regression analysis. Durbin Watson Statistics were used

in testing for Autocorrelation. The findings are presented in Table 4.16.

Table 4. 16: Autocorrelation Test

R Adjusted R Std. Error of the
Model R Square Square Estimate Durbin-Watson
1 .865% .748 738 245112 1.899

Source: Author (2019)
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The findings in Table 4.16 indicate the value of Durbin Watson as 1.899, which is
approximately 2. According to Rho and Vogelsang (2018), Durbin Watson values usually
range from 0 to 4 and values close to 2 shows absence of autocorrelation. Hence, there

was no serial correlation in the data set.

4.7.4 Heteroscedasticity Tests

Heteroscedasticity occurs when the variance of the error terms differ across observations.
To test for Heteroscedasticity, scatter plots were used. The rule of thumb is that when the
data points are spread without a clear observation of the shape and pattern, it would imply

that there is no Heteroscedasticity in the data set. Figure 4.1 gives the breakdown of the

findings.
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Figure 4.1: Heteroscedasticity Test

From Figure 4.1, the data points are widely spread with no clearly established pattern.

This implies that there was no Heteroscedasticity in the data set. This is in line with
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Chasco, Le-Gallo & Lopez (2018) who argues that scatter plots with observations spread

without a clearly distinct pattern show that there is no heteroscedasticity.

4.7.5 Test for Non-Linearity

In carrying out regression analysis, it was assumed that there exists linear relationship
between the road transport policy on infrastructure, funding, regulation and enforcement
within Nairobi County. To confirm this assumption, the study used the Normal PP plots

as shown in Figure 4.2.
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Figure 4.2: Test for Non-Linearity

As indicated in Figure 4.2, the data points fall within the normal line. This means that
there is linear relationship between the road transport policy and the identified

independent variables within Nairobi County.

4.8 Model Summary

In order to ascertain the impact of the road transport policy within Nairobi County, the

researcher conducted regression analysis to effectively determine these effects. The study

56



first sought to determine if the regression model is fit to explain how implementation of
transport policies has impacted on infrastructure, funding, regulation and enforcement
within Nairobi County. The findings of the Model Summary are shown in Table 4.17. It
shows the values of the coefficient of correlation R and the coefficient of determination R

squared.

Table 4. 17: Model Summary

Std. Error of the
Model R R Square  Adjusted R Square Estimate
1 .865° 748 738 245112
a. Predictors: (Constant), Infrastructure impact, Funding impact, Regulation &

Enforcement impact.

Source: Author (2019)

From the findings in Table 4.17, the study established the value of the coefficient of
determination as 0.748; this shows that the identified impacts explain 74.8% change in
implementation of the transport policy. Thus, apart from the identified impacts, there are
other factors affecting implementation of the transport policy that future studies could

focus.

4.8.2 Analysis of Variance

The study sought to test for the level of significance of each variable (infrastructure
impact, funding impact and Regulation and Enforcement impact) as presented in the
study. An Analysis of Variance was conducted at 5% level of significance and the

findings are shown in Table 4.18.

Table 4. 18: Analysis of Variance

Sum of Squares df Mean Square F Sig.
Regression 1339.070 3 446.357 74.294 .000°
Residual 450.601 75 6.008
Total 1789.671 78

a. Dependent Variable: Implementation of the Transport Policy

b. Predictors: (Constant), Infrastructure impact, Funding impact, Regulation &
Enforcement impact.
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From Table 4.18, the value of F calculated is 74.294 with p-value p<0.05; this infers that
the overall regression model was significant in estimating how road transport policy

influences infrastructure, funding, regulation and enforcement.

4.8.3 Regression Coefficients

The findings on regression coefficients and the p-values showing significance of the

study variables are shown in Table 4.19.

