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PREFACE ’

Transportation involves the movement of people; goods
and services from one place to another. This makes for a
more equitable distribution and availability of resources
and products at different locations in the country.

ObéerVations, experiences and available literature
show that several policies have been made to guide the
various transportation modes in the cowntry - rail, road,
air and water. Unfortunately, fhese policies asnd programmes
have on many occasions encountered severe bottlenecks
during the implementation stages,

Thus, this research effort focus.es attention on the
extent the current federal urban mass transit programme has
been implemented in the country with the experience in Imo
State as a frame of reference. The work is divided into
six major chapters with :relevant sub-headings.

Chapter one deals with general introduction, statement
of problem, purpose, and significance of study, literature
review, the theoretical framework, hypotheses and methods
used in carrying out the study.

In chapter two, an analysis of the historicai develop-
ment of transport in the country was made. The types of
modern transport systemns mainly involved in mass movement

of commuters were discussed.
Chapter three contains a detailed discussion on the
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federal urban mass transit programme with emphasis on éarlier
attenpts at urban mass transit service, and'the objectives of
of the current urban mass transit programne,

Discussions contained in chapter four centred on the
implementation of the programme in Imo State. The establish-
ment and management of thg Imo Transport Company, ITC,
implementation strategies, and problems encountered in the
process of implementingthe scheme were taken into account,

Chapter five focuses attentonhon data analysis. The
stated hypotheses were also tested.

The last chapter - six -~ was on conclusion and recommen—
dations. Thus, based on the findings of the study, the
following conclusions were drawn. )

1. That the urban mass transit programme has been implemented
to some extent in Imo State except for the fact that ITC
vehicles are not always available at their loading stations
nquare they regular on the various routes they ply.

2. That the ITC has contributed to the reduction of transit
fare in the state.

3. That TIC vehicles have not aided the decongestion of
traffic flow in the state.

4, That ITC vehicles have not helped to modermize transit

services in the state due to poor sitting arrangements for
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commuters, absence of both adequate provision for passengerst
luggage and loading station facilities for commuters'
convenience,

Mnd finglly, that the management of the Imo Transport
Conpany encounters some problems both intermal and external
in implemgnting the federal urban mass transit programme in
the state.

As a result of these findings, necesgsary recommendations
were made which the researcher hopes will enhance the smooth

implementation of the programme in the state.



CHAPTER ONE
INTROPUCTION

The movement of people, goods and services is imperative
in all human society whether traditional or industrialised.
The development of necessary transportation facilities enhances
the advancement of society because tranqurtation supports
fundamental economic and social activities. Transport
'bridges the gap in time and space.'1

The availgbility of transport facilities influences
business locations, altemative selection of living sites
and offices, factories, schools, shopping centres and places
for recreation and entertainment. Improvements in transpor-~
tation permit more participation in community activities
and better commumication with others located elsewhere in
the world.

The importance of transportation thus cannot be over-
enphasised since the socio-economic and political development
of any nation depend -to a large extent on the effectiveness
and efficiency of the nation's transport network. As a deve-
loping country, Nigeria cannot néglect the importance of an
effectively planned transport programme to cater for the wide
variety of activities engaged in by her ever-growing popula-

tion..
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Improvements in transportation can facilitate economic
growth through promoting economies of scale, efficiency,
specialization and better use of expert services of rele-
vant personnel, PBnhanced transport services can lower the
costs of production and increase competition among producers
by expanding~the ares to which a given plant may distribute
its products, The brewing and food prqcessing industries
in different locations in the co‘u‘n\__‘hrjf"’ﬁaepend on available
transport facilities to meet the'heeds of their customers,

In Bnugu State for example, the Nigerian Bottling
Company has a processing plant at 9th Mile Corner Which
caters for their consumers in Fnugu and Nsukka zones.

The 7Up Bottling Company too is making frantic efforts to
establish a similar factory to serve the needs of her
customers in the same zone. Both companies utilise the
already existing road transport facilities for business
expansion., Competition would eventuaglly result. Such
competition among plants producing similar products may
lead to lower prices and a wider choice of products due
to the avallability of transport facilities.

The availlability and quality of transport servicg also
influence the ef?ectiveness of government activities, such

as mail delivery, emergency services, waste disposal and



national defence,

A relgtionship exists between transport and development.
This_%nter—dependence explains why within the past hundred
years, railwaoys have been constructed in the country,\thou—
sands of kilometres of roads built, seaports and airports
constructed; alrlines and shipping companies incorporated,
private and public passenger and goods transport companies
established and thousands of motor vehicles imported or
locally assembled. The role of transport can also be seen
in the promotion of national unity, socio=economic integra-— .
tion and stimulation of a sense of:mutual understanding in
a culturally diversified society.

Lobour mobility could be sclved and elimination of
unemployment or artificial shortage of labour and materials
could be greatly facilitated with safer, cheaper, more
accessible and more comfortable transportation facilitigs;
In the coursc of Nigeria's national development efforts,
nany problems have been encouﬁtered in the transport sector
as well as in other sectors which are inextricably tied to
transportation services,

Public transportation is unquestionably a basic need in
the country especlally when one realises its utmost impor-

tance and contribution to the development of all facets
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of the etonomy and society. ﬁéébite enormous fingnecial
resources invested in the tfd&é%ért sector, successive
National Development Plans have failed in varying degrees to
achieve the desi?ed objectives because of both internal and
extemal factors,

Adeniji contended that Nigeria should adqpt the 'Satis-
faction of Bgsic Needs® development strategy.2
As a concept, it is not entirely new; what is novel is the
practice of inserting basic needs as spegific objectives in
developnent strategies of poor countries.3 The evolution
of thg 'Basic Needs Theory® could be traced to the work of
4

Seers, ' and the various Intemational Labour Organisation

(I10) World Employment Mission reports.5

Public transport
was among other things identified as one of the basic needs
each country should make deliberate efforts to provide her
citizens.

In rgalizatiap of the difficuities encountered by the
citizens, the Federal Military Government esﬁablished the
federal urban mass transit programme in 1988, The broad
objective of the scheme ;s the alleviation of the sufferings
encountered by commuters. Urban mass transit, however, has
been mgécbnstrued to apply to roéd_tfansport to the utter

neglect of rail and ferry services,

-5
P
C§
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Observations, however, show that there is a concentration of
efforts on the bug system as the instrument for the imple-
mentation of the scheme in most states of the federation.
This is the case in Imo State where the study is localised.
The state 1aoks‘both the rail network and has poorly developed
ferry resources, For the purpose of this work, the implemeén-
tation of the federal urban mass transit programme in the !
state will comprise both the intra-city and inter—-city
services,

The adventages thaf would accrue from an effective
implementation of the urban mass transit pTOgram:e would
be enormous. Outside easing mobility problems, an attendant
benefit would be the generation of revenue and employment

opportunities for the citizens,

1e1 STATEMFNT OF PROBLEM/RESEARCH QUESTIONS

In Nigeria and many other developing countries, there
has always been a perennial problem of making policies with-
out adequately implementing them, So many policies have
been made in the country - housing, economic and educa-
tional, but the extent to which these policies have been

successfully implemented has become a public issue.
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Many transportation policies and programmes have been
formulated at the federal, regional and state levels prior
to the current urban mass transit scheme. - Most of these
policies have failed the nation due to inefficient implemen-
tation. In short, there has always been a gap between policy
formulation and implementation in the cowntry.

Though the scheme has taken off in all the states of the
federation, the high number of commuters stranded most of
the time at the loading bays of urban transit stations raises
the question of effectiveness of the programme,

The researcher was motivated to carry out this because of
several personal experiences gn aftempts to use the services
of both the pnambra and Imo States Transport agencies
(TRACAS and ITC). First, coming down to Nsukka from Onitsha
on a certain day, the researcher spent not less than eight
hours with other passengers waiting for TRACAS vehicles that
should convey them to their destinations. Second, travelling
from Bnugu to Nsukka and indeed other towns needs an extra-
ordinary patiencg and endurance for one to board these mass
- transit vehicles. Several hours are usually wasted walting
for these vehicles without apologies from anybody for the

delay.
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Of course, taking ITC vehicles from Enugu to Owerri or
vice versa remains more of a dream than a reality. It is
pertinent at this juncture to examiné the extent to which
the programme has been implemented in Imo State by the Imo
Transport Company (ITC). |
In carrying out the study, many questiohs arose. Some of
which are:
1. To what extent has the urban mass transit scheme been
inplemented by the Imo Transport Company in the state?
2, To what extent has the I.T.C. reduced transit fare in
the state?
3. Do ITC vehieles gid decongestion of traffic flow in the
state's urban centres?
4, To what extent has the ITC modernised transit sexvices in
the state?
5. What are the problems encountered by the ITC in implemen—

ting the federal urban mass transit scheme in the state?

1.2 PURPOSE OF STUDY

The purpose of this study is to f£ind out the extent 1o
which the federal urban mass transit programme has been
inplemented in the state, the problems encountered and making
recommendations that would enhance the effectiveness of the

scheme in the place under reference.
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SIGNIFICANGE OF STUDY

Most existent studies on urban transit policy have been

concentrated on the developed nations of Burope and North America

with little attention on the situation in the developing couwntries

of Africa, Asia and Latin America. Not until recently, studies

on urban transportation have been submerged under urban and

regionagl planning.

1.4

‘In the light of this, the study is significant because:

It provides information on the implementation of the federal
urban mass transit programme in the state.

The study is a contribution to scholarly research on urban
transport in Nigeria with Imo State as a case study.

The recommendations would be useful to the management of
I.T.C. and thus enhance the services the agency renders

to the public.

LITERATURE REVIEW

L review of literature related to the subject of investi-

gation provides background knowledge of the sdbject-matter and

enagbles placement of the study in its relevant context.

The

review will bé focused on:

(1) Transportation and Public Policy

- (ii) Transportation Planning, Implementation and Co~ordination;



9

(iii) Management Problems of Public Transport Corporations.

The problem of transportation in general and urban trans-
port in particular is such that no government would dare cver~
look without a public outecry. The gravity of urban mobility
problem was noted by the late President Kennedy of the
United States of America who said that, M™othing is more
dramatically apparent thaﬁ the inadequacy of transportation
in our large urban areas."6 Though this was some decades
ago and reflected the american environment but the problem
of inadequacy of our urban transit facilities resembles
what pervades most Nigerian urban centres., The aftermath
of such inadequacy is a 'tremendous waste of resources:
human and physical involved in the inherent inefficiencies
of passenger movement by private automobiles in congested

metropolitan areas.

(1) Transportation snd Public Policy

Public policies cater for diverse needs of the society.
This deals with a variety of sectoral issues ranging from
defence, housing, health, transport, agriculture and education.
© Lewis noted that the concept of policy has two distinct

meanings in the field of politics and administration.7
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The first sees 'policy' as ways of doing things or decision
rule; while the second regards it as substantive programmes
referring specifically to the context of what is being done,
and not necessarily to how it is being done. Public policies
are thus actiop and result oriented directing attention to a
public problem, |

Richard Ross suggested that policy should be seen as %g
long series of more or less related activities and their
consequences for those concerned rather than as a discrete
decision.'8 (It could be seen that though this definition
is ambiguous, it nonetheless embodies the useful notion that
policy is a course or pattern of activity and not simply a
decision to do something.

Transportation policy thus outlines programmes; activities:
and investment prioritieé which enhances the realisation of
effective transit network for the society. This_ensures
mobility and bridges gaps in both time and space, Carl
Friedrich emphasised the purposive or goal oriented aspect
of policy_which he saw as:

«o» a DProposed course of action of a person,
group or government within a given environ-
ment providing obstacles and opportunities
which the policy was proposed to utilise

and overcome in an effort to reach a goal
or realise an objective or a purpose,9
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Policy is thus an attempt to overcome or utilise environ- ,
mental obstacles and opportunities touachieve a given goal,
objective or sclve a societal problen.
Urban transport policies in Nigeria have so far suffered
neglect and this can be seen to be responsible for the enor-
mous transit problems of the country's major cities. Su?h
policies where existent lacked inadequate implementation,
evaluation and feed-back.

Mderson while commenting on the definition and importance
of policy on programme execution stated that "the concept of
policy implies a purposive course of action followed by an
actor or set of actors in dealing with a problem or matter of

. 0
concer.n."1

The definition thus differentistes a policy from
a decision which is a choice among competing alternatives,

In the formulation and implementation of public policies,
the welfare of the citizens comes to the fore, This is the
case when one considers the broad goal of the current federal
urban Dass transit schene - alleviate the sufferings of
comnuters.,

According to 4gedah and Orioke, prior to the current nass
transit programme, serious mohility problems ranging fron
traffic congestion to absence of vehicles manifested in many

of our urban centres as well as in inter-city and inter-state

transportation, This gloomy and pathetic transport problem
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was beautifully captured by a magazine reporter who wrote:

The scene at the bus~stop was frightening.

A conmuter bus commonly referxrred to as molue,
had just come to an apparent stop where the
expectant crowd had gathered. Suddenly hell
was let loose. Everybody, old and young,
male and female surged forward, pushing and
shoving, all in a bid to secure a place in
the bus which was almost full already.

Scne went in through the windows while those
who perched at the door blocked effectively
those who waited to disembark. The conductor
was helpless. All his appeals to the passen—
gers to behave thenselves fell on deaf ears.

Suddenly, the vehicle jerked forward and

in the process, a lady whose legs were not

firmly rested on the molue's doorstep lost

her grip and fell down. The rear tyre missed

her leg by inches, She got up, surveyed her

clothings and made for the vehicle again.

She could not risk waiting endlessly for

another bus which might take hours to arrive o..11
The plight of the haplesgs lady is that of the average com-
nuter in urban centres in Nigeria. Because of the inadequate
megns of transportation, one is subjected to a daily hardship
of waiting long hours at the bus-stops for thg alnost elusive
comnuter vehicle and ends up being frustrated.

According to pnoliefo, %if there is going to be a re-

volution, war or chaos in this country, it will start from

112 His fear

the bus-stop and in the evening in particular,’
nay be far-fetched, but the situation that informed his

thinking aloud is a real one. In recent times, all the
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nation's transportation nodes - Airways, Railways, Road
Transport, Waterways, etc. have been overstretched and are
greatly experiencing severe bottlenecks either in rolling
stocks, number of aircrafts, number of road worthiness of
available pabléc and private vehicles as well as shortages
of spare parts.

In view of this crisis and the prime importance of the
transport scector to the goo@,health of the nation's socio-~
econonic and political life, there is need for such a sector
tc be guided Dby dynanic and realistic policies and programes
from tine to time. '

Prior to 1960, there was the Eastern Nigeria Transport
Policy whiéh_specified the responsibilities of the Minilstry
of Transport., This included among other things the develop7
ment and maintenance of regional roads, ferries and bridges,
inland water-ways and regulation of traffic. A good road
systen was seen as the back-bone of the economic development
of the region. Public transport policy was thus development-
oriented and focused on the core sectors - rocad, rail and
port development.

