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Appendix l.l 

Organisational structure KMA 

1.1 Organisational structure KMA 

The management structure of the KMA is made up of all the departments established by the Assembly 
to carry out operational tasks. These departments are headed by the Metropolitan Co-ordinating 
Director. Legally the KMA should have 22 departments, corresponding to the 22 decentralised 
gaveroment ministries. However, this decentralisation process has nat yet been completed. As a result, 
the departments are caught with conflicting interests. They owe loyalty to bath the ministries and the 
KMA (Heijman, Langendijk, 1997, p.8). 

At present the following 16 departments should be already established: 
1. Central Administration Department 
2. Finance Department 
3. Education, Youth and Sports Department 
4. Metropolifan Health Department 
5. Waste Management Department 
6. Agriculture Department 
7. Physical Planning Department 
8. Social Welfare and Community Development Department 
9. Natoral Resources Conservation Department 
10. Works Department 
11. Industry and Trade Department 
12. Budget and Rating Department 
13. Legal Department 
14. Transport Department 
15. Disaster Prevention Department 
16. Urban Roads Department 
(Heijman, Langendijk, 1997, p.48). 
The italicized departments are the only ones established as far as I know. 

The districts are the basic units in the decentralised planning system and District Assemblies (DAs) 
will ultimately be responsible for all development programmes, other than those that , by their nature, 
can only be implemented at nationallevel. Every DA should have a District Planning and co
ordinating unit (DPCU) to support its activities. Apart from the DPCU staff, a DA should also be able 
to call on the services of sector specialists, belonging to one of the 22 central government departments 
which have been decentralised. In practice, very few of these have been absorbed into the DA's staff. 

It must be concluded that at present planning capabilities at all levels, sectoral, regional and district, 
are inadequate for a smooth implementation of plans (Vision 2020, p.29). 
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Research Topics 

1.2 Research Topics 

In the update of the agreement between the collaborating parties, the collaboration is set to cover the 
period 1998-1999 with the possibility of further extension. An updated list of research topics is 
identified, covering the following subjects: 
a) Economy of the metropolitan area; 
b) Land use; 
c) Transportation; 
d) Urban management; 
e) Urban public transport (remaining from the previous list); and 
f) Environmental impact of major industriallocations. 

Ad c A study of the problems of the emerging traffic conges ti on on the approach roads to the city 
centre 

Ad e an investigation into the frictions between supply and demand for urban public transport and 
the capacities of public and private companies to del i ver public transportation services with 
special emphasis on the public transportation needs generated by vital urban facilities 
(hospitals, schools). 
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Operationalisation 

2.6.1 Introduetion 

In this appendix, the conceptual definitions of the theoretica! model are operationalised. Therefore, for 
each step indicators are presented, which will help to get the information needed. Also the instruments 
are discussed. 
The findings of the urban public transport sector are discussed in chapter 4 and appendix 4.2. The 
findings of public transport sector of Kumasi are discussed in chapter 5 and the appendices of chapter 
5. 
The findingsof the passenger, operator and management questionnaires are presentedinappendix 7.2. 
A summary of the main characteristics of passengers and operators is given in appendix 6.2. A 
summary of their main needs is given in appendix 7.3. Also the needs of the local managers are 
included in this appendix. 
Summaries of the managementand local management questionnaires are presentedinappendix 6.5. 

2.6.2 Checklist urban public transport sector Ghana 

Information neerled Indicators 

National environment Geography & Demography 
(Appendix 4.2) Social conditions 

Education 
Economy 
Contribution of transport sector to GDP 
Politics 
Natura} resources 
Infrastructure 
Financing 

Urban public transport sector Government institutions 
(Chapter 4) Public transport institutions 

Management of terminals 
Characteristics of urban public transport 
Urban transport projects 
Development plan fortransport terminals in Ghana 

2.6.3 Checklist public transport sector Kornasi 

Information neerled Indicators 
Kumasi environment Geography & Topography 

Demography 
Cl i mate 
Economy 
Employment 

Social system public transport sector Kumasi 
Capabilities Kumasi Metropolitan Assembly Privatisation 

The socio-economie capability profile 
(educational and training level, employment and 
Iabour force and self-reliance) 
The financial means for maintenance and control 
of the terminals 
The technological capability profile (natura! 
resources, equipment, infrastructure and research 
and development) 

Capabilities public transport institutions Kumasi Competitiveness 
See futher operationalisation in section 2.6.10 of this The socio-economie capability profile 
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appendix (educational and training level, employment and 
Iabour force and self-reliance); 
The financial means for maintenance and control 
of the vehicles (OSA and CES) or association; 
The technological capability profile (natura) 
resources, equipment, infrastructure and research 
and development); 

Planned infrastructure projects 
Infrastructure and traffic system Kumasi 

The contiguration of the road network 
The road network within the central business 
district 
Flows and locations of congestion within the CBD 
Traffic characteristics 
Traffic growth 
Land-use 

2.6.4 Operationalisation characteristics and needs passengers 

Information needed Indicators 

De mand Socio-economie characteristics 
Mode choice 
Number of trips during a typical week 
Amount spent on public transport a week 
Relations between socio-economie characteristics and 
other parts of the de mand 

Actual profile W aiting time 
Disturbing physical factors 
Disturbing operational factors 

Operational needs Safety and control 
Operation principles 

Physical needs Facilities 
Layout 

See further operationalisaion in se ct ion 2.6. 7 of this appendix 

2.6.5 Operationalisation characteristics and needs operators 

Information needed Indicators 

De mand Socio-economie characteristics 
Type of vehicles operated 
Ownership 
Number of visits a day 
Memhership union 

Actual profile Parking search time 
Parking time 
Daily fees 
Fullload principle 
Most disturbing operational factors 
Most disturbing physical factors 

Operational needs Operation principles 
Management GPRTU 

Physical needs Facilities 
Layout 

See further operationalisaion insection 2.6.8 of this appendix 
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2.6.6 Operationalisation characteristics and needs local managers 

Information needed Indicators 

Profile Iocal I branch Destinations served 
Number of employers, executives 
Salaries 
Number of operators re gistered and operating 
Total daily fees 

Profile operator Socio-economie characteristics 
Operational neects Operation principles 

Management GPRTU 
Physical neects Facilities 

Lavo ut 

See further operationalisation insection 2.6.9 of this appendix 
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2.6. 7 Questionnaire needs passengers 

The operationalisation of the characteristics and needs of passengers resulted in a questionnaire. Part of the 
questionnaire is a collection of socio-economie characteristics and travel choices, necessary to determine the 
demand. A second part is aimed at determination of the total waiting time as an indicator of capacity. And a 
third part is aimed at getting an opinion about the facilities and opera ti on of the terminal, to determine the major 
areas of impravement according to passengers. 