Table 4. 19: Regression Coefficients

Unstandardized Standardized

Coefficients Coefficients
B Std. Error Beta t Sig.
(Constant) 27.549 4.505 6.116 .000
Impact on Infrastructure 698 124 562 5.645 .000
Impact on Funding 492 .140 475 3.524 .001
tmpaston Rogilation & (1 001 556 4379 .000

Enforcement

a. Dependent Variable: Implementation of the Transport Policy
From the findings in Table 4.15, the following regression model is formulated;
Y =27.549 +0.698X + 0.492X2 +0.003X5.. ovcinsisnnsoarsnrsavennssassissnescssassonmis )

Whereby

Y = Implementation of the Transport Policy
X1 = Infrastructure impact
X2= Funding impact

X3= Regulation & Enforcement impact
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Thus, it can be seen that when all the factors are held constant, implementation of the
road transport policy would be at 27.549. A unit change in infrastructure development
and maintenance, other factors held constant, which would lead to 69.8% improvement in
implementation of the transport policy. A unit changes in funding other factors kept
constant would result into 49.2% increase in implementation of the transport policy. A
unit change in regulation & enforcement other factors held constant would lead to 0.3%

increase in the implementation of the transport policy.

At 5% level of significance, the study documents that impact on infrastructure was
(B=0.698, p<0.05) has positive and significant effect on implementation of the transport
policy. impact on Funding ($=0.492 p<0.05) has positive and significant effect on
implementation of the transport policy. impact on Regulation & enforcement (=0.003

p<0.05) has positive and significant effect on implementation of the transport policy.

4.8.4 Hypothesis Testing

From the formulated hypothesis, Table 4.20 gives the summary of the how they were
tested.

Table 4. 20: Hypothesis Testing

Hypotheses P-value and Beta Remark
Coefficients

Hi: Implementation of the road transport p=0.698, p<0.05 Reject null

policy has no positive and significant hypotheses

influence on Infrastructure within Nairobi

County.

Ha: Implementation of the road transport [=0.492 p<0.05 Reject null

policy has no positive and significant hypotheses

influence on Funding. within Nairobi

County.

H3: Implementation of the road transport [=0.003 p<0.05 Reject null

policy has no positive and significant hypotheses

influence Regulation & Enforcement.
within Nairobi County.
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From Table 4.20, all the formulated null hypotheses are rejected in favor of the
alternative hypotheses. Therefore, Implementation of the road transport policy has
positive and significant effect on infrastructure within Nairobi County. Implementation
of the road transport policy has positive and significant effect on Funding within Nairobi
County. Implementation of the road transport policy has positive and significant effect

on Regulation & enforcement within Nairobi County.

4.9 Discussion of the Findings

The impact of implementation of the transport policy had a positive and significant effect
on Infrastructural development and road maintenance. The finding is in line with Runji
(2015) who notes that the most significant and common barriers to the successful
implementation of transport sector strategies include; inadequate human resources
capacity to ensure proper policy, funding and infrastructural development. In most
countries, there are too few qualified technical resources, with many appointees lacking

the technical know-how on road transport dynamics.

Further, the impact of implementation of the transport policy had a positive and
significant effect on Funding in implementation of the transport policy. The finding is in
line with World Bank (2011) that external funding from donors is necessary to support
transport sector spending. Among countries included in the review, the share of external
funding support as a share of all transport sector spending ranged from 30% to 80%.
According to Banister and Stead (2003), the resulting policy packages and policy paths
are also valuable in revealing policy actions for achieving sustainable transport outcomes
on infrastructural development which is influenced by sufficient funding and a

comprehensive regulatory framework.

The impact of implementation of the transport policy had a positive and significant effect
on Regulation & enforcement had positive and significant effect on implementation of
the transport policy.  This positive relationship implies that efforts to strengthen
regulation and compliance would directly improve the implementation of the transport

policy. The finding is consistent with Owen (1964) who opines that the post — 1965 era
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saw the road transport emerge as a serious competitor to the rail and the tragedy is that
this competition assisted in the downfall of the railway, with little effective control of the
predictable pressure from road transport to move goods previously transported by rail.
This was attributed by the lack of common carrier obligation especially of cargo on the
roads and with little regulation on over-loading coupled with no clear structure on the
frequency of operations which attracted more investment channeled towards construction

of highways and road network within urban towns

4.10 Summary of qualitative data

In-depth Interviews conducted on this study to assess the impact of the road transport
policy on infrastructure revealed that the policy led to construction of new roads
especially highways and provision of road facilities albeit a few. It was further observed
that the road network as planned in the earlier years had provision for expansion,
modification and creating linkages with other counties. Currently, the county is
repossessing all road reserves that have been illegally acquired. On funding, it was
revealed that there is an over-reliance on the national government exchequer in managing
the road sector and in financing implementation of policies and guidelines. It was the
view of the respondents therefore, that there is an urgent need to consider other avenues
for funding and putting in place policies to govern road sector funding within Nairobi
County. On regulation, respondents were of the view that there is an urgent need to re-
align all road sector laws with a view to addressing the multiplicity of roles and
overlapping mandates. This it was viewed will address the issue of accountability and

increase efficiency.