The urban transit problem in the post—=civil war period

was relatively seen as essentially a traffic problem - the
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journey-to-work problem, that of the peakfhour/congestion,
the problem of accidents, etc, Presently, the problem is more
complex, The current urban mass transit scheme which seeks to
redress the transport problenm is a benevolence of the military
government of General I.B., Babangida. Undoubtedly, the nation's
transport programnmnes have always been the federal government's
initiative,

Such worthwhile attempts could be seen in the commission-

ing of the Stanford Research Institute to undertake a study
of thg operating conditions of the nation's rail, rcad, river
and air transport. The report of the study provided the deve-
lopment options of the transport sector between 1960-1970.
Ogwude noted that this study, 'The Fcononic Co-ordination of
Transport Developnent in Nigeria' is still the most widely
quoted single study in the field of transport policy and pro-
gramme planning in Nigeria today.'> The reason being that
most of the problens discussed“in the study are still relevant
to our present transport needs. However, the transport policy
of Nigeria was first spelt out in 1965 in a Government White
Raper. This among other things provided that, %the transpert
needs of the economy should be met with the mininmum of
expenditure of economic resources in a way to prevent 'excessive

investmnent'! in tran5port."14 There was also need to ensure
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that transportation sefvicgs Were‘fast, dependable and up-~to-
date as well as econonical,

Ogwude furthered by stating that it was not very clear
what was meant by teconony in investment' as was contained
in the policy. But since the general objective in transport
allocationg was to provide a transportation service that was
optinmum, the ain must have been to avoid duplicating facil%—
tles. The emphasis was, therefore, on economic efficiency,
and the needlfor a rational and co-ordinated development.

It could, however, be noted that the stress on econonic
efficiency in investment was based on constraints imposed on
the econony at that time by two areas of critical shortagess;
capital and foreign exchange. Buﬁ with a change in the ‘
econonic circumstances of Nigeria, transport became modified,
and by 1970, the over-riding policy was the provision of
quality services which would ensure increased safety to those
who used the transport facilities,

The economic boom of the early sgventies had a’notable influence
on the country's economic future. As a result, the transport
sector was no exception. Thus, in the face of the transport
crisis encountered by the nation due to the disastrous after-
naths of the civil war, it became necessary for the government

to overhaul and re-examine her investment priorities.
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The policy as contained in the 1970-74 plan period was to
promote co-ordination and rationalization of investment deci-
sion in the transport sector. Governnment sought to resolve
the 'wasteful! competition between the rail and road transport
in order to make them provide cobiplenentary services., Though,
attempts were nade at rationalization of investment priorities
in the transport sector, policy on urban transit was almost
lacking, except the 1976 Lagos Metropolitan Area Transport
Study., This was designed to harmonize transport policy at
the urban level. |
It could be seen that national development plans embedied

several government policies on transport.
A further attempt at ensuring a good transport network could
be seen in the attention given to this sector in the Third
National Development Plan (1976-80). It was stated that:

the transport system has to support the

growth and development of agriculture,

coanerce and industry with efficient

rnovemnent of people and goods throughout

the country. As a matter of public

policy, Government supports the’con-

tinued development of efficient,

dynamic and flexible transport ser-—

vices as being vital to econonic

growth and the general progress of

the nation.15

From the above statement, one realises that the basic

objective is to develop and assure the continued and
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expanding availability of fast economic transport services
needed in a growing and changing econony,

The 1981~85 plan reaffirmed the previous plan's objectives
and noted that transportation needs derive essentially from
activities i@ other sectors of the econony such as Industry
and Comnerce, Adninistration and Security and other activities
within the system. Furthermore, it emphasized rationalization
and fair conpetitive services between rqads, rails and water
modes; congolidation and naintenance of facilities already
created in the previocus planned periods; achievenment of
higher level of co-ordination within the transport sector of
the econony, ’

This shows a deviation from the first three plans (1962-68,
1970=T74 and 1975780)! which emphasized land transportation by
allocating 65.4%, 77.4% and 85.3% respectively, of public
expenditure in fhe‘transport_sector to road and railway deve~
lopment programmés.j6 Thus all the four development plans
attached strategic importance to the transport sector and an
averaze of about 20% of_all investment funds were allocated

to the transport sector. It should bte noted that not all was

planned for was implemented,
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The table below shows shares of allocations to the tran=
sport sector for the Four National Development Plans. These
formed the foundations of the nation's transport industry.
Eé:'i}_%.,l_l,

Shares of the transport sector in Total Planned
Investnent -~ 1962-1985

mion pessoa [ RO The | Simnted Govostment |
1962~68 309,092 19
1970-74 .559,840 o5
1975-80 9,677,541 | 22
1981-85 10,706,616 | 15

Source: National Development Plans (1962-85)
It is worthy to note here that following the jump in crude
0il prices in 1973/74, a total of #2 billion was expected in
the seccond plan period rather than the planned 0,47 billicn,
It therefore follows that the figures in the table merely
reflected government's intentions at the planning stage.
In addition, the relatively low plan allocation in the
fourth plan 1981-85 should not be secen as a reflection of
change of priority but was due to a shift of emphasis from
the creation of new facilities to consolidation and mainte-

nance of existing ones,.
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In the process of implementing the various plans; alloca=-
tions were made to the transpor# sector in varying proportions.
Lable 1.2

Intermodal Share of Transport Sector Investment
1965-85

Sub~Sector | 1962-68] 1970-74/5! 1976-80 | 1981~85'
Roads 58,0 67.0 12,0 60,0
Rail 10,0 9,0 11,0 25,0
Wa‘ter 25.0 13.0 9.0 900
Adr 7.0 11.0 8.0 6.0
_Total | __100,0 100,0_§ 100,0 | 100,0

As can be seen from the table above, the lack of rational
and comprchensive policies led to disappropriate share of
investment resdurces among the various modes of transportation.
The inter-modal shaxre of the allocations shows that the road
sub-sector consuned most of the planned and actual investment
funds. This tilting allocation to road transport appears to
be fesponsible for the dominance of road transportation over
the other modes, hence the misconception of even the current
federal urban nass transit programie by many as a mere road
and motor-car/bus schene.,

Effective realisation of public policy objectives in tran-

sportation requires a reappraisal of the various transit modes
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available in the country. Imperatively, since the discrimi—
natory policy of favouring the road sector could not solve the
ever-increasing mobility problems of commuters, a balance
should therefore be struck with other sectors of public transit
as to ninimize commuter sufferings especially in the urban
centres With higher population concentrations.
It is evident'that the present difficulties encountered in
ufban transit are due to the impact of technological develop-—
ment, aﬁd population growth of urban environment caused by
attraction of available infrastructural znd job facilities.
Thus, the rising standards of living and increased mobility
needs have introduced new questions of how to service their
consequent traffic needs more economically.

Pergum noted that these traffic problems and issues have
brought severe repercussions on land utiligation and loca-

17

tion of activity. However, the question of land utili-~
sation and development of necessary transport network is an
issue that has nqt been adequately catered for in planning
our urban cities, Several development plans and other

public policies as could be seen from the gbove sources shows
sizeable neglect of urban transit problems, This point was
further buttressed by Adeniji whe lamented that "the sub-

sectors of the country's transport has not been guided by

any consgistent policy."18 This neglect and absence of



21
co~ordination in investment priorities was responsible for
the waste of resources in the.rail sector which has been
saddled with lots of problems. Thus, following tpe introduc-
tion of the Structural Adjustment Programme (SAP), the
unintended effect of reduction in the purchasing.power of the
nation's currency worsened the transport problem, Acquisi-
tién cf wvehicles of all types a@d the necessary spare parts
heightened the transport crisis.

T was inlthe light of this, that the Federal Government
in July, 1986, set up a Committee of Experts on National
Transportation Policy. Their job_was to propose a compre-
hensive national transport policy up to the year 2,000,

The recommendations of the Committee is the most recent on
the nation's transport policy. The policy was comprehensive
enough and catered for the sub-sectcrs of the nation's
transport systems.
The main recommendations of the Committee were19
a., The co-ordination and harmonisation of all the transport
modes in Nigeria.
b. Renaming the Federal Ministry of Transport and Aviation
ag Federal Ministry of Traﬁsportation with respongibilities
fof all modes of transport.

c. The establishment of a Federal Highway Authority to
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co-ordinate the planning, construction and maintenance
of all federal highways in the country.

The nation's inland water-ways, creeks and coastal

waters need to be effectively developed for meeting

the nation's needs.

There should be a greater use of lagoons to solvé
transit problems in urban and riverine areas such as
Lagos, Warri, Port Harcourt and Calabar.

There is need to upgrade some of the private Airlines

-into Schedule Air-TLines as well as the re-organisation

of the Nigerian Alrways into two Airlines, one to operate
domestic and the other to operate external services.

The setting up of a Federal Road Safety Corpg to cater”‘
for safety, security and sanity on our roads.

The settigg up of a task force on urban mass transit
pProgramme.,

The recommendgtions of the committee on urban transit

received a boost when a sum of ¥700m was set aside for the

prosecution of the programme in the 1988 fiscal year. This

was a positive development since about 804 of the urban

population depends on one form ¢f public transport or the

other, In both intra-city, inter-city and inter-state

road freight, the market is dominated bty privater operators.
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Due to the unrelisbility and inadequacy of the services of
these private operators, one would not be starkly surprised
at the great number of commuters struggling for scércely
enough vehicles for dally life's activities. The attendant
result was urban and inter—city transport crisis whiqh
undeniably leq to the urban mass transit alternative.

Evidently, urbgn transport thus brings a lot of policy
issues to the fore,zo Some of these are:

i, There is need for preventive, routine maintenance
and streamlining of the Federal and State maintenance .
procedure, especially for inter-state highways.

ii, Co=-ordingtion of inter-state road transport overations
and hgrmonisation of inter—sfate traffic laws.

iii, Development and operation of dynamic mass transit
systems in Nigeria's urban centres on the one hand and
between urban and rural areas on the other.

iv, Development of 109a1 transport technology and standardi-
zation of motor wvehicles,

Taken altogether, the first twenty seven (27) years of
the nation's development Witnessed outstanding policy
studies in the transport sector. Such studies iﬁcluded:
the Kampsax Consultants! Trunk’Road Study (1972), CANAC's
report for tbo Railways (1972), NEDECO'S Port Development
Study (1970), NACO'S Report on the Nigeria Alrways (1972).
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Other studies were the 1986 National Transportation Policy
Study and the Lagos Metropoliten Areas Study (1976).
Enormous resources — nmaterial and human - were undeniably
expanded in these studies. Unfortunately, many of the
recommendations of these studies.wére not adeéuately inple~
mented mainly because according to Ogwude, the authoritiecs
concerned did not have the competence to appraise many tech-

nical reports of the studies.21

In some céses, the appraisal
of the reports and implementation of the recommendations
embodied in them were wnduly delayed that the reports them-
selves became outdated. This however to an extent borders

on transportation planning, co-ordination and administration.

iI: Transportation Planning, Imnplementation and Co=-ordination

Nigeria is endowed with abumdant human and material
regources. There is in fact no shortage of ideas in the
country; but what appears to be lacking is the political will
and appropriate institutional framework to translate such
ideas into action.

Adamolekun and Ogwude are of the opinion that the most
critical issues in the transport sector between 1962 +ill the
later 1980%s have been the problems Qf poor co-ordination

of investment programmes maintenance, management and
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institutional problems and the issue of finding appropriate
pricing policies for our public corporations. The succegs—
ful implementation of any programme, howQVer, depends on the
availability of good planning strategies,

In most third world countries, transport planning has
SO fa; been secen as part of the entire national development
plans. Such plans involve government intervention in the
socio-economic development process of a given society.
According to Waterson as quoted by Abdulsalami, a country
was cénsidered to be engaged in development planning if its
govemmnent made 'deliberate and continuing efforts or
attempts to accelerate the rate of economic and sociagl
progress and to alter institutional framework or arrange-—
ments Whigh were considered to block the attainment of
this goal.'22

Koontz et. al. similérly gees planning as *‘deciding in
advance what to do, ho, when and who is %o do it.'2d
Thus planning bridges the gap from where we are to where we
want to go., It makes it possible for things to occur which
would not otherwise happen. Planning thus requires the

conscious determination of courses of action and the basing

of decisions on purpose, knowledge and estimates.
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The determination of different transit modes in the country
has s0 far beén the exclusive preserve of the federal govemn-
ment, The outlined plan is given to the state and local
governments as the case may be for implementation. One would
thus not be surprised that the current urban mass transit
programme is a benevolence of the federal government. It is
hoped that whatever strategies adopted for implementing the
scheme would enhance the realisation of the objectives =
allevigting commuters transit prcblems.

Different transport planning techniques have been evolved
especially in the advanced countries of Burope and North
America. Whichever technique is utilised, transport planning
in a given context must entail spegific recommendation for
action leading to attginment of some objectives through
co-ordinated development of transportation facilities and
services, The Institute of Traffic Engineers suggested that
such planning exercise must be based on measurement and
closely integrated with land use and environmental considera-
tions.

Onakomaiya and Fkanem felt that some of the specific
quantitatively-based planning models and studies would involve
trip geﬁeration, trip distribution, traffic assignment and

modal split, all of which may necessitate extensive use of
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computers as may be dictated by the amount of data and the

degree of complication of the models.24

Nigeria is yet to
adequately utilise these planning techniques and models
in her transport programmes or evolve a standard system of
transport planning whether in the urban, rural, state or
regional settings on computerised and scientifically analyti-
cal designs.

Also contribﬁting to "Urbanisation Processes and Problems
in Nigeria', Onakomaiya opined that "one primaxry gosl of tran-
sportation planning is the ninimization of total systems

25

costs.® To achieve this, there is need for transport
planners tc encourage an increased utilisation of local mate-
rials, ensure a reduction in time costs and energy; organise
transport systems that promote the standards of safety and
convenience of the users of the various modes and liaison
with town planners in order to achieve g sound and efficient
land use.

Transportation co-ordination has so far been faced with
several set-backs. The absence of reliable statistics creates
problem during implementation., The government could hardly
succeed in implementing transport policies whether for the

urban or rural arecas without the co-operation of the entire

citizens., This would also regquire noting the comparative cost



28

of such programmes, It is evident that for a particular
transport demand, there is a mode which is superior to all
others on the basis of cost considerations and quality of
service. This means that alternative forms of transport
have their advantages in serving or meeting other societal
requirements. Thus, for our transportation system to be
balanced and be in a position to provide envisaged supple-
mentary service, each mode would have to be employed in
those service agareas in which 1t has the greatest economic
advantage. ,

Eeonomic co-ordination of transport is based firstily,
on determining relative costs of alternative forms of
transport. To compare costs would, however? require an
enormous amount of research effort snd data. TFor example,
in determining the full cost of transport per se, the
public costs of roads construction and ﬁaintenance has %o
be calculated and then added to the lorry owner's costs.
Here much more than three ccst items need to be estimated
in that single calculation., This appears to be extremely
difficult. However, adequate information is needed by
government for enough financial provisions to be made for
such a sector, |

This may be responsible for the concentration of
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investments in the urban centres to the detriment of the
rural areas which equally has a sigeable proportion of the
nation's population. /fnother reason may be due to the
absence of a clear—qut policy on urban-rural allocation of
transport resourées. The nation has unabatedly witnessed
‘over-concentration of all other investments in the urban
centres even in intra-city and inter-city linkages; this will
further worsen the increasing inequality between the rural
and urban sectors of the econony.
Ekanem and Asuquo stressed the need for a more sophis-
ticated and scientific gpproach to national planning in
general and transport planning in particular. To them, systems
analysis and modelling techniques which involves computeri-
zation should be utilised. The essential elements of systems
analysis as enumerated by Cantese and Steiss as quoted by
Fkanem includes:26
i. a systematic examination and comparison of alternative
cocurses of action which might be taken to achieve spe-
cified objectives,
ii, critical examination of cost (in the sense of ecqnomic
resource cost) and the utility (benefits or gains) per-

taining to each of the alternatives being compared to
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'attain the stipulated objectives,
iii,an extended time context of analysis - often five, ten
_ Or more years.
iv. an environment with considerable uncertainty;
v. numerous interactions among the key variagbles in the
. problems;

vi., quantitative methods of analysis most frequently applied,
‘but often supplemented by quagtitative analysis, and
vii.the focus of systems analysis, most often, is applicable

to research and development and/or investment type deci-

sion problems.