Background of the questions 

Questions I, 5 and 7 are general socio-economie characteristics, which give more information about the 
demand. 

Question 2 and 3 and 4 were necessary to find out if people were about to make a trip or just made a trip (so, if 
they are passengers). First, I planned to ask it in one question (Are you going to make or did you just make a 
trip?) but even before the pre-test I asked the opinion of my Ghanaian landlord and it seemed that the term trip 
would cause confusion. For most Ghanaians a trip will mean travel to outside Kumasi (large distance) and 
therefore will say no, because they will only travel within Kumasi. It is also more logica! to ask it this way 
because you can immediately determine the transport mode. It is also possible to determine how many people 
are going to make their first trip and how many people use Kejetia as a transfer station. 

Question 8 is meant to find out the frequency of tra vel. 
Questions 9 and 16 have to be linked to find out which percentage of their income people spent on pub1ic 
transport and thereby say something about the accessibility of public transport for the poor. 

Question l 0 about the waiting time is very important to determine the service level and the capacity of the 
terminal. 

Question 11 and 12 are meant as background information I give direction to the open questions. Question 11 is 
supposed to give the most disturbing operational factors and question 12 is supposed to give the most disturbing 
physical factors of the terminal. 

Question 13 asks for suggestions about physical improvements 
Question 14 and 15 ask for suggestions about operational improvements. Question 14 has the first come first go 
I served principle as background but I didn't want to ask it too explicitly. 

Questions I could have asked but which were of minor importance (due to an 'en route' questionnaire I could 
only ask the most important questions) are: 
Of which area of Kumasi do you come from and to which area are you going to (origin-destination). There are 
so many possibilities for this question that a sample of200 questionnaires would never be enough. And besides 
it was not very important for my research. Instead I only asked the purpose of their visit. 
What determines your choice of mode (comfort, safety, economy, etc.)? 
Would you like it if there were more big buses? 
Do you have a private car, how often (weekly) do you use it? 
These last three questionnaires should betaken in the questionnaire of the following group of students who will 
go into the de mand of public transport. 

Potential improvements of the questions: 

If question 2 and 3 have the same outcome, it should have been noted if it was the sametrotrol bus I taxi. So, the 
number of pit stops made could be determined. 
Question 9 should have had an extra scale; 7000- 9000 C 
In generalthemen were more co-operative than the women and the literates more than the illiterates. This will 
give biases to the results. The questionnaire would have been better if there was a distinction made between 
minibuses (for inter-city travel) and trotm's (for intra-city travel) at questions 3 and 4. Basedon the number of 
trotro stations and inter-city stations (see Appendix 6.3.3) di vision of the terminal by intra-city and inter-city 
operations can be determined. But the answering of questions 3 and 4 could have been a good check of the 
importance of intra-city operations and therefore for the future capacity requirements. 
And finally, it would have been better if the weekly number of visits to the Kejetia terminal would have been 
asked instead of the weekly number of trips in genera(, this would have been more useful for determining 
de mand. 
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Questionnaire on the improverneut of the quality and quantity of public transport services and facilities 
of the Ke · etia station for Passen ers 
Station: ......................................... . Interviewer: ..................................... . 
Place: ............................................. . Date: ............................................. . 

Good morning, I'm wonderingif you have time to answer some questions about the quality and quantity of 
services and facilities of this (Kejetia) station. 
Your answers will be used to discover the biggest opportunities for impravement of the services, facilities, 
layout and organisation of this station. Therefore, it would be highly appreciated if you could answer the 
questions as accurately as possible. 

Your name is not required and your answers will be kept absolutely confidential. 
WRITE CLEARLY, PLEASE 

Sex 
I. Male 2. Female 

2. Where are you going now?, are you: 
I. Going home I to your hometown 
2. Going to work 
3. Going to trade 
4. Going to sport I entertain yourself 
5. Going to shop 
6. Going to school I education 
7. Other: ...................... . 

3. How are you going there? 
I. By foot I walk 
2. By trotro 
3. By car 
4. By taxi 
5. By bus 

4. How did you come here? 
I. By foot I walk 
2. By trotro 
3. By car 
4. By taxi 
5. By bus 

5. What is your age? 

6. What do you do fora living? 
I. Civil I public servant 
2. Business man/women 
3. Student 
4. Trader 
5. Not working 
6. Other; .................. .. 

7. What is your educational background? 
I. No forma) education 
2. Basic education 
3. Secondary school/ college 
4. Polytechnic/ University 

8. How often do you take a taxi or trotro 
or bus during a typical week (Monday 
to Friday)? 
I. <5 
2. 5-10 
3. >10-15 
4 -,.J"i 

9. How much do you pay duringa typical week for 
public transport? 
I. < 3000 c 
2. 3000-5000 c 
3. >5000-7000 c 
4. > 7000C 

I 0. What is your average waiting time for each trip you 
make from the station? 
I. 1-5 minutes 
2. 6-15 minutes 
3. I6-30 minutes 
4. 31-60 minutes 
5. More than one hour: ...................... . 

11 What does bother you most about the services at 
the station? 
Choose the 3 most important reasous 
I. Long waiting time befare departure 
2. Long in-vehicle waiting time 
3. No buses available for your destination 
4. You have to take the first vehicle in the row, 

even though it's not your choice 
5. Stations are too crowded, too much hawking 
6. Lack of information about routes and fares, not 

clear where to go for each destination 
7. Dangerous in the evening, lack of light, 

security 
8. No uniform fare prices 
9. Careless behaviour of operators 
10. None/ Other: ............................. . 

I I. What are the most disturbing factors in how the 
station looks like 
Choose the 3 most important reasous 
I. No place for getting in or out the vehicle 
2. Walkingat muddy surfaces, lack of drainage 
3. Notsafe to walk through the station because of 

the traffic 
4. Lack of sanitary facilities like toilets and 

refreshment places 
5. Lack of waiting facilities like shelters 
6. Lack of storage (luggage) facilities 
7. Lack of eating facilities 
8. None/ Other: ................................. . 

SEE OTHER SIDE FOR MORE QUESTIONS 
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I2. During the time you are waiting at the station, which things in how the station looks like would you 
like to see improved'? 

I3. How do you think safety and control of the station can be improved? 