Another setback in the implementation of the road transport policy was a lack of capacity
on the pre-requisite technical skills in assessing road infrastructure and related facilities,
managing of road funds and interpretation of the laws governing the sector. Thereby
impacting negatively in the implementation of the road transport policy as is currently
operational. It was suggested that both the National and County government should
invest more on building capacity for better planning and management of the sector.

Further, a glaring gap was a complete lack of an automate county road data base, without
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which, it was observed impacts on road transport policy since there are no sound base
informing policy decisions and guidelines. These summaries informed the study in the

recommendations and conclusions of this study.
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CHAPTER FIVE: SUMMARY, CONCLUSION AND RECOMMENDATIONS

5.1 Introduction

This chapter presents a summary of the analyzed findings which is in line with the
established objectives. The conclusions are also presented based on the key findings from
the analysis. The limitations of the study are also presented with recommendations. The

suggestions for further studies are also presented which future scholars can focus on.
5.2 Summary of the Findings

The main objective of the study was to assess the impact on the in implementation of the
integrated national transport policy in the road sector within Nairobi County. The
specific objectives were to: assess the extent to which the transport policy has affected
infrastructural development; assess how the transport policy influences road sector
funding and to determine how the road transport policy has affected implementation of
road sector regulations and enforcement. To achieve these objectives, both descriptive as

well as inferential statistics were used.

5.2.1 Transport Policy and Infrastructural Development

The first objective of the study sought to assess the extent on how the road transport
policy has influenced infrastructural development within Nairobi county. The study
established that road transport policy had a positive and significant effect on
infrastructure. It was established that the Transport Policy, 2009 has stimulated the
growth of the road sub sector to a great extent. More specifically, from majority of the
respondents it was observed that the INTP, 2009 greatly contributed towards
infrastructural development, expansion and maintenance of roads and enhanced road
facilities. It can therefore be inferred that transport policy has a great impact on
infrastructural development. Majority of the respondents reported that Nairobi’s road
network was designed to facilitate modification, expansion, linkages within the sub-
county and adjoining counties. Roads were generally maintained on a frequent basis. On

road maintenance, majority of the respondents reported that highways are largely



maintained followed by major arterial road, minor arterial road and collector road and

lastly the local roads.

5.2.2 Transport Policy and Road Sector Funding

The second objective of the study sought to evaluate how the road transport policy has
impacted on road funding within Nairobi county. From the findings, the study found that
that the road transport policy had a positive and significant effect on funding. The study
established that funding plays an important role as far as the implementation of the
Transport Policy in road sub sector is concerned. Most of the respondents indicated that
funding greatly affects implementation of road policies implementation, infrastructural
development and enforcement & legislation. Therefore, funding is a critical component
of implementation of the transport policy in road sub sector. Most of the respondents
observed that the funds that have been allocated to the road sub-sector within Nairobi
County have been efficiently utilized though not sufficient. From the findings, the most
essential source of funding for the transport sector is the county government were
National government exchequer allocations and court fines. Other sources of funds were
funding from engagements in public private partnerships, parking & toll fees, licenses
respectively levy. This indicated therefore that that funds for road transport sector are

from various and diverse sources.