As against the systems analysis style, Adeniji suggested
g mere systems approach in developing a methodology for
national transportation planning., This approach can be best
characterised by a break-down of the methodology intc three
major phases.27 The first phase deals with the definition
of the planning problems, diagnosis of the existing transpor-
tation system and the anticipated transportation problems
and issues. It also includes an identification of goals and
policies of the government with regard to transportation
development and related social and economic planning.

The next phase deals with the generation and analysis of
alternatives for dealing with the transportation planning

problems. Herein lies most of the quantitative activities
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of the t’ransporta‘cion planning effcrt; demand and supply
‘analysis, identification cf deficiencies and an estimation
of projected costs and benefits of the various strategies.

The third deals with the evaluation of plan alternatives
and the analyses of the impact of altemagtive decision-
'making strategies in transportation planning. This phase
represents a synthesis of the results of the first two.

Differing from the views advanced hy Ekanem and Asuguo,
Adeniji drew attention to the importance of non-—quantitative

activities in a transportation planning effort.28

The attain-
‘ment of a balance between quantitative and qualitative models
and issues in developing a transportation plan is therefore
necessgary. Large-scale quantitative models; of ten requiring
considerable commitments to computer applications are not the
most effective means for arriving at a plan. This does not,
however, imply that qualitative analyses are precluded, but
reflects the view that planning is a political activity in
which quantitative inputs play a supporting role.

Public transport planning is general and urban mobility
needs shcould involve the use of both strategies, Represen-
tative planning involving bcth the goﬁernment and the citizens
is necessary right from the proposal to the implementation
and evaluation stages. Thus; the federal urban mass transit

scheme should utilige necessary aspects of the above models,
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The under utilization of several transport modes especially
rail and water due to poor planning contributed immensely
to the transit problems of the country since the road mede
alone was not enough for the ever increasing travel needs
of the society. The proper planning.of urban transit
modes, adequate and standard construction and maintenance
of facilities are important. Over-flooding the whole
place with buses and transport agencies is merely a tip
of the iceberg. This would rather compound the problem

of traffic flow in our urbhan centres.

IIT. Monagement Problems in Public Transport Corporations

Closely related to the issue of adequate planning,
implementation and co-ordination in public transportation
in Nigeria is the problem of management of these agencies.
Following the establishment of the mass transit scheme
nation wide, public transport corporations have been esta-
blished in all the state capitals and Abuja to facilitate
implementation of the urban and inter-city transport
Programmie .

The beginning of the ecarly 1970's saw the establishment
of state transport companies. Unfortunately, almost all

the state-owned agencies withered away with the passage of
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time.  This was blamed mainly on the management acumen of
such organisations among other factors.
Omotunde et. al, stated that Armels Transport was the first
inter-city transport corporation in the early 1950's with

29

its head office in Benin, Due to its success story, the
former P & T (Posts & Telegraph) employed their service

as its courier for mail distribution in the Southern part

of the country. At the end of the civil war in 1970,

Bendel Lines emefged as the first government owned transport
agency after Armels had sold out its shares to'the Ogbemudia
govermment., Other states followed with their own intra-city
and inter-city services - Oriental Iines by the then East
Central State, Benue-~Plateau Lines, Rivers ILines, etc.

These agencies could not, however, stand the test of time
and gave way to private vehicle operators who have dominated
the service till recent times,

According to Ubajaka Daniel, Managing Director of Izu
Chukwu Transport Company, the failure of these corporations
was due to poor and inadequate management., Yghaya Kwande,
Chief Executive of Quarless Transport Firm, Jos buttressed
Ubajaka's notion when he stated that the failure of govern-
ment to run such public corporations was due to the atti-

tude of civil servants towards government property. Their
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being guaranteed of their salaries at the end of the month
led to high level ofgpathy and lack of commitment to duty.
Coupled with lack of commitment was excessive bureaucratic.
red tapism which killed virtually all thevstate-owned
transport corporations in the 70's, In the opinion of
Ben Tkeakor, bureaucracy is nct psychologically equipped
for mass transportation.30 | |

" The volume of past consultant reports31 on both the
Nigerian Railway Corporation and the Airways showed the
extent of the seriousness cf the corporétions' management
problems, Most of th§ problems were due to over-staffing,
inadequate management, unwillingness of workers to exhibit
high levels of efficiency, and lack of effective contiol
and supervision by management staff who Were_apathetic to
the efficient operations of the corporations.32’ 33.

In the case of the current urban mass transit programme,
some private transport operators feel most of these new
corpcrations have a maximum of betwecen two to five years
for them to collapse like g pack of cards. Time, however,
will prove or disprove this assertion. Xwande noted t@at
the.North—East Lines, Kwara Iines, Plateau Bus Service,
ete, died sudden-deaths because of poor management and

organisation of resources.



35

The story of the defunct Oriental Tines operated by the
then East Central State is similar. Established in 1972,
with a fleet of 20 bgses, had both a board of directors
and management board. The salaries of the management board
alone was more than the total revenue of the company. Thus,
it was unable to survive,

Another aspect of the management problem concerns the
quality of the people who execute the schemes, MNMost public
corporations have feW'competent middle 1eye1 management
personnel to whom work could be Qelegated. This usually
creates the problem of over buwrdening the few key officers
with the daily routines of taking decisions and planning.,
Shortage of highly skilled and competent indigenous per—
sonnel can drastically shorten the life span of any cor-
poration. This is because they have the responsibility
of transferring the lofty objectives and top management
decisions into realistic programmes.

In a similar vein, Ogwude opined that hetween 1961-81,
several reports and recommendations were made on the deve-
lopment of public corporations in the country.34 The
extent to which the recommendations of the reports could
be translated into policy would depend_on how well the

nanagement could appraise such reports, Often, it is not
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easy to grasp the essential details of many technical reports.
This_may result to their being discarded or appraised verxry
late,

Attempts were also made between 1979-82 to upgrade the
quality of management of both the Alrways and Railways by
inviting experts from Holland and India respectively. These
experts merely revitalized the services of the corporations
but did not groom any Nigerian or indigenous manager to
replace them, For example, in November 1981, the Nigerian
Union of Railwaymen (NUR), said bluntly and openly that
"between now and the middle of 1982, there will be no
Nigerians with requisite gqualifications, experience and the
right attitude to work to man the posts of Director General,
Directors, etc. in the corpgration.35

This opinion is an important reminder that even in the
face of passage of years, these management problems are still
here with us, hence the need to infuse indigenous experts
in both the technical and operational aspects -.of our public
transport agencies. Such locél managérs will, however, need
to reassert their capability to manage both men and materials
in our public corporations to make them work in order to
justify their pay, and above all restore the confidence losgt
in their’managerial ability.

Thus, from the literature so far reviewed, it could be
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seen that transpbrt planning, whether urban or regional,
implementation and co-ordination has so far been entrenched
in various national development plans and have been beset
with several problems. Unfortunately, urban and inter-city
linkages have so far been the private operators affair and
as a result has remained critical. Public policy on tran-
sport and several other sectors of the economy have suffered
neglects and ran into difficulties during implementation.
Coupled with this, is the problem of management which many
feels haé been responsible for the failure of government—
owned corporations even Where huge amounts of capital are
provided for such agencies.

It is pertinent therefore that present government
transport corporations learn from such past mistakes, engage
the services of gualified, competent and highly motivated
persommel to enhance the success of the federal urban mass

transit programme,

1.5 THEORETICAL FRAMEWORK

In research stud?gs, conceptual frameworks and theories
serve useful purposes. They are means of communicagtion,
generaligation and direct researches in the attainment of ’
valid or worthwhile results, For the purpose of this study,

the SYSTEMS THEORY will be used as the theoretical framework,
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The theory sees organizations to be made up cf several
components which are in continuous interaction with the
environment, Griffin defines a system as an inter-related

set of elements functioning as a w'hole.36

To Pitz Gerald, a
system is a network of inter-related procedures that are
joined together to perform an activity or to accomplish a
specific objective.37
Another scholarly definition as given by TLuchsinger and
Dock described a system as a collection of inter-related pafts
which is unified by design to obtain one or more objectives.38
The above definitions of a system are all related to the
other gnd notes the importance of unity for goal attainment.
Though, the origin of the systems theory derives from the
biological and engineering sciences, reasonable attention
has been paid to this theory equally by the social sciences.
Variants of this theocry include the political system
theory and the systems analysis, David Easton saw the poli-
tical systems as composed of those identifiable and inter-
related institutions and activities in s scciety that make
authoritative decisions (or allocations of values) which are
binding on society.39

The relationships existing in society which itself com-

prises several independent components gives explanation for
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the use of the systems theory in the study of organizations,
economic and social phenomena. From the view point of the
systems theorists, an organization consists of four basic
elements., First, Inputs enter the system from the environ-
ment., Materials, human, financiagl and information inputs
are the most important for any organigation.
Next, through technological and managerial processes, the
inputs undergo a transformation. Outputs are then produced
in the form of products or services, profits or losses,
employee behaviours and information.
Finélly, the environmept reacts to these outputs and provides
feedback to the system. The systems theory as it affects

organizations can be illustrated from the diagram below.

Fig, 1 )
Demonstration of the Systems Model

Feedback from the Bavironment -
& ——— 3
[INPUTS}] SERAISFORNATION, ~-——— -3 [TNPUTS ]
&
Materials Products/Sexrvices
Human CIn ats Techno logy Profits/Iosses
Financial % p Employee Behaviour
Information Information Outputs

SOURCE: Griffin, RBW. Task Design — An Integrative Approach
P. 100),
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From the above sketch, one notes a relationship with the
urban mass transit programme being executed by the Imo Tran-
sport Company as existing within a given environment. The
company 1ls a classical example of an organization and thus
merits a study from the systems perspective. AS an organi-
zation, it has economic, political and social environments,
aims and interests in the process of serving the needs of
the society.

In implementing the scheme, material, human, financial

and inputs from the environment are utilized. Employeés
are recrulited, money provided for the purchase of essential
infrastructure needed for the programme.
Market researches (information inputs) on route viability'
is necessary before buses areAput into the various routes,
This is necessary for effective implemgntation and reali-
zation of the objectives of the scheme,

These inputs will be used during the execution (trans—l
formation) process. Buses serve as the technological tool.
They then yield the attendant outputs - transit services,
employee behaviours, financial turnover and complaints
(information outputs) rendered by the public on the services
of the.company and reaction of the establishment on such

issues., Based on efficiency of transit services rendered
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to the public, the company wi}l be in a position to receive
feedback from the environment. This enables the agency to
magke adjustments where necessary and improve on thelr ser—
vices.

The systems theory as the conceptual framework for this
study enables one to appraise the inter-relationship between
organizational input and output. For instance; the nature
of personnel recruited (input) from the environment to a
large exbtent de?ermines the attainment of the organizational
goals (outputs), This theory is therefore important for
the management of the company in ensuring the survival of the
organization (ITC) and thus enhance the effective implemen- |

tation cf the programme in the area.

1.6 HYPOTHESES
The following statements served as the hypotheses for
this study.
i, The urban mass transit programme has not been implemented
to a high extent in the state.
ii., The urban mass transit scheme has not reduced transit
' fare in the state.
iii, ITC vehicles have not reduced traffic congestion in

the state.
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iv, The introduction of the federal urban mass transit pro—
gramme has not modernised transit services in Imo State,
Ve The management of the Imo Transport Company will not
encounter problems in implementing the programme in

the state.

1.7 METHODOLOGY

Two major sources were used in collecting relevant data/
information for this study. They weré:
PRIMARY SOURCE

(a) Questionnaire

The researcher distributed a total of 180 questionnaire
to a cross—section of commuters seen at the various loading
depots of the company lodated in the three mgjor urban
centres of the state. The distributiog was as follows:
Owerri - 603 Orlu - 60 and Okigwe - 60,

Purposive sampling technique was used in the sampling _
of commuters' opinions on the urban mass transit programme.
The retur of questionnaire were: Owerri - 53; Orlu - 48
and Okigwe - 49, This shows a high percentage of return.

Questionnaire were also given to all the ten management
staff at the company's head office in Owerri to ascertain

the extent of implementation of the scheme and problems
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encountered in the process., A 1004 return was recorded
probably because of the small number of management staff

and acquaintance with the researcher during the period.

(b) Participant Observation

The researcher had first-hand experience on the opera-
tions of the agency. As part of the requirements for the
Master of Public Administration degree, the researcher did
a two-mqnth.industrial attachment at the Imo Transpert
Company, This greatly enhanced vigits to the three urban
centres for data collection and field observations.

Also during the period, the researcher was posted to
the Traffic and Monitoring Unit. This further exposed him
to several issues and prcblems of the company in the provision

of transit Services.

SECONDARY SOURCES

(a) Library Research

Useful information and materials were got from the
review of existing literature: theses works, newspapers,
nagazines, seminars, conference pPapers and Government docu-—
ments in the libraries of the University of Nigeria, Nsukka;
Federal University of Technology, Owerri and the Federal

Information Centre, Owerri.
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In analysing the data generated, percentages were used to
anglyse the five research questions used in the study. Before
using the percentages, efforts were ma@e to tally the res-
ponses and then present them in tables, A decision was
reached that any score not up to 504 was rejected as not
being appropriate in solving problems or finding out the
extent of implementation of the scheme in the state,

In the same vein, scores up to 504 and above were con-
sidered apprcpriate.

To test the hypotheses used for the study, percentages
were also used which were derived from the research questions.,
Percentages were used to test all the hypotheses. In the.
process; some of the state hypotheses were accepted while
some were rejectgd depending on how high or low the calculated

percentages were,
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CHAPTER TWOC

HISTORICAT DEVELOPMENT OF MODERN
TRANSPORTATION TN NIGERIA

2,T Bvolution of Transportation Systems in Nigeris.

Transport which has been defined as the movement of goods
and people from one place to another through a specified mode
is as o0ld as man.

Itt's facilitation of interaction between people of different
geographical and economic regions is enormous. Transport
improvements to some is indispensable for an acceleration

of the development process.while others see it as a result
of, rather than as a cause of economic development., One of
the proponentslof this view was that archtype of colonial
administrators, Tord ITugard, who in 1922 stated that material
developmegt of Africa may be summed up in the one word -
transport.1 This was supported by a 1967 United Nations'
study which described transport as Wthe formative power of
economic growth,w

The development of Nigeria's transportation system can
be divided into two major phases: pre-~independence and post-
independence. Adeniyi gave a further sub-division of pre-~
colonigl and post-colonial periods.2 Pre-colonial transpor-
tation systems were purely rudimentary: just enough to support

the subsistence economy. Human porters and beasts of burden
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as well as paddled canoes were used in view of the relatively
limited level of economic activities, In the Northern part
of the country, the Trans—-Saharan trade rcutes, however, pro-
vided an exception as donkeys and camels were used for inter-
regional trade along the routes.