I4. Do you have any suggestions on the impravement ofthe operation; how the vehicles and passengers 
should wait and Ieave the station? 

I5. What is your monthly income? 
I. < 50.000 Cedis 
2. 50.000-100.000 Cedis 
3. >I 00.000-150.000 Cedis 
4. >I50.000 Cedis 

TIME: 
NOTES I REMARKS: 
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2.6.8 Questionnaire needs operators 

Part of the questionnaire was a collection of socio-economie characteristics and characteristics of the 
association. Part was aimed at getting an idea of the total waiting and parking time. And another part was aimed 
at getting their opinion of the facilities and operation of the terminal, to determine the major areas of 
improvement. 

Background of the questions 

Question I is necessary to ask because the type of vehicle influences the manoeuvrability and congestion 
problems. And the different types of vehicle can have different parking places, fees, tolls and operation practices 
that influence the design. 

Question 2 and 4 are necessary todetermine the background of the driver, to getto know typical characteristics 
of operators, which form part of the de mand. 

Question 3 can determine the possible revenues provided that tolls would be collected each time a vehicle enters 
the terminal insteadof once a day. And the outcome can be used todetermine the number of vehicles operating 
at the terminal (in combination with total flow). 

Question 5 will give more insight in the associations; why drivers are prepared to pay (the often high) loading 
and booking fees and or why they want to use the terminal instead of operating on the street. 

Question 6 and 7 are socio-economie questions, which wil! give a better understanding of the answers to certain 
questions and profile of the average operator. 

Question 8 is to find out I retrieve the queuing and searching time within the terminal. 
Question 9 is to determine the average parking time. This can give a better idea for maximum parking time and 
it can also determine the percentage of vehicles who could better park outside the terminal. Both questions 
directly say sarnething about the capacity of the terminal. 

Question 10 is to find out if drivers always obey the first come first go principle. 

Question 11 and 12 are meant as background information I give direction to the open questions. Question 11 is 
supposed to give the most disturbing operational factors and question 12 is supposed to give the most disturbing 
physical factors of the terminal. 

Question 13 and 14 are aimed at getting suggestions of drivers for impravement of the physical elementsof the 
terminal. 

Questions 15 to 18 are aimed at getting suggestions and background information about possible improvements 
of the operational elements of the terminal. 

Question 19 tri es to detect if the KMA tolls could be higher and if yes, how much. 

Question 20 is asked to get more insight in all other costs operators have for using the terminals or operating 
their vehicle. Maybe some costs can be decreased in favour of KMA tolls. 

Question 22 is just a curiosity question. 

Potential improvements of the questions: 

Also this questionnaire would have been better if there had been a distinction made between minibuses (for 
inter-city tra vel) and trotro's (for intra-city tra vel), to re late it to the answers of questions 16 and 17. 
It would also have been good to ask more about their association, if they were member of a local or a branch and 
how many other drivers were operating and or registered at this local I branch. 
It would also have been good to ask them why they are operating their type of vehicle. What do they expect of 
the future distri bution of vehicles, will there be more taxi's or more trotro's in proporti on? 
Fortunately, I asked the interviewers to note the sub-station so I can determine ifthey operate within or outside 
city-boundaries. Question 8 and 9 could better have been asked in open questions. Later I could have made 
scales. By this way the answers would have been more secure. 
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Questionnaire on the improverneut of facilities and layout of the Kejetia station for operators I drivers 

Station: ...... ,. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . Interviewer: ..................................... . 
Sub-station:................. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . Date: ............................................. . 

Good morning, I'm wonderingif you have time to answer some questions about the facilities and layout ofthe 
former Kejetia station. 
Your answers will be used to discover the biggest opportunities for impravement of the facilities, layout and 
organisation of the future station. Therefore, it would be highly appreciated if you could answer the questions as 
accurately as possible. 

Your name is not required and your answers will be kept absolutely confidential. 
WRITE CLEARL Y PLEASE 

1. What type of vehicle do you opera te/ drive? 
I. Taxi 
2. Trotro 
3. Bus 
4. Other: ................................. . 

2. Are you an owner-driver, employee or do 
you hire the car? 
I. Owner-driver 
2. Employee 
3. Hire the car 
4. Other: ................................. . 

3. On a typical day, how many times a day did 
you visit the Kejetia station? 
4. < 3 
5. 3-6 
6. 7-10 
7. >10 

4. Of which Association/union are you a 
member? 
I. GPRTU 
2. PROTOA 
3. Co-operative 
4. Other ................................. . 
5. None 

5. What are the advantages of belonging to an 
association? 
I. More passengers 
2. Less probieros with the police 
3. More security of income 
4. Assistance in times of need (sickness, 

funeral etc.) 
5. None I Other; ............................. . 

Are there any disadvantages? 

6. What is your age? 

7. What is your educational background? 
5. No forma) education 
6. Basic education 
7. Secondary school/ college 
8. Polytechnic/ University 

8. How long did it take you to find a parking 
place at the former station (average)? 
6. 1-5 minutes 
7. 6-15 minutes 
8. 16-30 minutes 
9. More than 30 minutes: ............... . 

9. How long did you have to wait until you were 
allowed to depart at the former station? 
I. 1-15 minutes 
2. 16-30 minutes 
3. 31-60 minutes 
4. 61-90 minutes 
5. > 90 minutes: ................. .. 

10. Did you always depart with a fullload? 
I. Yes 
2. No, why not? ............................. . 

11. What did bother you most about the ways 
things went at the former station? 
Choose 3 of the following reasons: 
I. Long waiting time before departure 
2. Obligation to wait in a queue 
3. Pay high fees to the management 
4. Too much competition between 

drivers/unions 
5. Terminals are too crowded by hawkers 

and passengers 
6. Lack of information about routes and fares 
7. No uniform fare prices 
8. Other: ....................................... . 

12. What were the most disturbing things in the 
appearance of the former station? 
Choose 3 of the following reasons: 
I. No pavement, big holes which damage the 

vehicle 
2. Dangerous in the evening, Jack of light, 

security 
3. No vehicle lanes ortraftic separation 
4. No parking places 
5. Lack of sanitary facilities like toilets and 

refreshment places 
6. Lack of eating facilities 
7. Other: ........................................ . 

L---------------------------------~1.~--------------------------------~ 
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Now I'm going to ask you, which improvements you would like to see at the future station without 
increasing your costs of using the terminal. 