5.2.3 Transport Policies and Road Sector Regulations and Enforcement

The third objective of the study sought to determine how the road transport policy has
affected implementation and enforcement of road transport regulations within Nairobi
county. From the findings it was observed that implementation of the road transport
policy had a positive and significant -effect on regulation & enforcement. Most of the
respondents noted that in as much as there are regulations in the sector, there are
regulatory and institutional conflicts in the management of the road transport sector. On
the whether the road sector is a national or county function, the majority of the
respondents were of the view that road sector transport management should be a national
government function while the minority were of the view that it should either be a

County government function or be both a national as well as county government function.
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5.3 Conclusion

5.3.1 Transport Policy and Infrastructural Development

Implementation of the road transport policy had a positive and significant effect on
Infrastructure within Nairobi County. The Transport Policy, 2009 has stimulated the
growth of the road sub sector to a great extent through its contribution towards
infrastructural development, expansion and maintenance of roads and enhanced road
facilities. Nairobi’s road network was designed to facilitate modification, expansion,
linkages within the sub-county and adjoining counties. Roads are generally maintained
on a frequent basis. The highways are largely maintained followed by major arterial road,

minor arterial road and collector road at respectively and lastly the local road.

5.3.2 Transport Policy and Road Sector Funding

Implementation of the road transport policy had a positive and significant effect on
Funding plays an important role as far as the implementation of the Transport Policy in
road sub sector is concerned as it greatly support policy implementation, infrastructural
development and enforcement & legislation. Funds that are allocated to the road sub-
sector within Nairobi County are efficiently utilized. There are diverse sources of funds
used to finance the transport sector including county government and court fines. Other
sources of funds include public private partnerships, policy implementation, import duty,

parking & toll fees, licenses and fuel levy.

5.3.3 Transport Policies and the impact on Road Sector Regulations and
Enforcement

Implementation of the road transport policy had a positive and significant effect on
Regulation & enforcement. It was observed however, that there are regulatory and
institutional conflicts in the management of the road transport sector. Different people
have different reactions on road sector transport management but most people feet it

should be left as national government function.
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5.4 Recommendations of the Study |
Drawn from the conclusions as highlighted, this study extracted recommendations as

influenced by qualitative, quantitative, primary and secondary data as derived in this
research on the Intergraded National Transport Policy, 2009. The recommendations are

as per the key thematic areas of this research.

5.3.1 Infrastructure

On infrastructure, it is recommended that there is need to review and customize the
integrated transport policy to address infrastructural development and expansion of roads
within Nairobi County. In order to address over reliance on road transport, it would be
prudent to put in place proper strategies and plans for road expansion and providing

facilities for alternative road user mobility like non-motorized transport or other modes.

To practically actualize ‘this, the County Government bould consider an integrated
planning of the road network and associated infrastructure as per the road classification
as guided by the National Government, through the addition of a few missing links. This
can improve the efficiency of the road network enormously by ensuring allocation of
equitable road space for the motorists and pedestrians and ensuring universal accessibility
through the provision of parking, bus shelters and bridges. Another facet could be
consideration for the county to upgrade and or modernize high-density corridors in terms
of introduction of new technology in the design, engineering, and construction methods
by keeping in view options for alternative transport within the county for instance the

introduction of light rail.

5.3.2 Funding

Having in-place a transport policy has proved not to be suffient in ensuring that the sector
is fully funded according to this research. In ensuring that adequate funding is allocated
for implementation of policy and financing of the various road projects and related
facilities. There is therefore need to streamline the funding of the sector by taking keen
interest in ensuring implementation of the reviewed policy sets clear guidelines on

allocation of funds for tangible (roads) and intangible (policy implementation, monitoring
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and evaluation) for the sector and putting in place guidelines for public private

partnerships.

To practically actualize this, the County Government could consider exploring alternative
sources of funding by engaging the private sector to mobilize funds for construction of
major arterial roads, provision of road facilities and short stretches. A long-term strategy,
through policy, to reduce maintenance costs, would be to encourage the use of low tare
weight and heave haul multi-axle vehicles through suitable fiscal measures. In sourcing
for revenue, a system of user charges could be explored and used as an important source
of revenue for road maintenance and future construction. The creation of a County
transport fund with the sole purpose of receiving all county road — related levies could be
used to exclusively meet all maintenance and rehabilitation costs of the roads, while
National Government developmental budgetary allocation could be used to fund new

roads construction of road facilities.

5.3.3 Regulation and Enforcement

From the findings, it is imperative for the two levels of Government, national and county
need to review and realign all the legislation with a view to outline the responsibility of
each statutory institution and their scope of mandates. In the meantime, and taking
cognizance the long procedure in amending laws, Institutions with overlapping roles
should develop guidelines to ensure collaboration and consistency in approach in

operation as regards especially enforcement of various legislation.