However, the beginning of modern mechanised means of
transport can be traded to the coloniagl era following the
opening of the railway line from Iagos to Thadan in 1907,3
The building of the fifst set of raillways network and con-
sequent feeder roads were meant to facilitate the exploi-
tation of the agricultural and mineral rescurces of the
country for export to metropolitan Furope. In addition,
they were meant for the maintenance of law and order in a
way to faciliﬁate the imperigl administrative hegemony
over [Nigeria. It is evident that the objective of the
policy during this period was to open up the country for
the exploitation of agricuitural and mineral resources as
well as secure markets for the industrial products of
BEurope,

During the post-independence period, successive govern-—
ments in Nigeria noted transport as a catalyst for the

improvement of economic, social and political development
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of the country. The 'dendritic pattern' of transporiation
which connected the urban coastal centres to the hinter-
lands, inherited from the colonial era was seen as unsatis-
factory and efforts were made to redress the system. The
government embarked on programmes of road construction
as a matter of priority, and infrastructure for other
sectors of transportation such as seaports, airports, etec.
received attention with a view to modernising them, It
could thus be claimed that the foundation for the develop-
ment of modern transportationvfacilities was laid during the

1962-68 plan periocd. Unfortunately, investments in the

transport sector were not guided by an coherent or systematic

policy and hence a lopsided allocation of resources took

place. ’ '
As a result, the 3rd National Development Plan 1976-80,

devoted greater attention to this. It was envisaged that:

the transport sector has to support the growth
and development of agriculture, commerce and
industry with efficient movement of people and
goods through-the country. As a matter of

"public policy, government supports the con-
tinued development cf efficient, dynamic and
flexible transport services as being vital to
economic growth, expanding productivity and
the general progress of the nation.4



51
To reaffirm these objectives, the Fourth Development Plan
(1981-85) noted that ®transportation needs derive essen-
tiglly from activities in other sectors of the economy
such as Industry and Commerce, Agriculture, Administration
and Security, etc.®
There was need for rationalization and fair competitive
servicgs between road, rall, air and water transport ser-
vicers, consolidation and maintenance of facilities already
created in the previous planned periods.

A1l the four plans attached strategic importance to
the transport sector with an average of gbout 20 of all
investment funds allocated to the sector, Following the
jump in crude oil Pprices in 1973/74, Ogwude noted that a
total of ﬁzlbillion was gxpended in the second plan pericd
as against #0,47 billioh., Allocations were nade for the
transport sub~sectors during the'plan period.

The table below shows the share of such inter-modal

allocations,.

Table 2.1

Inter-modal Share of Transport Sector Investment
_ 1962-385
Sub=Sector 31962=68 11270=-74/75] 1976=80 “j981?8§ ,
Roads 58,0 67.0 72.0 60,0
Rail 10.0 9.0 11.0 25.0
Water 25,0 13.0 9.0 9.0
Alr 7.0 11.0 8.0 - 6,0
otal 1 100,01 700,0 700,01 100,0

SOURCE: National Development Plans (1965:1985)

T S r—
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The above table shows a glaring case of disproprtionate
share of investment resources among the various mcdes of
transportation. This may be due to lack of rational and
comprehensive policies and the circumstances of the periods
under reference, The inter-modal share of gllocations reveals
that the road sub-sector was favoured and consumed "a sizeable

proporticn of the planned and actual investment funds.

2,2 Types of Modern Transport Systems in Nigeriag

Several transport systems have been identified in Nigeriaf
The major systems are rail, road, sea/river, air and pipeline.
Out of the above mentioned types, three main possible mass
transportation modes available to the average citizen in the
country are roads, rail and water. A deliberate omission is
made of the air mode because it does not actually serve the

average citizens.

Rail Transport

The main-line railway system started in a narrow 1,067
metres guage in 1898 from Lagos northwards to Abeokuta reaching

Ibadan h11901.5

The 1067 mm guage railway reached Jebba in
1909, and sbout the same time, work on the Kano to Baro line
commenced and was completed in 1911. By 1915, Lagos to Jebba

line was linked at Minna with the Kano to Barc Jdine., The
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Bauchi Light Rallway of 763 mm guage was constructed from
Zafia to Bukuru. Later in 1957, the line was closed for a
combination of economic and cperational factors.

In the Eastern part of Nigeria, construction started from
Port Harcourt and reached Enugu.-in 1916, extending to Makurdi
in 1924, About the same time construction started from_Kaduna
junction to Jjoin that from Kakurdi at Kafanchan in 1927.
Later that year, Jos was linked. Bauchi lines were laid to
Kaura Namoda, Nguru and Idogo. The Bornu extension from Kuru
on the Xafanchan to Jos line was started in 1958 and it ,
reached Bauchi in 1961, Gombe in 1963, and Maiduguri in 1864,
The existing network with a total of 268 stations has 3505
route kilometres, 4430 track kilometres and spans fifteen.of .
the former nineteen states' structure in the federation.6’7’8'

The railway is the oldest mode of modern transport in
Nigeria being managed by the Nigerian Railway Corporation
(NRC) which was established by the Railway Act of 1955. The
purpose of the system was partly administrative providing
a link between the north and south, and partly economic, to
facilitate the evacuation of mineral resources and agricul-
tural products from the northern producing areas to the sea-
ports in the south for onward shipment to oversea markets
in Burope. On the sccial aspect, the movement of passengers
was an inevitable by-product of the political and economic

considerations behind the construction of the railways.
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Prior to 1964, the railway was the most important mode
of transportation. It_has since remained backward and neglected
ti1ll the late eighties. Jakpa stated that the line has not
been rehabilitated so ﬁhat the dangerous curves (about 20 to
30% of the network) and sharp gradients (about 30%) are yet
to be straightened, while communication system remains mori-
bund, Apparently, some improvements have been made in the
recent past at revitalising the rail network in the countrj.
Consequent on the neglect of the railways, the operational
level and efficiency of the Nigerian Railway Corporation has
declined. TFor instance, taking the operational statistics
of the organization between 1983-1986, one notices a stark:

decline 1in both operations and efficiéncy;

&

"\‘\'.’"i\‘

™
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Lable 2.2

Railway Operations 1983-86
"~ " Fag e Change | 19986
- 1 2 3 4 5 sional
Passengers

carried ‘ ‘ ’ ’ ’ )

('000) 13,012415,552111,T09% +19.5 =245 9,860
Passenger

Revente ‘ ’ ‘ ’ ] ’

%! 000 31,333433,938137,5271 +8.3 +10.6 33,540
Passen- o te c ) ) )
gers /kn n.a | n.a NeBey Noa Nea n.a
Freight
tonnes ’ ‘ ‘ : ) ‘
(1000) 1,6191 1,511 4 1,237} =6.7 -18.5 1,190
Freight
Revenue ‘ ‘ i ) ‘
(3'000) 136,636 135,335 135,628] -9.0 | +6.9 23,590

SQURCE: Central Bank of Nigeria (Annual Reports, 1985),

For 1986 provigional figures, ministers 1987 National
Press Briefing.

The freight traffic of the corporation which reached a peak

of 2.8 million tons in 1961/62 declined to 1.4 million tons

in 1970/71,

In the same vein, passengers traffic declined

from 412 million to 4 million within the period under

referencea9 The operational statistics for 1983-86 as

shown in the table above, indicates that the operations

have been characterised by decline,
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Its operational performance snd loss of market share has.
since fallen from 90% in the pre-independence period to about
106 in the 1970's and the 80's, This ugly situation saw mini-
mgl Improvements in the beginnings of the 1990!'s,

As a resuls, there is need for infrastructural moder—
nisation of the railways, improvements in management. per—
formance'and specification of performance targets; minimi-
zatlon of excessive ministerial control granting of
commensurate autonomy, complete commerciglisation and
privatisation and need for patronage by governments and

their various agencies.

"Road Transport

The development of this mode started with the construc-—
tion of the first trunk road in 1905 from the railhead at
Ibadan northﬁards to'Qyo.1O Fram this date, the road net-
work expanded rapidly. So far pajor road expansion programmes
had taken place such that numereus trunk roads have spanned
the whole country. Adefolalu stated that road transport has
the widest geographical coverage of the country and is the
mode that lends itself most easily to expansion in reaching
every settled part and used by the vast majority of the

population.11
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All.ﬁhe earlier attempts at drafting and implementing
national-develppment plans emphasized the importance of
road transport. A near average of 704 of total investment
in the transport sector has gone into road development.
The result is great increase in road capacity even though
roa@ transport was first developed as feeder to the rail-
Wway, it has since overtaken the later in importance,
usage and maintenance.

According to several compilations contained in the
Nigerian Year Book 1986, total road 1ength’increa§ed in
quality and quantity from 4,400 km in 1951, to 72,000 km
in 1957, to 113,00 in 1963 to 129,000 in 1986,

The major component of road network consists of the
fourx gouth to north arterial highways from the po?ts of
Lagos, Port Harcourt, Warri, Calabar respectively. There
exists about 14 Bast to West links and 18 shorter links
that connects the main North-South and East-West trunk
roads, In addition, about 2,000 km of dual carriage and
express-ways have been provided to offer alternative faster
road links betweeg some of the major cities. More are still
being constructed. These improvements in the quality and
quantity of roads have been so phenomenal that the Worlad

Bank stated in its 1981 Highway Sector study of Nigeria that
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wfrom the point of view of road development, Nigeria could
no longer be regarded as a developing country.®
The construction, maintenance and administrative respon-
sibility of the roads are shared ghnong the federal, state
and local governments. The téble below shows the distri-

bution of the three tier system of roads.

Table 2,3
Inter—governmental Distribution of Roads in Nigeria
Ttem Wo. | Classification fOta?kéﬁggfh fg;i@ 'U?Egged‘
1. Federal Roads 29, 000 20,656 | 8,344
a Trunk A 12,000 10,823 | 13477
b Trunk B 17,000 9,833 | 6,867
2 State Roads 35,000 15,000 |20, 000
3 Local Govis ’ ‘ ‘
Roads 65, 000 6,500 |58, 000"
__________ Total | 158,000 62,812 194,688
“Estimate = o T

SQURCE: Federal Ministry of Works & Housing, Lagos.
Following the'changes in government at the federal, state
and local glevels, and the consequent creation of para-mini-
sterial agencies like the Directorate of Foods; Roads and
Rural Infrastructure, DFRRI. there has been g steady

increase in the construction of unpaved rural roads.
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Sea/River Transport

Water transport has been seen as very useful and thg
cheapest mode for hauling bulk commodities such as fuel, non~
perishable agricultural goods and commodities,

The country 1s, however, blessed with good coastal env?roh—
mentsz‘lagoong and riyers. ?he coasts bordering TLagos,

Port Harcourt, Sapele, Warri, Calabar, etc. if well utilised
cauld provide the_essential transit requirements of indigenes
of such locations. Similarly, inland waterways if fully
developed can also provide wide variety of supplementary
services.

The seaports of TLagos and Port Harcourt witnessed signi-
ficant improvements and medernisation in the last fifteen
years following the congestion prcblems of the 1970'$Jand
need for increased capacity of commercial activities. The
01l boom of the early 1970's culminated in excessive imports
of a wide range of consumer goocds and other commodities,

The continuous congestion of_Nigeria's seaports thus amoke
interests in port management, Consequently, it has been
realised that port capacity is a function of the available"
facilities and the level of efficiency of their operations,

especially the rate of cargo handling.

i
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The Nigerian Port's Authority is the autonomous public
Charged ’ '

corpgration[with the responsibility df'cons‘l‘}ructiong nanage-
ment, operation and maintenance of the country'!s seaports.
Following the strategic importance of Lagos as both admini-~
Strative and commercigl capital, there has been g tepdency
for traffic to concentrate in the TLagos port complex, AL
the beginning of the 1976 - plan period, Lagos Port alone
handled 75% of all cargo tonnages_pasgiﬁg through Nigeria's
seaports while all the others put tdgeﬁher ﬁéndled just 25%.
The tendency still continues'though the proportion has
somehow rgduced.(Lagos:,Apapa - 51:904, Tin Can 15.76% and
others 31.34%). So far, the Calsbar port is the most under-
utilised.'?

The Nigerian National Shipping Line (NNSL) was establi-
shed in 1961 as the nation's shipping outfit. It has, how-
ever, grown épeedily and by 1988 had a total fleet of 16
16 ships.13 It has unfortunately suffered from incessant
ministerial controcl and lack of government patronage and
consequently carries less than 10¥ of the nation's sea
traffic (as against 40% usually expected to be allocated
ﬁational shipping line).

Water transport has the disadvantage of fixed routes

made worse by the fact that this route is far less direct



61
between origin and destination than that of railway or road
and thus requires transhipment in order to serve points that
are far off the waterway. Nigeria has a vast potential of
inland waterway transport, a}though the Niger-Benue River
constitutes the main segmegt. Others include the numerous .
rivers, creeks and lagoons. One basic problem of inland
waterways transport is the fact that the length of navigatiog.‘
and capacity along the channel vary greatly along the course.
Needed improvenénts consists of protecting the waterway
from siltigg through dredging and proper marking for'safe
navigation,

However, despite its comparative low development, opera—
tional costs and its vast potential, inland Water transport
is grossly underdeveloped and under-utilised,

The above literature thus establishes the fact that the
various means of transport singly and jointly have significant
roles to play in the overall development of the country. As
a result,; there is neéd forreassessment Qf investment prio;
rities in modern mass transit facilities. The needs of

economic growth should be considered aleng with the social,
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cultural and political requirements., The needs for mobility
is strong in resource utiligation and use as well as in the
mobility requirements of certain organs of the state and of
the entire population for wvarious reasons.

The above mentioned types of modern mass transport systems
which are retrogressive and unable to measure up to the
demands and challenges of g fast chang§ng society like ours.
What is needed is the full development, co—ordinatién and
~utilisation of the above systems in the light of increasing
demands of their services in the society as a whole, This
suggestion is based on the contention that the above systems
have complementary roles to play in the enhancement_of>the
different facets of the economy and general upliftment of

our society.
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CHAPTER THREE

THE FEDERAL URBAN MASS TRANSIT
PROGRAMME

The principal motive of mass transit is the movement or
passage of any passengers at a time from one place to the
other, TFor the purpose of this study, urban mass transit
system is viewed as any transportation system which conveys
large nunber of passengers (upwards of 40 passengers) at
a time an@ for which operations are reguléted by time
schedules, fixed routes and stops.1
From this classification, urban mass transit modes there-
fore includes road transit, the commuter rail system and
riverine waterways of passenger ferries,

The current urban mass transit scheme emphasizes the
bus mode and gtilisation of the road system as against the
other systems, This bias for the bus mode may not be un-
connected with the relatively easy procuring of equipment,
operation and maintenagnce. It's capital cost is lowest and
it needs less investments in its infrastructural facilities
than the other systems, and can be implemented within a shor?t
period of time,

It appears that given these atbttributes, one can say that
if the bus mode cannot be implemented and operated successs

fully and efficiently, it will be open to question whether
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one can implement and operate any of the other cystems

successfuly given their greater capital outlgy, costs and
complexities - operational and technological, An organised
urban mass transit bus system has great advahtages in urban
paSSenger(transportation. They carry more people at a time
than cars, tend to operate on more definite schedules and
have desiggated stops for the picking up and discharging of
passengers,

The bus system had an upper hand in the allocation of
resources for the mass tra?sit scheme both at the federal
and state 1eyels. By 1989, the federal government delivered
a total of 1,620 buses to’all the old 21 states and the
Federal Capital Territory, Abuja for them to attempt commut-
ing of passengers and minimise the man-hours lost in strug-
gling and walting for vehicles mostly owned by private opera—
tors. A break—down of the number shows that theltotal‘
purchases and allocations to the states of Lag?s, Kano,
Borno and Kaduna had the highest number of 196, 80, 80 and
97 respectively. This motivation enhanced the recent increased
attention being.paid to the problem of mass 1ifting of our
urban commuters,

The following téble illustrates the comparable allocation

of mass transit vehicles to the states and Abuja since 1987.
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Table 3.1

Allocation of Mass Transit Yehicles

States 01a - . Allogation Al1locationl Total
Allocgtion | Oct, 1988 Dec, 1989 JAllocation

- A\kwa Ibom 23 25 15 63
Anambra 27 25 22 T4
Bauchi 25 02 20 67
Bendel 23 20 15 58
Benue 24 25 21 70
Borno 30 25. 25 80
Cross River 20 20 15 55
Gongola ‘ 23 20 15 58
Imo 28 25 20 73
Kaduna 35 32 30 97
Kano 37 - 33 ‘ 10 80
Katsina 20 17 18 55
Kwara 20 25 | 15 60
Lago s 88 60 48 196
Niger 25 18 13 56
Ogun 28 24 22 14
Ondo 32 24 19 Vi)
Oyo 23 29 10 62
Platean 25 25 25 75
Rivers 22 18 o5 65
Soko to 24 13 15 52

| Abuja 20 19 24 64

| Total __J._622 _ 526_____ | __442 1,620 i

SQURCE: FUMTP Monograph, No. 1. Briefs and Guides, 1989.