13. During your waiting time at the station, which facilities would you like to see improved? 

14. How do you think the layout of the station can be improved? 

15. Do you have any suggestions for the impravement of the operation; how the vehicles and passengers 
should wait and leave the station, how the waiting time can be reduced? 

16. What do you think of the first come first served I go and fullload (load = passengers) principles? 
If you don't like it, do you have suggestions for better principles? 

17. What do you think of the following opera ti on principles; 
1. Demarcated portions of the terminal with each group of drivers his own strategy 
2. Giving a fixed upper limit waiting time or load factors (like 60 %) which makes waiting time less 

18. Do you have any suggestions for the impravement of the management of the station by the GPRTU, the 
fare collection or other factors influencing the operatien of the terminal? 

19. Would you be prepared to pay more for the use of the station when the improvements you suggested above 
would be implemented? 

If yes, how much (% )? 

20. Wh h d ., ~ at are t e ally ees you h '7 Ad h ave to pay to your assoc1at10n. n w at typ e of fees? 
Booking I Loading fees (daily) 
KMA tolls (daily 
Welfare dues (drivers benetït, building fee etc.) 
Income tax (weekly) 
Other: 

21. What is your average daily income (revenues minus daily tees, operating costs and daily paid rate to the 
owners ofthe vehicle)? 

I. < 5.000 Cedis 
2. 5.000- 10.000 Cedis 
3. > 10.000- 15.000 Cedis 
4. >15.000 Cedis 

22. What do you think of this temporary station? 
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2.6.9 Questionnaire needs local managers 

This questionnaire can also be divided in parts. The first part contains the socio-economie characteristics and 
characteristics of the association. The second part was aimed at giving a profile of the capacity of the local or 
branch and to detect the di tiererences between a local and a branch. A third part was aimed at getting the total 
number of vehicles operating andregistered at the Kejetia terminal. A fourth part was aimed at getting an idea 
of the costs of management. And the last part was aimed at getting the apinion of the managers concerning the 
facilities and operation of the terminal, todetermine the majorareasof improvement. 

Background of the questions: 
Question I is to get an idea of the number of vehicles operating and the number of vehicles registered (which is 
always more). The number of vehicles parked is asked to get an idea of the number of vehicles unnecessary 
parked (if there is a difference in the number parked and the number operating during the day). 

Question 2 is to find out the capacity of the management to manage the terminal, the level of employment and 
the salaries. An indication of salary costs is important for the feasibility study (see chapter I 0). 
Question 3 is to find out the revenues GPRTU collects in proportion to the tolls collected or revenues for KMA. 

The extra question is asked to get an idea of the percentage of drivers operating on the street. Provided that the 
number of passengers remained the same. It also can say sarnething about the difficulty for many people to get 
used to new terminals when there is airoost no information. 

Questions 4 and 5 ask for the physical needs of managers at the terminal 

Question 6 asks for operational needs for impravement according to managers 

Question 7 and 8 are meant to retrieve if other operating principles could be used 

Question 9 asks to look at own functioning or critics on the functioning of GPRTU. 

Question 10 is a question pure out of curiosity and to learn from positive characteristics of the temporary 
terminal. 

Question I I and I 2 are socio-economie questions, which will give a better understanding of the answers to 
certain questions 
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Management Questionnaire 

Loc al I Branch name: ................................. Association: ............................... . 
Temporary station:................................... Function: ................................... . 

Dear Sir, the following questions will be used fora research and therefore the answers will be kept absolutely 
confidential. 
Your answers will be used to discover the biggest opportunities for impravement of the facilities, layout and 
organisation of the future Kejetia station (after construction). Therefore, it would be highly appreciated if you 
could answer the questions as accurately as possible. 

l. What are the destinations served from this sub-station and how many vehicles are operating and parked 
duringa typical week day (from 6 am to 6 pm)? 

Destinations Numberof Numberof Total Number of 
At this sub-station! vehicles op_erating vehicles parked vehicles registered 
1. 
2. 
3. 
4. 
5. 
6. 
7. 
8. 
9 

2. What is the number of people working at this sub-station and what are their functions and salaries I 
allowances? 

Functions Number of people Salaries a month or 
At this sub-station! allowances a day 
1. Executives 
2. Ticket sellers 
3. Loading boys 
4. Porters 
5. Guards 
6. Other 

3. What are the average fees you collect (of all vehicles together)? 

Fees Trotro's LDV/ Buses Taxi's 
minibuses 

Loading I booking fees 
(a day) 
Welfare dues 
(weekly) 
Income tax 
(weekly) 
Other: 

EXTRA: 
Is there a difference in the number of cars Ioaded a day between Kejetia station and this temporary station? 
If yes, how much? 
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4. Which facilities at the farmer Kejetia station would you like to see improved (like sanitary facilities, 
waiting facilities, lighting etc.)? 

5. How do you think the layout ofthe former station can be improved? 

6. Do you have any suggestions for the impravement of the operation; how the vehicles and passengers 
should wait and leave the station, how the waiting time can be reduced? 

7. What do you think of the first come first served I go and fullload (load =passen gers) principles? 
If you don't like it, do you have suggestions for better principles? 

8. What do you think of the following operation principles; 
I. Demarcated portions of the terminal with each group of drivers his own strategy. 
2. Giving a fixed upper limit waiting time or Ioad factors (Iike 60 %) which makes waiting time Iess. 

9. Do you have any suggestions for the impravement of the management of the station by the GPRTU, the 
fare collection or other factors intluencing the operation of the terminal? 

I 0. What do you think of this temporary station? 

11. What is your age? 

12. What is your educational background? 
l. No tormal education 
2. Basic education 
3. Secondary school I college 
4. Polytechnic I University 

THANK YOU VERY MUCH FOR YOUR CO-OPERATION 

Nathalie van Hoeven 
Building-engineering student, Technica! University of Eindhoven, The Netherlands 
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2.6.10 Capabilities public transport institutions operating at Kejetia & Profile Kejetia terminal 

Management questionnaire GPRTU 

Date: ................................ . Person interviewed: .................................... . 
Association: ....................... . Task: ..................................................... . 

Questionnaire on the capacities and capabilities of the Management (GPRTU) to find out possible 
improvements of the services, facilities, management (operation) and layout of the terminals. For Asafo, 
Bantama and New Tafo in the present state, for Kejetia in the old and new (coming) state. 

About the association 

1. How many branches and local branch units were operatingat Kejetia station? 

2. How many of them will remain operating from Kejetia station after the construction? 

3. How many locals are operatingat Asafo, Bantama and New Tafo station, how many offices? 

4. How many employees are working at Kejetia station and what are their functions? 
And the same question for the other three terminals. 