Further, it is acknowledged that the County has several pieces of by-laws and policies in
the management of the various roads and related functions. It would therefore be prudent
for the County to merge all these documents and develop a comprehensive policy

document on the transport sector within the County.

5.4.3.1 Capacity Building
It would therefore be prudent for the County Government in collaboration with the
National Government to build institutional capacity by creating a pool of knowledge that

would sustain and enhance expertise as well as facilitate more informed planning. It
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would also sponsor regular research to help formulate the right mitigation strategies,
without merely adopting what other counties have tried. At individual levels, within the
relevant transport department within the County a major exercise of training and skill
development of the public officers and other public functionaries will be needed to make
such officials aware of the nuances of County road sector transport planning and the

specific issues involved in managing road sector transport.

5.4.3.2 Creation of County Database

The virtual lack of a database within the County has severely constrained the ability of
the county to formulate sound policy, plans and the reliability to assess the impact of
different initiatives that have been taken. Creation of a road network database with
regular updates would be one of the important tasks; while at the same time would

provide an avenue for research, development and technology upgrade.

All these thematic areas can only be achieved when there is a robust policy with backing
of the law. Policy will guide the implementation while regulation will ensure
enforcement. The development of such a policy will require the input of all stakeholders
in the sector which in the long will make implementation straightforward and tolerable to
a majority of the road users. There is also need to ensure that future policy initiatives
should address the questions of integrated transportation, funding, sharing and
disbursement of road funds through fiscal decentralization and road asset management,

coupled with private sector involvement.

5.5 Limitations of the Study

The current study was limited to Nairobi County. This is a limitation because Nairobi
County operates in a different geographical coverage as compared to other counties in
Kenya. It would therefore be hard to replicate the findings to other counties within
Kenya’s jurisdiction. The study was also limited in assessing three impacts of the

transport policy on infrastructure, funding and regulation and enforcement.
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5.6 Areas for further research
With regards to further research on a Policy, there is need for research to inform Kenya’s

future strategic policy directions, which enacts an expansive set of performance demands
on the roads system. On the other hand, following the enactment of the Non-motorized
transport policy by the county government of Nairobi, it would be prudent to assess the

impact more so, on road use and in managing traffic congestion.
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APPENDIXES

Appendix I: Consent Form
To whom it may concern:

Consent to participate in a study on assessing the impact of the integrated national
transport policy in the road sector within Nairobi county

Evelyn Adhiambo is a final year post graduate student at the Strathmore University,
School of Business. she is conducting a survey for her research topic. The research is:
An Assessment on the impact of the Integrated National Transport Policy in the road
sector within Nairobi County.

This questionnaire is strictly meant to provide vital information regarding this research
work and will be treated with utmost confidentiality. Your response will help in
understanding the status on the implementation of the road transport policy within
Nairobi county and help in providing viable recommendations to the stakeholders and
the public at large.

This questionnaire should take no more than 20 minutes to complete. Participating in this
study is voluntary therefore, should not incur any financial costs, neither will you be
reimbursed. You are free to withdraw from participating at any time, and you will not
suffer any negative consequences of any kind in making that choice.

Should you have any queries or require any independent clarification about this study
please do not hesitate to contact the administrator of Strathmore business school on
0703034414 or info@sbs.ac.ke. You will also receive a signed copy of this consent for
your records.

YOUR SIGNATURE ON THIS CONSENT FORM INDICATES THAT YOU HAVE
VOLUNTARILY AGREED TO PARTICIPATE IN THIS STUDY, AND YOU HAVE
READ AND UNDERSTOOD THE INFORMATION GIVEN ABOVE AND ALL ISSUES
RELATING TO THE STUDY HAVE BEEN CLEARLY EXPLAINED TO YOU.

Name of Participant:

Signature of Participant:

Signature of researcher:

Kindly provide your email if you wish to receive the findings of this study
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Appendix II: Letter of Introduction
12" December, 2016

To whom it may concern:

INTRODUCTION

I am a Masters student at the Strathmore University, School of Business undertaking a
Masters in Public Policy and Management. As part of my studies, I am required
undertake a research thesis in my area of study.