Nigeria is currently experiencing rapid urbanization and
the trend will be difficult to reverse as more wealth gets
into the hands of many citizens. An inherent af#er-math of
this trend is sharp increase in urban populationf This has

2

adverse and tremendous effects on urban mobility. It therefore
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follows that the provision of access and mobility services
are imperative for the efficient functioning o? urban life,
For most urban centres in developing countries, it is becoming
increaseingly difficult for the existing transportation
infrastnucture and services to cope with the growing transit
demands, The avallable services are mainly provided by
private operators who lack adequate regulated services to
stand the onallenges of a steady changing and growing
environment.

The level of car ownership in N;geria ~ onhe car to about
400 persons,3 is seen to“be comparat?vely 1ow§r than that of
most developed countries, There has, however, been a steady
incregse in the number of car ownership over the last ten
years., (

In(utilining the rai} mode at urban mass transit, Kadnna,
Ibadan, Kgno, Enugu, etc. lack adequate commuter services.
Presently, an inter-state commuter services are being run
between Bnugu and Port Harcourt travensing Aba urban while
intra—citj service is yet to take off.4

Although, the different Federal Governments of Nigeria
have been active on public transpontation planning, develop-

ment and implementation since 1960, the policy governing the
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allocation of aid for urban mass transit reflects little or
no understanding of the need for the continuous existence
of a co-ordinated urban mass transit service for the varilous

urban centres across the country.

3.1 Farlier Attempts at Urban Mass Trangit

Between the early 1970's and late 80!'s, a few urban
centres in the country such as Lagos, Kaduna, Pert Harcourt
and lgter Benin Giﬁy possessed municipaliged public tran-—-
sportation systems.® In most cases, however, the municipal
buses were so.feW that they became only symbolic. Other
attempts at municipalizing bus services ook plage. in other
cities: Aba, Calabar, Enugu, Ibadan and Yola05’6’7'

Public transport users have regarded it as a last resort
for mobility in urbgn areas, but the sudden oil wealth in
the countrys 1970-78 caused a total neglect of municipal
public transport., . For example, in Tiagos, the number of mass
transit demands was 1,750,000 and 2,182,950 for total persons
per peak pericd/day for 1977 and 1984 respectively.8
Presently, the number is far in excess of the above figures
consgidering the steady increase in the population of Lagos

and all other urban centres in the country. The emphasis on

road enhanced increase in automobile ownership in urban centres
like Lagos, Kano, Kaduna and Jog to mention but a few. This
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increased to abdut 600% between 1970 and 1980, with about 85% of?
employed persons living in metropolitan centres going to work
by private public vehicles, while 10% went to work by privately
owned autOmobilesﬂ The remaining 5% used some other methods
of travel.

Attempts at municipaligation of urban bus services started

10 Many of the municipal bus

as far back as the early 1950's.
establishments are owned by state governments., This is in
charge contrast to the practice in most developed countries where
such establishments are owned by local governments, partly
because this tier for government passes the legal, financial
and the technical personnel means of operating modern municipal
bus services, which is not necessarily the case in Nigeria.
Reviewed efforts were made following the disastrous effects
of the civil war in the 70°'s at the establishment of mass transit
corporations. Government sought to reconstruct and re-integrate
the various sections~0f the country, Municipal bus operations
were thus egtablished. Unlike the situation in many other parts
of the world where municipal bus operations provide essentially
intra~urban (within settlements) bus services, the Nigerian
bus operators concentrate more on the provision of inter-trban
and inter-state services, the LSTC (Lagos State Transport Corpo-

ration) being the only exception to this practice,
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However, the most outstanding attempts at urban mass
transit was initiated by the establishment of the Lagos
State Trans?ort Corporation., This agency was established

11
20

around 195 Other gimilar companies were established

especially during the carly 1970's, They all provided both
intra-urban, inter-city and inter-state transit services,
A look at the table below gives mecre information on sone

major selected municipal bus services in Nigeria.
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Table 3.2
Common Fegtures of Selected

Municipal Bus Undertakings

in Nigeriag
3)1 100}
& Type of 5 8 & ég L g
Municipal Bus Y Services |Bop gﬂ E5d ® g <
Undertaking 59l provided | 28T 0™ P88 2 =
¢ c Bl c8Bolo8 8l 28080 8
L @)
h o88nl sz enl 88| son0 ] dig
‘ 7 e ZO B al=mM Y w—l= 4E o *zo_,Opq\— 0w —
Bendel Line" Intra-
(BL) 1970 [Urban 31 20 144 96 551
Inter- '
|ICity/
State None | 17
7 Intra-
Ibadan City Bus 1964 {Urban 12 3 20 4 98
Service (ICBS)" Inter City/
N State None 10
Kaduna State Intra~-Urban 10 2 35 18 193
Transport Autho-
rity (XSTA) 1971 fIntercity/
, State 2 4
Kano State Tran- Intra-Urban] 12
sport Corporation | 1973 |Inter City/
State 3 8 42 29 317
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Lagos State T tra Urban 97 242 540 . ¢ 1,809
Transport -} Inter City/ N/ A
Corporation {1952 { State 4
(ILSTC)
Water Tine Intra Urban 18 4 68 42 600
(L) 1970 | Inter City/
L State None 16

~eThe Ibadan City Bus Service wound up in October, 1976 as a result of a deep
financial crisis, hence all figures shown for it are for 1976,

“The BL, KSTC and WL also provide freight services.

SOURCE:l Adeniji, K., "Urban Transport System in Nigerigh ’
ODU = A Journal of West African Studies, 28 July,
1965 . P. O
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However, until 1987, it was only the LSTC that received
assigtance from the Federal Government. This boosted their
service with a donation of 30 buses as against about 2,000
vehicles needed for the mass transportation of the Lagos
Metropolitan.

These attempts at opérating urban-maSS transit services
with the exception of LSTC performed poorly and eventually
_failed. The poor Pperformance of these agencies at municipal
bus operations include among others; the uncontrolled com=-
petition between the publicly~owned agencies on the one hang
and the multitude of privately owned commercial gperatqrs
found in most Nigeria urban centres on the other, '

Lack of control in the operation of the latter has enabled
them to take the most’ profitable market segments from the
former, This ig because private operators as a rule do not
operate uneconomic routes., It is only in Lagos that some of
such routes are presexrved for the govermment owned municipal
bus operators.12

Other identified problems inhibiting the effective per—
formance of municipal bus operators in the country generally
are inadequate financial subsidization by sponsoring state
governments; lack of proper maintenance of vehicles due to

perennial shortage of vehicle spare parts; lack of qualified

y //’;N~
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technical staff and maintenance facilities, fare collection
mglpractices, ineffective management, and the general poozr
physical environment, in which municipal bus services operate.
Also in g seminar organised by the Nigerian Institute of
Transport Technology, Zaria in 1989, financial mismanagemgnt
~was boldly identified as the bane of mass transit success.

The above reason apart, the lack of adequate maintenance
of facilitices attributed mainly to the high cost of imported
spare parts took its toll. Towards the end of 1988, Major
Gens Paul Tarfa, Chief Executive of the Nigerian Railway
Corporation stated that his agency cannot possibly partake
in the mass transit scheme, The reason adduced was that the '
corporation was operating on Wout-dated, worn-out locomotives,
coaches; wagons and machinery% which were quite unsuitable
for such a‘programme.73

According to the President Magazine, "the Nigerian Rail-~
way Corporation which if well managed could revolutionige
mgss transit in the country, was seen to be experiencing
perennigl neglect from the Pederal Government.® The result
is that a series of operational problems have thus continued
to bedevil the corporation. For instance, "out of 148

locomotives nation wide, only 35 were functional.14
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Re~tooling of the establishment's facilities was the only way
to enhance its transportation of persons within and over a
long distances to the various cities in the country. This,
coupled with the issue of single track arrangement of the cor—
porat;on causes congestion. Trains thus would wait for the
other, thereby defeating theessence of the scheme which should
entail smooth and faster passenger traffic.

The next important reason identified for failure of earlier
attempts is the almost total neglect of a continuous systém
of support in caSh.and kind. In the case of the ILagos State
Transport Corporation mentioned earlier, outlived others, not
essentially because of adequate management but simply because
the State Government made yearly budgetary allocations to the
mass transit scheme.

These problems notwithstanding, well articulated and
implemented urban mass transit efforts will definitely yield

worthwhile dividends,

3.2 Objectives of the Current Urban Mass Transit Programme

Dickson and Nnachi et, al., described the transport situa-

15

tion in Lagos Metropolis as a peculiar one. This was informed

by thé'fact that each business district alone had over 500,000
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workers and more‘than 20,000 persons competing for space per
- square kilometre. However, the transit problem in metro-
politan Tagos was almost over-stretched to a crisis point.
The above example is merely emblemetic of the situation in
many other urban centres in the country. Thus, when initial
attempts were made In 1987 to effect a national urban mass
transit effort, thousands of urban dwellers felt better
days were at hand.

The following factors? howeﬁer, precipitated the pro-
gramme, The remote factors undeniably stemmed from the
failure of the skeletal attempts earlier made, while thé
immediate facfors were identified among other things as:
the astronomical growth In urban population due to rural-
urban migration of youths and other job seekers. This
strained existing infrastructure especially the ?ransport
gsector which was more of a private sector affair.16

Next was the introduction of the economic adjustment
measures of the early and mid=-1980's which put the Naira
(1) at a seriously disadvantaged position as against many
foreign currencies like the Dollar(4) and Pound Sterling
(£). Though the Structural Adjustment Programme (SAP)
was meant to get the economy out of recession by correcting
the imbalance within her economic system, the hardships

caused the populace were quite significant.
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Mba stated that prior to the adjustment programme, urban
dwellers who had no personal transit facilities used to ,
suffer considerable hardships mdving about in the cities.17
School children from less priviledged homes had to find
ways to and from school through the hustle and bustle of
city streets.

Apart from private cars and a few publicly operated
transport services, the grcat majority of available ser-
vices were provided by private operators whose facilities
were not only sub-standard but groésly inadequate, ineffi-
clent and operated in an erratic manner, It was therefore,
not surprising that for many Nigeria urban dwellers, move-
ment to work and other places of interest and activity
became extremely difficult, expensive and almost elusive,

Against this background, the federal government lent a
hand with the establishment of a nation-wide transit
programme., The objectives of the programme as stipulated
in the 1988 Budget Speech were the following:

(i) To reduce the hardships suffered by commuters and

increase traffic flows.

(ii) To improve and modernise the urban transit services,

and
(1ii) To lay the foundation for developing a comprehensive

and integrated mass transit system in Nigeria.18
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To ensure the success of this programme, the procurement
of buses and spare parts, development of maintenance workshops
were provided for. Rail based projects involved the repalrs
and refurbishing of locomotives and coaches, repairs and
doubling of rail tracks, the renovation of rail-stop stations
as to provide urban commuter rall services - at selected centres
- Lagos, Ibadan, Kaduna, Kanc, Eaugu and Port Harcourt. Water
based projects comprised the repairs and refurbishing of about
19 ferries owned by the Inland Water-ways were vigorously
pursued.

In order to hasten implementation and co-ordination of the
scheme, the Federal Urban Mass Transit Programme (FUMTP) Tagos
was estgblished. Four basic guidelines were formulated for

19

the agency. They are

The Management and Institutional Framework Policies

This was to guarantee the establishment of the programme
in all the states of the federation in such a way that the
management of the system would be undertaken under the follow-
ing: Urban Transport Planning and Management, Regulation of
Public Transport Sexrvice, Traffic Ingineering and Managementd,
Parking Guides, Pricing Issues, etc,

Standardization of Bus Types

The Federal Government discovered that past problems

related to maintenance was the construction of costly multi-make
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woxrk-shops to service different brands of vehicles. To solve
this; patronage of only two makes of locally built bus types
was stiﬁulated.

From observations, however, a comparative analysis of
vehicle types in the fleet of the Imo TPransport Company (ITC)
and the Transport Corporation of Anambra State (TRACAS) for
instance, reveals a negation from the above guldelines or
stipulation. Rather the following vehicle types are mostly
being used: Mercedes Benz buses, Peugeot J5, Bedford and

Toyota Coaster buses,

Training for Operations and Maintenance

Past experiences depicted that the operators of mass
transit facilities were inadequateiy trained. Government
therefore decided that for maintenance purposes, the operators
must be well tralned to guarantee the availahility of sgkilled

personnel within the corporations,

Insurance Policy

A third party insurance policy cover offers the transport
agencies the free hand to institute repairs of damaged vehicles
without awaiting inspection by insurance agents.

The gbove policy guidelines were meant to enhance the

success of the scheme throughout the federation and avoid past
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mistakes which caused the failure of earlier attempts. How-
ever, one notices a migsing link between the establishment
of the scheme and modalities for its continuity., A case in
point here is that there was no provision for a continuous
subvention policy to guarantee its survival. Even when part
of the requirements expected of the states before embarking
on the scheme was evidence of sustaining and maintaining the
programme in the_form of annual budgetary allocations and
release of funds, By implication, this provision does not
guarantee mandatory annuagl subvention or allocation because
of the absence of an edict to support it.

Mass transit agencies thus appear to be self-reliant,
There is the tendency for these companies to find it difficult
to generate enough revenue, operate énd maintain their faci-
lities, pay salaries of workers and yet not losing sight of
the social service motive, However, whatever is the case,
the current scheme is the only all embracing attempt (nation
wide) in recent times by any administration to address the
nagging issue of urban mobil;ty needs, even in the face of
dwindling economic resources.

Though the instruments meant for the programme implemen-—
tation includes the bus, commuter rail service and the water-

ways, the fcrmer - bus mode has the upper hand. The rail
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system where avallable and effectively utilised would have beén
a Vviable mass transit option considering its capacity in re-
lation to goods haulage and commuter service, Unfortunately;
this has been unable to be achieved given the fact that the
necessary infrastructures and equipment for efficient mass
movement of commuters for both intra-city and inter—~urban
travels are either absent or inadequate.