At Kejetia Asafo Bantama NewTafo 
No. of Station I office managers 
No. of Porters 
No. of Guards 
No. of Administration 
No. of Maintenance crew 
No. of Cleaners 
No. of conductors 
Other; 

About the routes/ destinations of; Kejetia, Asafo, Bantama and New Tafo station 

I. Do you have an overview of the destinations served by GPRTU from Kejetia, Asafo, Bantama and New 
Tafo? 

2 H ow many ve h' I f h' h IC es 0 W IC I type are were reg1stere d h K .. ? Ad h h ? att e eJetia statiOn. n at t e ot er stations. 
No. Taxis No. Trotra's No. Buses No. Trucks Other; 

Kejetia 
Asafo 
NewTafo 
Bantama 

3. Are they (the vehicles) registered to carry passengers up totheir Jegal capacities? 

4. According to the design drawings, the capacity ofthe 'new' Kejetia station (after construction) will be much 
less. 
How many vehicles wiJl still be operating from Kejetia? 
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5. Do you have ideas about improving the capacity and thereby reducing the congestion inside the terminal (e.g. 
parking places outside the station for vehicles whohave to wait a long time)? 

6. Do you have ideas about improving the congestion outside the terminal (at the entry/exit)? 

7. What do you think about decentralising activities at the Kejetia terminaltoother terminals such as Asafo, 
Bantama and New Tafo? 

8. Will the place behind this building, which is now used as a terminal, still be available? And do you think it 
will be a good idea to use it as a parking place? 

9. Will the 'first come first go/ served principle' still be applied at the 'new' Kejetia terminal? 

10. What do you think of other waiting principles like departing with a 60% Ioad or departing after a maximum 
of 30 minutes waiting time, do you have any suggestions? 

11. Are you satisfied with the way GPRTU is rnanaging the terminals? What improvements do you anticipate? 

About operators I drivers 

1. What are the major advantages for operators to be with GPRTU? 

2. What kind of meetings do you have, and what are the things normally discussed? 

3. Do the operators/drivers get information I education on more effective use of the stations, more safety for 
passen gers, etc.? 

About the fare collection 

1. How does (for Asafo, Bantama and New Tafo) /did (for Kejetia) the fare collection take place? 
%On board 
% In a ticket office, with tickets 

2. How will the fare collection take place at Kejetia after the construction has finished'? 

3. How are the fare prices determined (till '92 fixed prices?)? 

4. Do you have any ideas about impravement of the fare collection? (e.g. raft1e/tickets, more controllers)? 

About the revennes 

I. What are the daily revenues (minus dai1y iocome tax) you collect from each vehicle ( like registration fee, 
hooking tee etc.)? 
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2. Do you have any ideas how the collection of revenues can be improved ( e.g. pay tor each visit to the station 
in stead of once a day C 400, harriers at the entrance etc.)? 

3. How high do you think the maximum tariffs tor vehicles can be in a day (without drivers increasing the fare 
prices)? 

4. Which part of the revenues of vehicles goes to the KMA(%)? 

5. Which part of the revenues is spent on improvements of the stations?, which improvements are these? 

6. Whobenefits from the revenues collected from places of convenience, hawkers, adverts and billboards etc.? 

A bout maintenance and sanitation of the stations 

1. Who is responsible for the maintenance and cleaning of the terminal? 

2. What types of maintenance is usually done? 

3. Do you/ they have the equipment, tïnance, Iabour force and self-reliance to maintain the terminals properly? 

4. How can the maintenance and cleaning of the station be improved? 

A bout security and safety of passengers 

I. Who is responsible for the safety and security of the terminal, especially at night? 

General 

I. Which are the most disturbing factors at the terminal in your view? 

2. What are your suggestions for improvement? 

About information services to passengers 

I. What will be the information services to passengers for the 'new' Kejetia terminal? 

2. What are the information services during construction? 

3. Will there be time-schedules? 
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List of Bodies 

Bodies 
The following bodies provided information on the public transport sector, traffic management 
plans and terminal designs are therefore distinguished as respondents: 

Govemment of the Republic of Ghana, Ministry of Roads and Transport (MRT). In 
Accra: Mr. E. A. K wakye; 
lnformation: Clarification ofthe report 'better management of terminals', national policy 
towards pubtic transport terminals. 
The Kumasi Metropolitan Assembly (KMA). Mr. C. Ampomah, metropolitau 
engineer 1

, Mr. Donkor, city treasurer 2
, Mr. A. Mens ah, engineer waste management 

department, Mr. Yeboah and Mr. Frainpong, environmental health department 3
, 

Mr.Boakye, electrical super intendent 3; 

lnformation: 1. Capacities, capabilities andfuture plans of KMA to manage the terminal, 
information about other research done, design and Junding decisions made by the Assembly, 
2. KMA tolls, revenues, financial control, 3. Costsfor maintenance ofthe terminal. 
Town and Country Planning Department, Mr. K. Owusu-Akyaw and Ms. Rosemond; 
lnformation: economy, population, land-uses in Kumasi, land-usel development plans, how the 
terminals came in existence, route rationalisation. 
Accra Metropolitau Assembly (AMA). Mr. V. Addo, Traffic & Parking accountant 1

, 

Mr. S. Addo-Hammond, city engineer 2; 