My Thesis is on:

An Assessment on the Impact of the Integrated National Transport Policy

in the Road Sector within Nairobi County.

The purpose of this questionnaire is to conduct a survey on the challenges faced in the
implementation of the Transport Policy, 2009 in Kenya with a bias on the road sub-sector
from 2010 to 2015 within Nairobi County.

Please note that the information received shall be used for only the purpose of this case
study and shall be treated with utmost confidentiality.

Thank you.

EVELYN M. ADHIAMBO
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Appendix III: Questionnaire

Dear Sir/Madam

This questionnaire is to be filled by the respondents drawn from the Ministry of Transport
and Infrastructure, all related State Agencies, the County Government of Nairobi and the
Kenya Traffic Police.

SECTION 1

1. Demographic Information

Diploma Degree Masters Phd

SECTION 2: General Information on Transportation Policy

2. Are you aware of the existence of the Integrated National Transport Policy, 2009?

Yes NO

a) If yes, briefly give a highlight of the main aspects of the policy with focus on the
road sub sector.

............................................................................................................
............................................................................................................
............................................................................................................
............................................................................................................



b) What are some of the key policy issues in the said document?

............................................................................................................
............................................................................................................
............................................................................................................

..........................................................................................................

3. In a scale of one (1) to three (3) where three (3) implies high priority, what do you
think are the key areas of concern areas (in order of importance) that require attention
and urgent address in the road transport sub sector in Nairobi?

High Priority (3), Moderate Priority (2), Least Priority (1)

Priority areas o : High Priority ‘Moderate | Least
Sy e oy B P»Irviority: | Priority

Ir>1‘f.ra‘15£ructﬁrev‘ | -

Funding

Regulation & Enforcement

4. In a scale of one (1) to three (3) where three (3) implies Highly Effective, how
effective and consistent has implementation of the Transport policy been in Nairobi
as relates to the following thematic areas?

Highly Effective (3), Effective (2), Not Effective (1)

Factor Scale

Infrastructure

Funding

Regulatory
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SECTION 3: Thematic objective one: Infrastructure

S. In a scale of one (1) to three (3) where three (3) implies to a great extent has the
transport policy, 2009 stimulated the growth of the road sub sector in Nairobi?

= BT R L e T =
Influence'of transport Policy To a great | To  some | To no

extent (3) | extent(2) | extent(l)

Infrastructural Development

Expansion and Maintenance of Roads

Enhanced Road Facilities

6. In your view, is Nairobi’s road network designed to facilitate modification,
expansion, linkages within the sub-county and adjoining counties?

Yes NO

a) If yes, briefly give a highlight of some of the roads that have been so designed.

............................................................................................................
............................................................................................................
............................................................................................................
............................................................................................................

b) If no, kindly suggest some of the roads that may require overhaul in order to
facilitate redesign?

............................................................................................................
............................................................................................................
............................................................................................................
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7. In a scale of one (1) to three (3), when assessing the condition of the Road network
within Nairobi County, how frequently are these roads maintained?

Never (1), Rarely (2), Always (3)

ROAD TYPE
Highways e.g. Mombasa Road, Thika
road and Waiyaki way

| Always | Rarely | Never

fris
S EREERLY

Major arterial road eg. Ngong road,
Langata road

Minor arterial road eg. peponi road,
Jjames gichuru road

Collector road eg. Ladhes road, Jogoo
road

Local Road eg. Mumias south road,
Rabai road

SECTION 4: Thematic objective Two: Funding

8. In a scale of one (1) to three (3) where three (3) implies significantly supported, how
has funding both from the National and County Government affected the
implementation of the transport policy in road sub sector within Nairobi County?

Influence of road sector | Significantly | Moderately Not supported
funding s supported supported i

Policy Implementation

Infrastructural Development

Enforcement & legislation

Significantly supported (3) , Moderately supported (2), Not supported (1)
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9. In your view, between the periods 2010 to 2015, have funds allocated to the road sub-
sector within Nairobi County efficiently utilized?

Yes NO

a) If yes, briefly give a highlight of some of the roads that in your view, funds were
efficiently utilized.

............................................................................................................
............................................................................................................

............................................................................................................

b) If no, briefly highlight of some of the roads that in your view, funds were
inefficiently utilized?