According to Azagba, et, al., "the 1961 passenger traffic of
the corporation stood at 11,000 per day, and dropped to a mere
4,070 in 19740"20 This trend continued unabated till the end
of the third plan period when Government as a matter of urgency
invited the Rail India Technical and Economic Services (RITES)
to take over the management of the corporation. Presently; the
railway is yet to link urban centres like Owerri, Benin, Uyo,
Calabar; etc.\while Places like Sokoto and Rivers States do nct
possess more than 100km of railway passenger carrying lines.
Tagos and Port Harcourt only provide skeletal services to intra-
clity commuters. In Lagos specifically, the metropolis runs
commuter raii services betwecn Alagbada and JTddo Terminus on
the Lagos mMainland. The Lagos rail commuter services involve
all stations between Ifaw and Iddo/Apapa which covers a distance

of only 55km.21
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T@us against the water and rail options, the bus mode
is dominant in thc urban centres of Imo State. Therg is
a total abgence of rail or commuter rail service in the
state and her major urban centres, neither did the State
Government invest on inland water-way service.

Consequently, the only option utilised for the imple-

mentation of the programme is the bus system.
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CHAPTER FOUR
IMPLEMENTATION OF THE PROGRAMME

4,1 XHstablishment and Managgement of the Imo Transport
Company (ITC).

The Imo Transport Company (ITC), was established on
August 24, 1988 under the auspices of the Federal Urban
Mass Transit Programme (FUMTP), Lagos.

The ITC is thus the State Agency for carrying out the
objectives_of the nation-wide programme in Imo State in
particular. The different states of the federation by esta-
blighing and maintaining urban mass transit facilities and
services, the foundation for developing a comprehensive and
integrated mass transit system in the country would have
been laid.

The company commenced operations with 20 buses which
represented the state's allocation from FUMTP Lagos. An ini-
tial sum of 32 million was voted by the State Govemment to
engble the company employ and pay staff salaries, provide
office infrastructure, This greatly cnhanced the smooth
take off of the programme in the state. The State Government
also allocated the former premises of Monier Construction
Company (MCC) to the ITC as her headquarters and has so far

served as the return and take-off base of ITC vehicles.
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With the initiél 20 vehicles, efforts were concentrated
on the provision of inter—city and inter-state transit ser—
vices which were beliecved to be more profitable, This
attempt, however, paid off and by the end of 1989, a
total of AQ vehicles were registered in the fleet of the
company.1 This number was, however, one bus below the
company's projection of 50 buses by the end of 1989,

The table below shows a breagkdown of vehicle type, month
of allocation/purchase and number in the fleet of the company

between pugust, 1988 and December, 1989.

Table 4.1,
1.27.C. Fleet Sigze — j\ugustL1988-—DecemberL 1989
Mortth of Purchase
!
Vehicle Type oI RN S To N TWON TERN
,.&DCO 2 0L & 0O COf\col.m A
22 B R QF ATAE RS
0365 Mercedes
J5 Peugeot 10f -~ { - _—f - = =
L608D Mercedes ' '
Beng -t 515 4t -1{5 [~
Bedford RS RSy DU I e Y
911 Mercedes ‘
Recovery Vehic
Vehicle ) — = = =] 7)==

Total Bus Number = 49, Recovery Vehicle = 1.

SOQURCE: Ist Year Anniversary Bulletin, ITC Owerri.
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The table above shows an increase in the size of the company's
fleet, From an initial number of 20 buses, the management of the
company had purchased additional vehicles to boost transit ser—

vices in and outside the state,

Managgement of Tmo Transport Company

To ensure effective management and survival of the agency,
the state government incorporated the company. The company has
a General Manager who is the Chief Executive and is responsible
to the Board‘of Directors who oversee the entire working of the

organization.
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The organizational structure of the company appears in
the chart below,
Fig, 2

ORGANIZATIONAL STRUCTURE OF IMO TRANSPORT COMPANY

["Board of Directors |

'General Manager/
Chief Executive

Security Internal PRO Personal

Audit Secretary
- . jge— . !
Traffic | ‘ ; " inahce Engineering
Admin fPersonnel AcGountant 3
apc . Maintengnce
| Traffic ey 1
Ingpector ; .- Sto?es J‘“L"
Clerks Typists IOfflcer , Hi
i ' Auto
Asst. Traffic : Mechanic
. Store
[ I
Inspector liessengers Keeper 1 .
. Auto
|| Drivers ST Blectrician
Attendant '
Conductors |

SOURCE: Public Relations Unit.

The company is divided into five major departments and
other smaller units. They are: General Maneager, Administra-
tive/Personnel, Accounts/Finance Departmentsg. The sub-units
are Stores, Se9urity, Public Relations, Fuel Dump, Monitoring
Internal Audit, and Medical Units. Eaph department or section

is allocated specific responsibilities,
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The General Manager's department oversees general admin;—
stration of the establishment.A Being directly responsible to
the Board of Directors, and the State Government, it thus
liases with the Federal Urban Mass Transit Programme‘(FUMTP)
Lagos to ensure execution of the scheme in Imo State., The
units that are directly linked to the General Manager's depart-
ment are the Security, Internal Audit, and the Public Relations
Units,

The safety and general security of the company's vehicles
ahd offi?e infrastructure are catered for by the Security Unit.
Visitors, are duely screened before entering the premises of
the company. Visitors, personnel and non-ITC vehicles are also
Searched to forestall pilfering of the company's assets and
materials. The public relations unit acts as the image maker
of the agency and gets across the activities of the company to
the public, Imbexrnal financial transactions and management
are catered for by the internal audit.

The Administration Department comprises of the personnel,
administration and political sections. This department co-
ordinates the entire activities and functioning of the company
and also caters for the day-to-day running of the company. It
ensures industrial peace and takés care of gengral personngl
responsibilities - staff recruitment, training, discipline,

welfare, promotion and separation practices.
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The Accounts/Finance Department is in charge of overall
financial management and transactions of the company. Thus staff
salaries, contracts and payments made to the FUMT? Lagos are
among the numerous respensibilities of the agency.

Unlike the above departments, the Traffic Department serves as
the main and busiest section of the corporation due to the nature
and complexities of the job it executes. The plotting of bus
routes, route vighility researches, market surveys and contrgot
hire services are all catered for by the traffic departments,
Similarly, the monitoring unit of the traffic department goes into
the field (intra—-urban and inter city/state routes plied by ITC
vehicles) to monitor the performances of ITC bus drivers and
conductors. These field workers report back to the head of
traffic department who compiles weekly reports and minutes such
materials to the General Manager. This serves as a kind of
formative and continuous assessment of the performance of the
company.

The Engineering/Maintenance Department caters for vehicle
servicing and overhauling or general repairs. This ensures road
worthiness of ITC vehicles and thus enhances the vigbility of the
company in the provision of transit activities.

The above mentioned departments of the company, however, do not
work in isolation. Their roles sometimes overlap and are comple-
mentary to the various sections of the organization. This makes

for increased productivity and the attainment of programme
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objectives. The gbove situation depicts that there is the

existence of functional departmentation as each section is _
headed by well-trgined and qualified personnel. Xoontz, et. al.
believes that such functional occupationagl specialization which
in turn makes for efficicncy in manpower utilization.3

Namag et., al. saw a relationship betWeen a company's organi-
zational structure and its performance.4 Variations were, how-
ever, noted in the structure of some mass transit corporations
which they studied, despite the fact that these companies ope-
rate in the same environmental set up. The group socught to
assess the performance of six selected state-owned mass transit
agencies within the first year of inception of the programme in
the countryol The agencies studied were those of Ondo, Kaduna,
Imo, Plateau, Ogun and Kanc States.

They noted merits, demerits and 5peqifio characteristics in
several types of organizational styles. Observations from about
six states and Lagos covered by Nama et. al. indicated that Lagos
and Kadung state transport Qorporations wefe conffolled by
Military Bxccutive Chairmen. They have systems of communication
that are military-like. This has the advantage of quick imple-
mentation of directives. Thus, apart from the difference in
the head of the organization (military and civilian Chairmen)
almost all the states have common agttributes in their depart-
mental set up but for the nomenclatures used in naming such

offices,
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Except the Lagos State Transport Corporation (LSTC) that has
a very elaborate organizational structure due to its enormous
fleet~gize and sub-depots, all other states have the following
departmentsz

i, Operation Department under the Operations Manager, the
Trafﬁic Manager or Transport Manager as the case may be.

ii, The Mainetance or Technical Depariment under a Maintenance,

Technical or Workshop Manager.
iii, Administration Department, Finance and Audit Department

and the Security Unit arec also common in all the agencies studied.

The above analysis of such oorporationsishows preferences to
both the operator and maintenance sections. The regson is not
far-fetched considering the fact that both departments serve as
the engine room which propels such companies.

In the cése of the ITC, management recognises the importance
of both the Traffic and Malntenance Sections; hence the higher
nﬁmber of workers employed in both departments for enhanced
discharge of their various duties., Thus, between 1989 and 1991,
the traffic and maintenance sections topped the list with a total
work-force of 411, followed by the Accounts/Tnternal Audit Unit

with 333.°
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The table below shows the Staff Strength of the Company.

Table 4.2
Staff Strength of Imo Transport Company

Department /Unit 1989 1 1990 1991 | Total
General Manager 9 9 14 32
Admin /Personnel 12 13 23 48
Traffic 92 109 | 134 335
Accounts/Finance 98 14105 | 107 310
Interngl Audit ' 3 5 15 23
Security " 10 13 23 46
Maintenance 16 25 35 76
Public Relations 3 4 14 21
Total 1234 283 365 | 891

SOURCE: Admin/Personnel Department

A look at this table shows that the importance attached -
both to the Traffic/Maintenance and Accounts/Finance Units were
reflected by thg high number ef people employed in such sections.

Nama et. al. further identified several shortcomings in
the departmental and entire.structures of the corporations
studied as: poor communication system, power tussile betwééﬂ
top officers due to concentration of powers in certain depapt~
mental heads and difficulties in inter—agency.co-ordination,6

Based on these findings, they thus proposed a new all
embracing organizational blueprint or structural model for
all the state transport companies in the country. This model
was expected tec enhance the implementation and success of the
urban mobility programme., The proposed organizationgl strucutre

was also believed to be profitable to all agencies by standing
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the test of time and cater for increase in fleet size and

general expansion of such corporations,

Thig organizational structure appears in the sketchb below,

PROPOSED ORGANTIZATIONAL STRUCTURE FOR

STATE TRANSPORT AGENC IES

Organigrams of Transport Companies, NITT, Zaria

1989,
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4,2 Implementgtion of the Programme

The major objectives of the federal urban mass transit scheme:
the reduction of hardships suffered by commuters and the moderni-
zation of urban transit services; have overwhelming influences on
the development of and types of strategies adopted for implemente
ing the programme in Imo State.

The strategies utilized are:

i, the operation of fixed routes;

iig the adoption of low fare strategy; and
iii, the provision of transit services,

The Operation of fixed routes

In implementing the scheme, the company operates and maintains
specific routes in the provision of daily transit services. These
routes traverse the entire sections of the state and her urban
centres. They are thus meant to aid decongestion of traffic flow
and reduction of the number of'passengers stranded along the major
roads and streets in the state. ’

By plying fixed routes in the cities, civil servants, business-
men/women and other urban dwellers get to and leave their places
of work conveniently. Unlike commerciagl vehicle operators who
arc demand responsive, profit-oriented and operate in a haphazard
manner, the ITC concentrates on plying specific routes especially
those that connect areas of high population density. This is meant
to decrease the number of commuters who are most of the time unagble

to avail themselves of the services of taxi-cabs or other private
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vehicle operators to their various destinations,

The adoption of the low fare policy

The fares charged on ITC vehicles depend generglly on the
type of bus, di;tance and kind of transit sexrvice for which the
journey is made. For the 0365 42 seater mercedes benz buses,
the fare from Owerri to Aba on ITC vehicles for instance is
4,003 while_the pr%ce for the same journey on a J5 Peugeot
bus is 5,00, Here, the 0365 bus conveys more passengers than _
the J5 and thus carries more passengers and charges lower fares,
Also in the case of private commercial vehicle operators, the
fare for a journey from .QWerri to Aba on the same mercedes
bus model is 6,00 and ¥7.00 on the J5 Peugeot bus on the same
route., The prices for private operators unfortunately fluc-
tuate and rise to nearly unaffordable heights when thereuis
rainfall or at peak periods mostly after work (between 3,30
pem. and 6,00 p.m.).

A close observation of the table below shows a striking
difference in the fares payable by commuters on ITC buses and
what is charged by private operators on an inter-city/state

journey from Owerri to Onitsha.
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Table 4.3

Fares charged by ITC and Private vehicle Operators
on an Owerri-Onitsha Journey '

I 7 i Private
Vehicle Model I. T. C. Operators
IFare Chaorged |Fare Charged

0365 42 Mercedes )
Benz Bus 1§20, 00 ¥30, 00

I608D 32 Seater
Mercedes Benz i ;
Bus 320,00 30, 00

J5 Peugeot Bus %20, 00 ¥35 . 00

SQURCE:. Field Observations during Industrial Training
Period, September, 1992.

Obsexrvations, however, showed that what might have caused
such disparities in price of even where the same vehicle model
was used could have been due tc the non-payment of fees at the
tmotor parkst® and other loading stations by ITC vehicles, In
the case of private commercial vehicle operators, touts col-
lected their share or 'commissions' as they are called for
helping to find commuters for such vehicles. To baglance up
therefore, they charged higher fares than ITC buses.

_ Also, in the intra-city service, the fare per drop is
3,00 on ITC vehicles Whilg priVate_taxi cabs and others charge
in the neighbourhood of 5,00 to #7.00 and above as the case
may be. This adoption of the low fare strategy in the imple—
mentation of the programme brings to the fore the social

service motive of urban mass transit agencies which according
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to Ogunbi are often provided at a loss 7 This to him makes a

case for the compulsory inclusion of inter-city and inter-state
transit services as part of the transit opqrations provided by
these state-owned corporations. This would go a long way to
enhance their revenue generation basé.

The adoption of this strategy may be responsible for the larze
number of commuters that are seen at the variqus loading stations
of the company and other-similar corporations. Generally, the ncst
critical issue in deciding the fare structure of our public trans-
port corporations is in finding out a reasonable balance between
what is‘commercially profitable and the need to provide socigl
~service.8 There 18 need, however, for public transport companies
3o make use of adequate and effective use of market promotion methcds
such as advertising, slogans, off—peak,fgres, concession and segson
tipkets to increase their profit margins. This would enhance their
survival in a highly competitive business environment where myriads
of private operators ex;st.

According ﬁo Adiele, the fares charged by ITC are both modest
and affordable.9 The company thus operates a tapered bus fare
structure which approximates to 5 kobo per kilometre of travel on
the major roads. He further stated that the company's fare rate
has in many occasions been accepted as the bench mark rate and

many private vehicle operators have voluntarily 'pegged' themselve
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down to the company's competltrve fare rate. This has helped

to stabilize the transport fare;in,the state,

Evidently, a rational.assesspentdof the company's contri~
bution to and impact on traﬁsit.service in Imo State can be
meaningfully made when one visualises ﬁhe_mobility.situation
in the state without the I1C, Prior to the establishment
of company, almost a 1004 of the transit needs of the’citizens
of the state were left in the hands of”commercial operafors
Who fixed fares payable by the commuters as "the spirit moves
“%hem";"There was no humgnitarian face nor the social service
" motive in arriving gt such price er fare rates‘ |

A Case in-point of the near erisis situation was duringf
the anti~8AP viots of June, 1989. The ITC was compelled
to withdraw temporarlly its bus sexrvices from certain route-»
This Wlthdrawal provvded field days for prIVate commer01a1 |
vehicle operators who arbltrarlly hiked their fares by
upwards of 204 on these routes. But as soon as the ITC resumed
commerc1al operation (4 days after) bus fares s1mu1taneously ,

slumped to the compa,ny's pre=withdrawal rates.g‘ A PR P

The Prov131on of Tranlu Service

The prOV1s1en of a wide range of tranSLt serv1ces appears
to be the most 1mportant instrument adopted in the process
of 1mplement1ny the federal urban mass trans1t programme

in the states The services rendered are:
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d? Intra~city service;

bf Inter-city service;

C. Iptér—state service; and

d. the special school services.