lnformation: 1. Revenues colleered of New Tema station, control system, operation of New 
Tema station, 2. Problems during construction of New Tema station, temporarily stations, 
maintenance costs up till now. 
Engineers of the Department of Urban Roads (DUR). In Accra: Mr. G. Brocke, Mr. L. 
Hesse, Mr. P. Lartey and Mr. Kome-Mensah. In Kumasi: Mr. J. B. Quarcoo, Mr. W. 
Donkor; 
lnformation: Role of DUR in development plans of terminals, role of DUR in design of New 
Tema station, maintenance ofthe terminals, traffic and transport units, Reports, transport 
research done and projects currently in Kumasi. 
Building and Road Research Institute (BRRI); 
lnformation: former research done on terminals, flow studies done in the Kejetia area. 
Co-ordinators, architects and engineers of Comptran Engineering and Planning 
Associates (Consultant of KTMRP and development plan for terminals). Mr. S. 
Darko, Mr. K.B. Manteawand Mr. W. Dickson; 
/nformation: About the designs ofthe Kejetia area, the terminaland the other 3 terminals, all 
backgroundjlow/traffic studies done, expected use ofthe terminal. 
Limex ..... constructor, J.B. Danquah, chief engineer contracts Limex 
lnformation: fnvestment costs and depreciation time materials, buildings etc. Kejetia terminal. 
Abass & Abass Co. Ltd contractors, Mr. A. Issahaku, rnanaging director ( one of the 
contractors responsible for the maintenance of the roads in Accra); 
lnformation: costsfor maintenance ofthe roads; materials, Iabour, equipment. 
Management staff of GPRTU, Mr. I.M. Khaleepha, senior indus. relations officer, 
Mr. B. Kuffour, operation officer *; 
Management staff of PROTOA, Mr. Appiah, regional chairman *; 
Management staff of CES, Mr. K. Offe-Bekoe, regional manager *; 
Management staff of OSA, Mr. Ampofo Twumasi, depot managerand Mr. G. K. 
Awuah Gyau, persennel officer *; 
* lnformation: needs of management, capacities and capabilities ofthe Associations to 
operatefrom Kejetia (and Asafo, Bantama and New Tafo). 
Project manager of TDP Consult Ltd, Mr. D. Ofosu-Dorte; 
lnformation: discussion of 'the better management of terminals plan', capabilities ofthe 
government, operation principles, and maintenance. 
Traffic Police, motor traffic unit, Mr. Kutu: 
1nformation: acciderlts within the Kejetia station last year, traffic regulations. 
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4.1.1 Urban transport problems 

The urban probieros related to transport have been outlined in various ways in existing studies 
and can be delineated as follows [Miyamoto, 1992]: 
(1) Excessive agglomeration of economie activities in metropolises: indeveloping 

countries, about 50 to 70 percent of gross national product (GNP) are generated in the 
metropolises. Job opportunities and much higher levels of income in the metropolises 
have been attracting people from the rural areas. Consequently, the metropolises now 
have much larger populations than they can actually accommodate. Since 
infrastructure improvements take a great deal of time and money to complete, the 
level of infrastructure provision is unable to keep pace with the rapid increase in 
population. This is a nation-wide problem. 

(2) Traffic congestion: This is also one of the most typical problems in developing 
countries. The main causes of traffic congestion such as mixed traffic with high-speed 
to very !ow-speed vehicles, inefficient traffic contra!, indiscriminate parking and 
street trading, and selfish, uncooperative driving styles are typical characteristics in 
developing countries, to say nothing of the lack of transportation infrastructure. 

(3) Confusion of land uses: In most developing countries, it is very difficult to implement 
city plans even if they are legally authorised. A structure may get a building permit 
without any consideration being paid to co-ordination from a city planning point of 
view. Coexistence of different land uses in a small block generates many problems. 
One of the most serious problems is that the land-use plan is nat co-ordinated with the 
transportation plan. Buildings are put up by the private sector but apart from parking 
spaces for traffic that the buildings generate, it is seldom this sector which has to 
develop transportation infrastructure. 

( 4) lnefficiency of urban activities: Traffic congestion and confusion in l~nd uses greatly 
reduce the efficiency of urban activities in the metropolises. Further economie 
development will be impossible if the diseconomy of congestien exceeds the 
economy of agglomeration in metropolises. 

(5) Environmental deterioration: Environmental pollution is an issue of worldwide 
importance. Environmental pollution problems are sametimes considered as global 
issues while, in some instances, they are limited to the metropolises. Air pollution, 
noise, and vibration, which are caused mainly by road traffic, are concerns of 
increasing seriousness. Water pollution, unsanitary conditions, and waste disposal are 
emerging as important problems of the metropolises. 

(6) Safety problems: Traffic safety in the developing countries is also a very serious 
problem. The casualty rate in these countries is much higher that that in the developed 
countries. In some de veloping metropolises, floods also threaten the daily life of the 
people. In addition, there are some metropolises that are in constant danger from 
earthquakes due to their urban structures being too fragile. Urban crime is a 
worsening social problem that must be also heeded by city planners. 

4.1.2 Demand 

Although circumstances differ considerably from city to city indeveloping countries, certain 
basic trends determine transport demand, including: 

(a) Large increases in urban population, leading toa proportional increase in transport 
trips; 

(b) Spread of urban areas, invalving the need to expand raad networks, Jonger journeys 
and the consumption of more fuel; 

(c) Greater availability of motorised transport, resulting in more motorised trips and 
increases in fuel consumption; 
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(d) Increases in household incomes, creating a greater propensity fortraveland a marked 
increase in car ownership, with a consequent demand for more road capacity; and 

(e) Increases in commercial and industrial activity, leading to increased volumes of 
service vehicles and freight traffic. 

This leads to even more congestion because the mixed traffic with high-speed to very !ow
speed vehicles and selfish, uncooperative driving styles are only increasing. Besides that the 
lack of transportation infrastructure will only get more apparent. 

4.1.3 Supply 

Despite the vital role that public transport is able to play, services are frequently insufficient 
to meet demand, and the services that are provided suffer from low output and are 
inconvenient, uncornfortable and unsafe. 

The quantity and quality of services provided by both public and private sector operators 
( ownership !) are often below requirements for a number of reasons: 
• Traffic congestion and unkept or poorly paved roads cause slow journey speeds and 

breakdowns, leading to low output and high operating costs; 
• A lack of in vestment in vehicles and spares due to the imposition of low fares and 

restricted access to funds, in particular foreign exchange; 
• Inappropriate government regulation of routes and restrictions in the choice of vehicles. 

Th ere are many constraints for low-income families; they spent between 10- 40 % of their 
household income on transport, their travelling time is very long due to a lacking and 
unpredictable supply, their comfort is mostly very low and they have to walk long distances. 
In the majority of urban centres, the dominant trips are those to work and school, which 
constitute about 65-7 6 percent of total traffic. 
The World Bank has devised basic quality indicators that can beseen as the needs of low
income households. 