............................................................................................................

............................................................................................................

c) Kindly suggest modalities which the County Government could take up in order
to ensure accountability in utilization of road sector funds?

............................................................................................................

............................................................................................................
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10. In order of importance, with three (3) being Essential and one (1) Not important, what
are the key sources of funding for the road transport sector in Nairobi?

Essential [3], Somewhat Important [2] Not Important [1]

Factor - | Essential | Somewhat Important | Not Important
e ie S - DEEEG s i) Et

National Government

County Government

Fuel Levy

Import duty

Parking & Toll fees

Licenses

Court fines

Public Private Partnerships

SECTION 5: Thematic objective Three: Legislation and Enforcement

11. Since the inception of the Transport Policy in 2009, kindly highlight the legislation in
place in the management of the road transport sector in Kenya?

............................................................................................................

a) In your view, are there regulatory and institutional conflicts in the management of

the road transport sector?

Yes
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b) Kindly explain your response?

............................................................................................................
............................................................................................................

How effective and consistent has enforcement of the road sector transport policy been in
Nairobi?

............................................................................................................
............................................................................................................

12.In your view, should road sector transport management be a National or County
function?

National County Both (National & County)

» Kindly explain your response?

............................................................................................................
............................................................................................................

SECTION 6: Policy Shift Proposals

13. What are the policy strategies that can be promoted in order to move Nairobi County
towards a sustainable road sector transport policy to realize transport sector targets in
vision 2030 and spur economic growth?

...................................................................................................

Thank you
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Appendix IV: Interview Guide

)
2.

Guide

a)

Introduction.

Climate Setting.

What role should transport policymakers play in shaping road
infrastructural development and maintenance?

How can the road integration and coordination be improved within
Nairobi County?

Does the Ministry/County Government have an Urban Road Transport
Development Plan to cater for future infrastructural development needs
and requirements?

Are there fiscal or other mechanisms that would foster better road design
with related facilities in the implementation of policy?

What are some of the suggestions that you can provide that are potentially
viable to enable implementation of road transport policy in relation to the
various legislations in place?

How does the State Corporations created by Acts of Parliament correlate
With existing State Agencies like Kenya Traffic Police in enforcing road
transport policies?

Are there policies and guidelines in place that funding of the sector
thorough donor or grant funding for road sector infrastructure and
implementation of policies and guidelines?

How does the Ministry /County Government manage capacity of its

personnel in the road sector?
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i) Roads in Nairobi are classified according to their nature. Kindly tick [V]

where these facilities are provided as per the table below.

fm%hon of. Road
e

; Foot

- |/Streeti ]
lights | shel

| Pedestrian =

overhead bridges

Parking

Nays e.g. Mombasa Road, Thzka
nd Waiyaki way

: arterial road eg. Ngong road,
fa road

t arterial road eg. peponi road,
gichuru road

‘tor road eg. Ladhes road, Jogoo

Road eg. Mumias south road,
road
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Appendix V: Target Respondents

The researcher gathered data and relevant information from Government
Agencies and related State Departments in the National and County Government
in Kenya. The identified institutions (respondents) were from:

1. Ministry of transport and Infrastructure, - State Department for
Transport;
o Transport Policy Management Directorate (Roads),
o Kenya Roads Board, and
o National Transport and Safety Authority,
2. Kenya Traffic Police Headquarters.
3. The County Government of Nairobi - the Ministry of Public, Works,

Roads and Transport.
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Appendix VI: Work Plan

It is proposed to carry out the proposed research project on the basis of the following

timetable

s

November 2015

proposal and allocation of
supervisor.

| Proposal develo

e

January, 2016

Reading of literature
Review in detail and
seeking supervisor’s
assistance and guidance.

Short notes on literature
review and fine tuning of the
statement of the knowledge in
the field and theoretical

examination

framework
February, 2016 Seeking Proposal Approval | Approved with amendments
March, 2016 Carry out research by Record findings
distribution of
questionnaires to the
respondents and
conducting oral interviews
April, 2016 Analysis of findings and Analysis of the findings and
Reporting compiling data.
April, 2016 Revision of project report | Revised and updated.
May, 2019 Submission and Final submission of the bound

project report.
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