Oﬁhe? related transit services rendered by the company include
-the contract hire service, commercial maintenance and the
vehicle recovery services, TFor the purpose of this study,
tﬁese last three services were left out because they are not
actually meant for mass transportation of commuters but are
rather.sources of revenue generation for the company.

The intra-city service is meant to solve the mobility
problems of urban dwellers and others engaged in one activity
or the other in the urban centres. Megnwhile, this service
has so far been restricted to the state capital - Owerri
alone since inception in March, 1989. There are plans to
‘start this type of service in the other'two urban centres
of‘Orlu and Okigwe before the end of 1992,

In COwerri where this service exists, the 0365 42 seater
Mercedes Benz bus is being utilised for'convéying Passengers.
The reason for this is the vehicles' ability to carry large
number of commuters at a given time. It is, however, a
common occurrence for commuters to be scen standing and thickly
packed like sardine in these buscs. But whatever is the

case, the service guarantees both civil servants, businessmen



Lo

100

and other clients within the city Jjourney to and from work.

The major routes covered in the city arc:

1 v
2,
3.
4‘-

5.

City Centre
New Market
Douglas Road
01ld Market
014 Market .

Ama JK - Amgkohia - Egbeadas
Wetheral Road - Okigwe Road - Orji;

Mhaise Road - Egbu;

Unuguma Federal Housing Area;

Naze - Agbala - Nekede,

The tables below shows a breakdown of intrd-city bus services

for the routes in Owerri from August-December, 1989 and

September-December, 1991.

™,

‘FIntra—City Service for the Routes in Owerri from

August=December, 1939

SQURCE: Traffic Statistics - Traffic Monitoring

Route : ‘
No. (Route Section Aug | Sept | Oct Nov Dec Total
1 Ci_ty Celf).'tre-- 9 4 | . H ) f . ’
Egbeada 28,000(22,310(26,133]25,500116,521} 118,464
2 New Market - ’ . ‘ . . .
Orji 14,140129,094 {22,281 |20,602{19,025| 105,142
3 Donglas Road- : ’ o . y . .
Tgbu 36,121 |30,200{32,109{14,992|28,916| 142,338
4 |01d Market- ‘ ‘ : ; . .
Unuguma 23,10021,79824,690(18,675|21,300{109,563
5 |01ld Market- ‘ ‘ . : , ,
Nekede 31,206 119,475 131,101 {28,132)22,132|132,046
Total 607,553

Unit, ITC,
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Table 4,5
Intra=-City Bus Service for the Routes in Owerri

from Septembcer-December, 1997

; Total No.
Rgute Route Section of
o Sep? Oct rov Dee Commuters
1 City Centre— ‘ ‘ ‘ o .
Egbeada 16,825119,231118,122}20,636 74,814
2 New Market-— ‘ ‘ ‘ ‘ ,
Orji 19,321 122,100|17,222121,113 79,756
3 Douglas Road- ‘ ’ = . .
, Egbu 20,600(16,801 22,601 {31,227 91,229
"4 |01d Market- : : 4 / ,
Unuguna 23,091 122,20220,100}16,332 81,725
5 014 Market- ‘ : , P .
Nekede 19,011 {18,254 413,980 23,656 74,901
L:ggj_—?‘;—=====——f—— —é__o.g.lﬂ'gi _____
SQURCE:  Traffic and Monitoring Unit, ITC Owerri.

A look at the gbove
large extent contributed
problems of commuters,

50k per drop.

tables revealed that the company to a

to the reduction of urban mobility

The fare for this intra-city service i

Though, it is difficult to determine the number

of people in need of such intra-city services, but the cowmpany

to have conveyed over a million (1,009,978) commuters within the

period under reference, this has to_a large extent enhanced

urban transit services in the state.

The inter-city service is meant to connect the state capital

with other major towns in the state.

Some of the routes covered
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Orlu
Mbalise

Owerri
Owerri
Owerri - Okigwe
Owerri - Egbemg
Owerri - Mbano,

t

t

The inter-city service enhances the movement of commuters between
the different sections of the state. In the process of connecting
one location and another, sub-urban centres and villages in between
are provided with transport services, TLoading stations’haye been
established in ea?h town to enable the picking and discharging of
passengers, Here, bthere is the problem-of‘absence of fixed time
schedules for bus and baséengér departures.

The inter—state service links up the state with other sections
of the country. Some of the major routes covered are:

Owerri - Onitsha - Benin - Lagos;

Owerri — BEnugu - Makurdi - Keffi - Kaduna;

Owerri -~ pbuja, etc.

There is alsc the provision ofthe special school bus service.
This is mainly for students who live and attend school within the
state c¢apital. This service is meant to reduce the burden on
young people who have to find their.way through the hustle and
bustle of comylex urban environment. Secondary school students
on excursions, field trips, sandwich students on holiday per-
formapnce also avail %hemSe}ves of the school services of the

compahy at a discount rate.
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The achicvements of the company can be said to be laudable.

The corporation by dint of hard work increased the sige of 1its

fleet when compared w1th the 1n1t1ql numbor of buses allocated

,‘r
‘

¢to it by FUMTP Lagos id 1988. By Aprll 1991, when an %Ultra-
‘Modern Vehicle Maintenance VWorkshop® was commissioned,_the
fcompany gavé a good stewardship account of 67 vehicles

: In ‘the process of exccuting the sche e, sevéréi citizcns
of the gstatc have bcer employed in the ccmpany. Thislis in
line with the comﬂuny‘s ambition of reduCLng unemploymcn+ pro="
blems in the state., BRetween august 1988_» December, 1991,
about 891 have been offercd Jjobs in the establishment. A
breakdown of this figure shows a workforce of 243, 283 and 365
for 1989, 1990 and 1991 re peCu¢vely.

Tq ensure effectiveness, modern standard vehicles are pro-—-
curred from ANAMMCO and PAN, These two plants assemble Mer-—
cedes Benzg and Peugeot buses respectively. The vehicles under-
go routine repairs and mgintensnce services in the newly
established workshop.

On the average, considering the constant provisicn of
mass transit services within and outside the state, the company
has made quite a significent impact on the transport activities
of the state. This is remarkable when one realizes that despite

the numerous private ccminercial vehicle operators scattered 211
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The achicvements of the company can be said to be laudable.

The corporaticon by dint of hard work increased the size cof its
fleet when compared with the_initial nu@ber of buses allocated
to it by FUMTP Lagos in 198E. By April, 1991, when an “Ultra~
Modern Vehicle Maintenance VWorkshop®™ was commissioned,.tho
company geve a good stewardship account of 67 vehicles.

In the process of executing the scheme, several citizens
of the statc have been employed in the conmpany. This is in
line with the company's ambition of reducing unemployment pro-="
blems in the state. Between August 1988 ~ December, 1991,
about 891 have been offered jobs in the estagblishment, A
breakdowg of this figure shows a workforce of 243, 283 and 365
for 1989, 1990 and 1991 respectively.

To ensure effectiveness, modern standard vehicles are pro-—
curred from ANAMMCO and PAN, These two plants assemble Mer-
cedes Benz and Peugeot buses respectively. The vehicles under—
go rcutine repalrs and maintenance services in the newly
established workshop.

On the sverage, considering the constant provisicn of
mass transit services within and outside the state, the company
has made qui?e a significant impact on the transport activities
of the state. This is remarkable when one realizes that despite

the numerous private ccmmercial vchicle operators scattered all
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all the state, the ITC has to a large extent contributed to a

highly competitive and affordable fare structure,

Having conveyed more than a million commuters in the state
capital alone in intra-city service during the two gelected
periods, onc is not, however, left in doubt that the corpqration

has helped to rcecduced the hardships suffered by commuters.

4.3 Problems Incountered in Implementing the Programme

Despite the achievements so far recorded by the company,
several problems have been encountered in the process of imple-
menting the scheme,

The most serious constraint of the scheme is funding and
insufficient subvention or budgetary grants from the stgte
government or the co-~ordinating agency (FUMTP) in Lagos. This
may be responsible for the long queues which has become a common
feature at ITC's loading stations.

The absence of fixed time schedules for bus and passenger
departures cannot.be in the best interest of clients. Field
research expericnce showed that there is a tendency for ITC buses
to operate like private commercial vehilicle operators who are rost
of the time demand responsive. The only difference being that
ITC vehicles oﬁerate fixed routes.

Client-related problems centre around the average Nigerian's



105 :
apathy towards government property. As a result, some commuters

sece the bus scheme as a pure social service and an opportunity
- to partake of 'the national cake', hence their finding it dif-
ficult to pay.

The issue of accountability and fraud has also been idepti—
fied as a constraint to the implementation of the programme,
Fraud is seen as a deliberate means of revenue leakage with the
intention of enriching individual purses.11
In realigation of the huge sum of money invested in the urban
mass transit scheme by government, it is imperative the company
renders a high level of accountability. The minimization'of
fraud in the activities of the company will go a long way in
enhancing revenue yielding to the company.

The loss of revenue due to fraud can be from:

i, collusion to execute charter/hire service without accbunting
_ for it;

ii, passenger cevasioh of far payments

iii tardiness of fare collectors in their duties;

iy. the theft of collected faros_by operationagl staff; and

v. re-insurance of used tickets.12

However, revenue loss also includes other operationagl aspects

and inventory, This may be fuel theft by drivers, spare parts
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stolen from the store with the intention of selling same to

outsiders. The survival of mass transit operations undeniably
depends to an extent on effective management of generated revenue,
control of revenue leakage and outright embegzgzlement.

One can rightly state that fraud minimization enhances the
financial status of any organigation and increases_operational
efficiency, effectiveness and overall prcductivity.

Afnother constraint ig the problem of ?scalating cost of
vehicles and spare parts. By April, 1989, the price of J5
Peugeot has gone -up by #111,000,00 when compared with the
price of the vehicle by May, 1988. There was a staggering
increase of 1&0%.

Sim?lar}y, the 1608D 32_seater Mercedes Benz bus went up
by ﬁ2?4,000,00 in May, 1988. As against the April, 1988
price, there was an increcase of 89%. In the same vein, there
was a 95% increase in the price_of the 0365 42 seater Mercedes
Benz bus Wiﬁhin the same period. This is illustrated from the

table below.
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.T,,c:aé}_@,_%.“é,

Vehiecle Price Increase May, 1388-Apr11l_1989

- Change™
Avenicle | May | ouly { e%t| wov | Dec | Jan | Mar april| Peieels
Type 1988 | 1ea4 1988 1988 1989 1989 1989 and
e 0 AT i , April 1989
’ Peugeot i . . p ‘ . o ; p . . o ’
J5 57,000]74,000 §88,000( 94,000 |105,000}120,000| 160,000 | 178,008 1669%
L608D 32 | | '
Seater
Mercedes ‘ ‘ o
Bengz Bu$246 000 - - - 343,000 - 372,000 { 460,000 89%
40365 42
. | Seater
i Mercedes ' ‘ ’
Benz Bus 30,000 - - - 800,000 - 880,000 - 95%

SOURCE:

ITC snniversary Bulletin, 1989.
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M1 the abo;sre mehtionéa vehicles é:ce used -by :the
company~1.3-These increaseé imply that i'eplacement costs
bwill gimply be prohibitive for the company.

Increase in vehicle spare part prives are equally
- gignificant. Scarcity of these necessary 'raw materials?
orA'inputs' creatc serious bottlenecks in the reali-
zation-of the federal urban mass transit scheme in the
state, Some vehicles have been grounded‘due {:o the
unavailability of necessary spare parts, the provision
of a stbstantial part of' the 10% and 15% vehicle spare
"parts from the FUMTP Lagos notwithstanding.
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CHAPTER FIVE

DATA ANALYSIS

The data collected for this study were analysed statistically
and presented in this chapter. Frequency and percentages were
used to test the research hypotheses. Inferences were thus

drawn .

Hypothesis I

The urban mass transit programme has not been implemented
to a high extent in Imo State.

In testing this hypothesis, several questionnaire items
were utilised to elicit the response of commuters in the three
urban centres of the state where the ITC established inter-

urban loading staticnse.
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Table 5.1

esponse of Commuters in the three urban centres werri. Orl
and Okigwe) on the extent of implementation of the programme
in the State.
. Total of the
étem I tem Qwerri Orlu Okigwe Three froups
e Yes| % |Nol %4{ves| o {No] o) ves| %) Nol o[ Yes[T o/ Tho [ %
1 Awareness of the existence
i of ITC Bus services in the
State. Lhol75 (13125 | 33|68 [15]32] 30|61 19{39]| 103 {69 | LT | 31
. ! : -
-2 The frequency of boaxrd
vehicles by commuters, 3668 |17132 | Lo|83 | 817! 29159 20]L1}| 105 |70 {L5 | 30
3 Availability of ITC buses ;
at their loading stations 6111 {47189 | 16|33 | 32164 | 31|63} 18}37] 53 |35 (97| 65
L Regularity of ITC buses on ‘
their various routes 19136 | 346k | 30|63 [18}37| 16]33| 33|67 65 {L3 {8557
5 whether much times is wasted
by commuters at the loading _
- depots. 27151 126|149 | 28|58 {20|L2| 26|53 23{L7| 81 |5L |69 | L6
6 whether the absence of fixed
time schedules for bus and -
passenger departures affect
the implementation of the g E
scheme in the state. 30157 |23 IL@ 35{73 {13]27 | Lo |82 9|18 105 |70 | L5 | 30
[l -
N =53 N = L8 N = 4O N = 150
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The table above shows that a greater percentage of commuters
in the three urban centres of the gtate agfeed with items 1, 2, 5,
6 and disagreed with items 3 and 4. This shows that in response
to research 1 which contains the questionnaire items on the extent
of implementation of the programme, the respondents agreed with
the fgllowing:

i, that they are aware of the existence of ITC bus services

_ iﬁ the state;
ii. that they frequently board ITC vehicles;
iii, that much time is wasted by commuters at ITC's loading
stations; and
iv. that the absence of fixed time schedules for bus and
passenger departures affect the implementation of the
schgme in the state.
Conve;sely, they disagreed with the following:
i. that ITC vehicles are available at the loading stations
all the time;
i1i, that ITC buses are regular bn their various routes.

It can be seen that the percentage response of commuters on
items 1, 2, 5, 6 which bother on awareness of the existence of
the programme, frequehcy of boarding the vehicles, time wasted
at loading stations and absence of fixed time schedules for bus
and passenger departures were items 1;69%,'2:70%, 5:54% and
item 6%70% respectively as against those who disagreed (items

3365%9 4—557%) o
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This shows that the urban mass transit scheme in Imo State has
been implemented to some reasonable extent except for minor

problems of frequency and regularity of ITC buses.

Hypothesis 2

The urban transit programme has not reduced transit fares in
the state,.

Here the researcher sought the opinions of commuters on
whether the introduction of the ITC as an instrument for
implementing the federal urban mass transit programme has

contributed to the reduction of transit fares in the state.