Table 1: Quality of service indicators 

Quality of bus services 

1. Waiting time 

2. Walking distance to bus stops 

3. Interchanges between routes 
and services 

4. Journey times 

5. Travel expenditure 

Indicators 

Passenger waiting at bus stops 
Average 5-10 minutes 
Maximum 10-20 minutes 
Dense urban areas 300-500 m 
Low-density urban areas 500-1000 m 
The number of times a passenger has to change buses 
or other modes on a journey to or from work: 
Average 
Maximum ( < JO% of commuters) 
Hours travelling each day to and from work: 

0-1 
2 

Average 1.0-1.5 
Maximum 2.0-3.0 

Journey speeds of buses: 
Dense areas in mixed traffic 10-12 km ph 
Bus-only lanes 15-18 kmph 
Low-density areas 25 kmph 
Household expenditure on travel as a percentage of 
household income lO 

Source: World Bank Technica! paper 68, 'Bus services: reducing costs, raising standards' 
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4.1.4 Characteristics bus systems 

Examination of bus systems throughout the world reveals that bus services are more likely to 
be viabie and capable of meeting growing demands if certain conditions are present. They 
include the following: 
(a) Transport systems are owned by private operators, or, exceptionally, by public 

corporations following commercial practices (case studies: Calcutta and Bombay); 
(b) Th ere is competition between services, which means that operators tend to become more 

responsive to customers' needs and more innovative in finding ways to cut costs 
( examples: Accra and Monrovia); 

(c) Operators are allowed to choose the vehicles they use and, thus, provide different sizes of 
buses and minibuses tomeet different levels of demand (examples: Calcutta and Bogota); 

(d) Different qualities of service are available, ranging from basic but frequent and reliable 
low-cost services for the urban poor to more comfortable services at higher fares for 
higher income groups (casestudy: HongKong); 

(e) Bus services are informally regulated by co-operatives and route associations formed by 
bus operators themselves (case studies: Daejeon and Buenos Aires); 

(f) There is a minimum of government regulation of bus services, particularly fares, to 
encourage the private sector (casestudy: Colombo); and 

(g) Governments play a major role in raising the level of public transport efficiency by 
improving and extending the road network, by providing effective traffic management 
and by setting and enforcing safety standards for the operation of buses. 

4.1.5 Management strategies to favour public transport 

Demand management 
While the road capacities cannot be increased, the demands should be reduced. Thus, 
application of demand management concepts, which seek to make the best possible use of 
roadway facilities for the safe and efficient movement of traffic, is needed. 
The uncontrolled growth of road users also occurs because users rarely pay the true costs of 
using the roads, in particular the costs inflicted on other road users. Several methods can be 
employed to reduce excessive demand. These include [Herati, 1991]: 

(a) Road pricing schemes, in which motorists are charged for using congested roads (as 
was tried, with technica! success, in HongKong); 

(b) Area licensing schemes, in which hours (for example, as happens in Singapore); 
(c) Physical restraints to discourage the mouvement of private cars across city eentres 

(examples: Tunis and Gothenburg); 
( d) Parking controls designed to prevent long-term downtown parking by commuters 

while allowing normal business activities (for example: Korea); and 
(e) Land use controls to influence the magnitude and type of transport demand 

(examples: Curitiba and Bombay). 

Most developing countries will need to include some form of motor vehicle constraints as part 
of an overall initiative to combat worsening transport conditions. If these measures are 
coupled with general improvements in traffic flows and public transport, thus benefiting the 
majority of road users, it should be easier to win acceptance. 

Traffic Management 
Much of the traffic conges ti on found in developing countries is the result of inefficient use of 
streets and highways. A number of measures are available - and have been used in some 
cities - to speed up the movement of traffic without spending large sums of money. These 
measures include: [Herati, 1991]: 
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(a) Restrictions on parking, stopping, and street trading (case studies : San Jose and 
Lima); 

(b) Priority measures for public transport, such as bus-only lanes and segregated rights
of-way for public transport vehicles (casestudy: Bangkok); 

(c) Better control of traffic movements through such means as traffic signals and signs, 
intersection improvements and pedestrian walkways, backed up by improved 
enforcement of traffic regulations (casestudy: Abidjan);and 

(d) Road safety measures, including analysis of accident data, safe road design, 
inspeetion of motor vehicles, driver training and testing, and road user education 
(examples: Brazil, Chile and Costa Rica). 

In addition, responsibilities for traffic management and the enforcement of traffic rules and 
regulations are often fragmented and unclear, and the agencies charged with such 
responsibilities, including the traffic police, need to be strengthened. 

Management ofthe Urban Pub/ie bus system 
Here we will describe the role of the govemment when rnanaging an UP bus system. The 
most important things alocal govemment bas to regulate are: 
• Qualities of service, especially of modes; 
• Co-operatives and route associations; 
• Fares, costs versus availability for various socio-economie groups of population; 
• environmental impacts, e.g. they have the power to enforce more environmental fuels; 
• The flow of buses, maintenance of infrastructural improvements. 
• The other measures a local government has to implement concern land-use measures and 

constraints for private vehicles. Cars are not allowed to drive on busways for instance. 
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National environment 

In this appendix, characteristics of the national economy are discussed, which influence public 
transport. The demand for public transport is influenced by population growth, population density and 
iocome level of the population. The capacity of the institutions responsible for the co-ordination of 
public transport is largely influenced by the availability of adequate personnel. Therefore it is 
important to know sarnething about the education leveland health circumstances. And finally, the 
public transport sector will be largely influenced by investments in the road network ortransport 
sector. Therefore, it is important to know the importance of the transport sector for the national 
economy. 

4.2.1 Geography & Demography 

The Republic of Ghana is a West-African country hordered in the north by Burkina Faso, in theeast 
by Togo, in the south by the Golf of Guinea and in the west by the Ivory Coast. 
Ghana bas a totalland area of 238.537 square kilometres, which is 6,5 times bigger than The 
Netherlands (KIT, 1997, p.74). 
The total population of Ghana in 1994 is estimated at 16.525 million, with an assumed population 
growth rate of 2, 7 %, 3,5% in urban areas. In 1984, 16,4 % of total population was living in one of the 
four main urban centres; Accra-Tema, Kumasi, Sekondi-Takoradi and Tamale (Vision 2020, 1995, 
p.24). This is much higher now, see table 4.2.1. Assuming linear growth, the total population will be 
19.16 million this year. 

4.2.2 Social conditions 

Development indicators show that even though Ghana compares favourably with most other African 
countries, social conditions are worse than in developing countries as a whole. Mainly caused by 
inadequate facilities in the rural areas. 
In 1993, 36% of Ghana's population lived in poverty (poverty line 2/3 average income). The health 
service is slowly improving and only accessible for 60% of the total population (especially those in 
urban areas) (Vision 2020, p.5 and 6). This leads to low life expectancy and child mortality. 