Table 5,2 -

response of Commuters on whether TTC has zedgcgd transit
' fares in the State, .
I;zm I ten . Owerri Orlu Okigwe - Total

= Yesl %) Nq ) 9% ¥es] o4} Nol %1 Yes}o% NQ4 % 1 ves| %
7 whether ITC charges \
lower fares than

Other commercial

vehicle operators. Lol 751 131 251 29 60r 191Lo | 31} 63| 18} 37| 100|67
. i-
8 Whether fares charged
by ITC are affordable ‘
by commuters. 27;51 26 [ L9{ 2|50 | 24|50 | 28457} 21| L3 | 79|53 | 71

11)
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From the table, one notices that the commuters in the
three urban centres covered in the study agreed with the two
items 7 and 8 (67% and 53%) respectively.

This shows that ITC charges lower fares than commercial
venicle operators and that the fares are affordable by commuters.
Based on the high acceptance level by commuters, €67% and 53%, the
hypothesis is refuted which shows that the introduction of the
urban mass transit programme has contributed to the reduction

of transport fares in the state.

Hypothesis 3

ITC vehicles have not :educed traffic congestion in the
urban centres of the state.

One of the major conmponents of thg services provided by the
ITC is the intra-city transit service, The researcher also
sought the opinions of commuters in the state's three urban
centres in relation to the extent ITC vehicleg have aided

decongestion of traffic flow in the state.
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Table 5.3

Responses of Commuters on whether TTC vehicles aid decongestion
Iraffic flow in the State's urban centres.

Qwerri Orlu Okigwe motal

%I N

Ttem
N Ttenmn {
°- 1 yesll %1 Nol 9% lYes ) %1 No .%. Y %1 Ncl %] Yes

9 whether the plying of
specific routes by TTC
vehicles has reduced the
frequency of - traffic
cengestion in the State. |_32160 | 21140 | 15|31 | 33469 | 19} 39 { 30161 | 66| LL | 8L

10 Whether the provision of
special school services
has helped decongest
urban traffic flow in :

the State. 18134 | 35 {66 9 ﬂ9

39181 21|43 28{57 {48 32}102
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From the above table, a greater number of commuters - 56% -
disagreed with item 9 which means that plying of specific routcs
by ITC vehicles has not reduced the frequency of traffic con-
gegstion in the state's urban centres. Also, a greater number of
commuters — 68% - agreed that the provision of special school
serviges has not helped to decongest urban traffic flow in the
state.

The percentage response cf commuters on the twe quegtionnaire
items shows that ITC vehicles have not reduced traffic congestion
in the urban centres of the state., The above figures show that

the null hypothesis stated .above is accepted.

Hypothesis 4

The introduction of the federal urban mass transit programme
has not modernised transit services in the state.

The modernisation of transit services by state transport
agencies was included as one of the objectives of the nation-
wide federal urban mass transit programme. The researcher thus
sought the opinions of commuters on the extent to which this
has been achieved in the state in relation to the transit

services rendered to the masses.
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Table 5.k

Response of Commuters on the Txtent TTC has modernised

transit services in the State,

Item T tem
No. Owerri Orlu Okigwe Total
Yes | % | No [% [Yes| % |Nol| % [Yes [% |No Pt [Yes [% |No o6
™ Whether the absence of
fixed time schedules
for bus and passenger
departures affect the
implementation of the . *
programme, solfol | 3 641 185 | 71ii5 38 |78 fre o2 129186 1 21 1L
12 whether ITC vehicles are
comfortable for commu-
ters with regard to:
(2) seating arrangement 23143, 30| 57|22 [L6 ]| 26]5L | 19 [ 39 ] 30161 6L]L3} 8657
(b)Y Provision of passen-
ger's luggage. 10{19] L3 81j20 | Lo| 28|58 13 {27 36173 L3]|29[107{71
(¢) Loading station faci-
lities for commu-
ters! convenience. 20 38| 33} 6228158 2? L2} 18] 37( 3163 66‘hh 84|56
I i ] ! | i i
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The table above shows that a high percentage éf the commuters -
80%, accepted that the absence of fixed time schedules for busgs
and passengers departures affect the effectiveness of the programme
in relation to modernization of transit services,

On whether ITC vehicles are comfortable for commuters with
regard to sitting arrangement, provision for passenger's luggage
and availability of loading station facilities (seats, canteen
facilities, toilets, etc.) for commuters! convenience, a greater
number of passengers or 584 agreed that sitting arrangements are
nct comfortable for commuters; while a higher percentage of 71%
and 56% of commuters agreed that maximum comfort is not derived
from the provision and care of passenger's luggage which are at
owner's risk and facilities at the respective loading stations
of the company.

On the basis of the above response of commuters; the null
hypothesis is accepted showing that the scﬁeme has not modernised
transit services in the state despite the fact that the ITC makes

use of newly acquired vehicles for her transit services.

Hypothesis 5

This hypothesis stated that the ﬁanagement of ITC will not
encounter any problem in implementing the urban mass transit
programme in Imo State,

Several questionnaire items were worded to elicit information

on the problems encountered by the management of ITC in the process
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cf implementing the scheme, The data collected is presented
in the table below:

Table 5,5

The regponges of ITC Management Staff on Problems
encountered in implementing the programme in the

state.
Irenm Resgsponse
No. Itemn Yoo T T % | Tol %

13 Whether ITC has enough quallfled
personnel  to cxecutbe the

programme, 6' 60 4 40

14 Whether fraudulent practices by
scme ITC staff is a problem in
the realization of the goals of 1

the gchene, 7 70 3 30

15 Whether the absence of subvention/
grant by the state government

decreases revenue generation :
by the company. 10 | 100 - -

16 Vhether the escalating price of
vehicles and spare parts in-
hibit the realization of the
goals of the scheme in the
state. 91 90 1 10

The table above shows that a greater percentage - 60% of
the management of ITC agreed that ITC has enough and qualified
personnel o execute the programme. A total of T0% agreed
that fravdulent practices of some ITC sﬁaff constitutes a
problem in the success of the programmes Also 100% agreement
was recorded on whether the absence of annual subvention and

grants by the state government decreases revenue generation
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which could have enablgd the company to acquire enough buses for
Nass transit activities, 90% of the management staff agreed that
the escalating price of vehicles and spare parts inhibit the
implementation of the gcheme since such high prices will lcad
to high transgit fares and_inability to provide more buses for
commuters' mobility needs.

The above data on percentage responses of ITC management
staff shows that the high price of vehicles and spare
parts, fraudulent practices of some ITC.staff and the absence
of subvention/grants from the State Government constitute
problems in implcmenting the federal urban mass transit scheme
in Imo State.

However, the responses on item 13, shows that the company
has enough qualified personnel to execute the programme in the
state, This, therefore, shows that the null hypothesis is
rejected. Thus the management of ITC encounters several
problems in implementing the federal urban mass transit

programme in Imo State.
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CHAPTER SIX
CONCLUSION AND RECOMMENDATTION
The Federal urban mass transit programme which had the

main objective of reducing the hardships suffered by commuters
in terms of avallability of vehicles, operation of regular
routes, charging of low fares and plying of fixed routes_could
be seen to have attained an enviable height in the state. Though
the services provided by the company have greatly enhanced the
urban transit services in the gtate more éfforts should be made
to perfect on the gtrategies utilised in implementing the schene,

It could, however, be deduced from the study that ITC vehicles
are not always availgble at the respective loading stations ope-
rated by the company, This apart, they are not that regular on
the routes they ply due to the absence of enough vehicles to
cater for the company's ever-increasing commuter patronage.
There ig the tendency to ply more profitable routes. This sgitua-
tion explains the increasing number of commuters who are most of
the time stranded at the company's loading stations.
The inability of thé agency tc maintain regular routes makes it
difficult for commuters to have confidence in the services
rendered by the company. This would result to decreased patronage
and loss of revenue,

Though the ITC has contributed to the reduction of transit

fares in the state, more vehicles should be made available for
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comnuters especially during peak-periods and festive seasons,
Observations revealed that there is a tendency for passengers
to be stranded in large numbers at ITC stations during the
festive seasons of Christmas, morning and af ter work peak
periods. The provision of urban trnsit services must cater
for thesc crisis moments as to attain the glgrious goal of
reducing the hardships suffered by commuters.,

In the provision of transit services, the welfare of
commuters comes toc the foré. Despite the use of modern
gtandardized busesgs, the’ITC vehicles lack adequate provision
for passengers' luggage, gooq sitting arrangements and lcading
station facilities (cantecns, toilets, etc.) for commuter's
convenience.

A situation where buses are filled with passengers most
of them standing for tens of kilometres cannot guarantee
their safety and convenience. It therefore follows that
there is 1ittle or no difference with private operators
who are demand-resgpongive agnd profit-oriented; thus caring
less for the safety and convenience of the commuters whose
fares maintain the company.

In implementing the federal urban mass transit scheme,
the management of the company encounters several problems

which militates against the realization of the objectives
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of the programme, A situation where some ITC staff colluded
with commuters in their evasion of fares, issuing of fake or
expired tickets, pilfering of vehicle spare parts, theft of
fuel and money cannot in any way be in the interest of the
company.

Though, the company has made a noticeable impact on the
transit situation in the state, more efforts should be made
by the management of the company in attaining higher heights
in the provision of trgnsit services for the every-increasing
clients of the company. This would consolidate the confidence
of commuters, increase revenue yield and complement the services
of numerous private commercia; vehicle owners who generally

operate in a haphazard manner,

RECOMMENDATIONS

In carrying out the study on the extent of implemtation of
the federal urban mass transit programme in Imo State, the
following factors were identified as obstacles to the reali-
zation of the objectives of the scheme., They are organigzational,
personnel /management, environmental and governmental,

The success of any programme depends on the efficiency of the

organization which is the agency for implementing the schene.
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Good management of revenue, industrial harmony and conducive
environment are important in the attainment of programme objec-
tives., As a result, the following recommendations were mades-—

Though the federal urban mass transit programme has attained
some level of success in Imo State, there is still need for the
management of the ITC to make their vehicles easily available
to commuters as well as making them regular on the routes they
ply especially the major and busy ones in the urban centres of
the state.

Observations revealed that large number of commuters are
most of the time stranded at ITC loading stations Waiting
endlessly for vchicles to get to their destinations. Thus
management should operate reliable departure time table, aid
decongestion of loading stations, and as a result reduce the
number of commuters stranded on the various routes plied by ITC
vehicles.

The ITC has not modernised transit secrvices in the state.
The management can achieve this by making sitting arrangements
in the buses more comfortable for commuters; make adequate
provigions for passengers' luggage and provide loading station
facilities in order to increase client patronage, enhance revenue
generation and achieve one of the major objectives of the programme:

modernising transit services.
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On the issue of revenue loss, management should guard against
gome fraudulent practices of their gtaff, Such practices include
colluding with commuters in fare evasion, use of expired tickets
by conductors, theft of vehicle parts, fuel, and embezzlement
of revenue, There should be an efficient and effective traffic
monitoring system to check carrying of excess passengers and
ensure that drivers and conductors don't collude to divert
money into private pockets. Such traffic monitors should not
be kept permanently on such routes tQ reduce much familiarity
with drivers who operate such routes.

A schene or package of incentives should be provided to
metivate ITC staff to put in their best, Such incentives could
be in form of awards (best driver of the year, cash rewards,
etc,). This Woﬁld go a long way to encouraging them work
dilligently.

It is of utmost important that the state government should
provide adequate subvention/grants to the company to enable it
procure enough vehicles and spare parts. A law should be _
enacted to back up the provision of such budgetary allocatiqn.
This will ensure effectiveness and efficiency of the schene,

The public should not see the federal urban mass transit
programme as & pure social service scheme or an opportunity to

partake in the sharing of the 'national cake'. Rather, this is
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an effort by government to complement the services of private
commercial vehicle operators and reduce the hardships suffered
by the citizens in going about their daily business.

Finally, the researcher is of the view that the Imo Transport
Company (I.T.C.) and indeed other state transport agencies
sheculd stick to FUMTP guidelines on vehicle gtandardization and
acquisition of only two models of locally assembled vehicles.
This Wouid enable them to procure vehicles and spare parts
in large quantities and thus reduce costs.

Thus, when these are done, the agency and other state/
local government transport corporations might have laid a
foundation for developing a comprehensive and integrated

urban mass transit system in the country.
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' APPENDIX - QUES TIONNAIRE _'

Sub—Department of Publlc Admin, &
Local Government,
~ University of ngerla,,Nsukka.

Slr/Madam,

I am g post—grnduate ‘student in the above mentioned depqrtment,'
conducting a research on %The Implementation of the Federal Urban
Mass Trans1t Programme in Nigeria: A Case Study of the Imo Trang—-
port Company Ltd., Owerri. .

 The purpose of this ques«lonnalre is to aid the collection
of information from the respondents which will be used to analyse
the extent of 1mplementatlon of the programme in the state,
Whatever information you give will be treated as confidential
sifice this research is purely an academic exercise being part
of the requirements for the award of the Master of Public Admi-
nistration degree.

. The résearcher will appreciate your sincere response to the
questions,

Please, read eaoh item carefully and tlck () against the
1tem thﬂt qpplles to you, ‘

Thanks for your co-operation, i
Yours sihcerely,

CHUKWUKA, H.C.,
PG/MPA/90/9044.

“Note: Part I is for Commuters only.
' Part II is for ITC Management Staff,

Pnrt I

1+ Are you aware of the’ oxlstence of ITC bus services in the
' state°

: S Yes () Wo ¢ ) |
2, If 'Yes', how often do you board ITC buses?
Mways () Not always,.( )
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.

3, Are ITC vehicles available at their loadlng st %1@ns all
the time? 8\\i\

: 7"
Yes ( ) No ( ) £3

!

VY

Y

fpow ‘?
nsan B

Conics

-

4, Are ITC buses regular on thelr varloué\routeso //55

Yes () No ( ) e

5. Io commuters waste much time at the 1oad1np%statlons
before departing for their destinations?

Yes ( ) No ( )

6., Iones the absence of fixed time schedules for bus and
passenger departures affect the implementation of the urban
mass transit scheme in the State?

Yes ( ) No ( )

7. Do you think ITC charges lower fares than other commercial
vehicle operators?

Yes ( ) Wo ( )

8. Are the fares charged by ITC vehicles affordable by
passengers?

Yes ( ) WNo ( )

9, Has the plying of specific routes by ITC vehicles reduced
the frequency of traffic congestion in the state's urban
centres?

Yes ( ) No ( )

10, Has the provision of special school services fer students
helped decongest urban traffic flow?

Yes ( ) No ( )
11, Ives the absence of fixed time schedules for bus and
passenger departures affect the effectiveness of the
programme?

Yes ( ) TNWe ( )
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12. Are ITC vehicles comfertable for commuters with regard to:
(a) seating arrangements? Yes ( ) No ()
(b) provision for passengveg! luggage? Yes ( ) No ( )
(¢) loading station facilities for commuters' conveniencc?
Yes ( ) No ( )

PART IT: FOR ITC MANAGEMENT STAFF ONLY.

© 13. Does ITC have enough qualified personnel to execute the
urban mass transit programme?
Yes ( ) No ( )

14, Are fragudulent practices by ITC staff a problem in the
realization of the goals of the scheme?

Yes ( ) NWo ( )

15. Does the absence of subvention/grant by the State Government
decrease revenue generation of the company?

Yes ( ) No ( )
16y Does the escalating price of vehiclas and spare parts
inhibit the realization of the goals of the programme
in the State?

Yes ( ) No ¢ )
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