4.2.3 Education 

Adult literacy is estimated at 64 % of the adult population (15 years and above) but varies 
considerably between men and women, their respective rates being 64% and 42% respectively. A 
small minority, less than 2 % of the population in the relevant age group, continues into tertiary 
education and this includes teacher training and teehoical colleges as well as universities. 
On average about 24 % of the annual government total ex penditure over the past five years has been 
devoted to education, equivalent to 4% of GDP (Vision 2020, 1995, p.7). 
The number of universities is smalland the capacity is limited. Many promising young people can't 
be placed. 

Concerning science and technology, the following problems are present: 
1. There is still little understanding among the general population of the value of S&T and a 

widespread belief in supernatmal explanations. In vestment in R&D is inadequate and linkages 
between scientific research and productive activities are weak; 

2. Lack of comprehensive and reliable information and statistica} data on important aspects of 
economie and social development; 

4.2.4 Economy 

The legacy of the colonial system was a structure characterised by spatial polarisation. Investment and 
development were limited to a few cities and enclave economies. Since independence, the 
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geographical pattem of resource investment has not changed significantly. Investment has principally 
been aimed at maxirnising economie growth in the "golden triangle" bounded by Accra-Tema, 
Kumasi and Sekondi-Takoradi. The structure of Ghana's economy and the geographical pattem of 
investment have resulted in a particularly uneven level of urbanisation, bath geographically and 
hierarchically, with wide variation inthelevel of services. The linkages between urban eentres (with 
services) and the hinterland (primary and processed products) are weak and underdeveloped. 
Generally speaking, towns like Accra and Kumasi do not fulfil their potential role as engines of 
growth within the local or national economy (Vision 2020, p.24). 
From 1984 to 1993, the GDP has increased with 52% and GDP per head with 22 %. This resu1ts in an 
average rate of growth of GPD per head at constant prices of 5 %. 
However, with population growing at around 2.7 % per annum, iocome per head rose by less than 2 % 
(Vision 2020, p. 9). The GNP per head ($370) is a little bit higher than that of alllaw-ineome 
countries ($350), see table 4.2.1 of this appendix. 

4.2.5 Con tribution of transport sector to GDP 

In 1993, theservices sector contributed 43.8 percent to the GDP of which the transport I 
communications sub-sector contributed 5.8 percent (Vision 2020, p.15). Despite its small contribution 
tototal GDP, the sub-sector plays a crucial role in the economy. The sub-sectoralso absorbs the 
largest share of public investment, which in 1992 amounted to 26% of total public investment from 
all sources, especially for roads and highways (Vision 2020, 1995, p.16). In future, this will he even 
higher, see table 4.2.3. In 1997, the contribution ofthe services sector to GPD was 36 %, which was 
much lower than in 1993, see section 4.2.10. 
The proposed % GDP growth rate of the Transport and communications sub-sector is 8 %, for 1996-
2000 in 1993 market prices, see table 4.2.3. 

4.2.6 Politics 

In 1992, Ghana became a Parliament Republic. International politica! pressure caused the change 
from a military dictatorshiptoa parliament democracy. Every four years elections are hold. The last 
one was on December 8, 1996. Jerry John Rawlings was elected again by a percentage of 57 percent 
of the votes. The National Democratie Congress (NOC), the party Rawlings belongs to, won 133 of 
the 200 seats in the parliament. 
With the election of Kofi Annan as the new Secretary-general of the United Nations on December 17, 
1996, Ghana can play an important role in the international polities. 
Although in many African countries ethnic diversity leads to politica! tensions, in Ghana there is a lot 
of stability (KIT, 1997, p.29-36). 

4.2. 7 Natoral resources 

In Ghana there is an abundancy of natura! resources in food production, cocoa, timber, rnining 
operations and other agro-based industries. This generates capita! and employment opportunities. The 
potential for economie growth is evident. 
But it also caused dependency on small-scale and technologically backward primary production. 
Because a lot of the goods and agricultural products have to be transported by road, this largely 
influences the road network. 

4.2.8 Infrastructure 

The spatial contiguration of the network is presented in a map, see section 4.2.13. Kumasi is the 
centre of the infrastructural network. 
At present the provision of transport infrastructure is entirely the responsibility of the pub! ie sector 
and, as previously indicated this takes up a major share of public investment expenditure. 
Road transport is the principal mode of transport in Ghana; it is estimated that road carries 98 % of 
freight. The current road network totals 38.700 kilometres, consisting of: 
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• 14.700 km of trunk roads, less than half of which are paved; 
• 22.000 km of feeder roads which are either gravel or earth; 
• 2.000 km of urban roads, most of which are paved but many are in poor condition (Vision 2020, 

1995, p.19). 

Besides a road netwerk, the relatively well developed transport infrastructure in Ghana comprises: 
A 950 km railway system linking Accra, Tema, Kumasi and Takadori, deep-water ports at Tema and 
Takadori, an inland water transport system on the Volta Lake, an international airport at Accra and 
dornestic airports at Kumasi and Tamale and a national airline providing international and dornestic 
services (World Bank, 1985, p.5). There is also the Volta dam, which used to supply the whole of 
Ghana of electricity. But, The supply of electricity ofthe Volta dam has decreased through elirnatic 
changes and the demand has increased so there will be energy shortages, which is a eenstraint on 
economie growth. 

4.2.9 Financing 

The financing needed for rehabilitation and maintenance of Ghana's whole road netwerk is large; 
about US$ 110 rnillion needs to be spent annually to clear the backlogs in periodic maintenance. 
Government has agreed under the Secend Transport Rehabilitation Project (TRP-II) that the Public 
Investment Program (PIP) for the transport sector would be reviewed annually and that Govemment 
would consult the Association befere undertaking major new investment projects costing more than 
US$5 rnillion equivalent, not included in the agreed PIP. The level of annual road rehabilitation and 
maintenance costs is expected to stabilise at around US$ 60 rnillion in and after 1998, to reach a target 
of 75% of roads in good condition by the year 2000. The government is comrnitted to achieving full 
cost recovery from 1994 onwards. Assurances to this effect were made during negotiations of the 
TRP-II. The govemment has successfully increased dornestic resources allocated for road 
maintenance and rehabilitation between 1990 and 1992 from 26.9 billion cedis to 35.0 billion cedis in 
1992. However, because of the eedi's depreciation this represents a small decline in dollar terms, from 
US$ 81.5 million to US$ 77.8 million. 

Funding for road maintenance comes from the road fund and Government's central budget (World 
Bank, 1993, p.8). The private sector is crowded out from the financial markets because the real rates 
of interest have raised to exorbitantly high levels. This is also enforced by the inadequate financial 
system, which offers unattractive reward to savers and thus disecurages the mobi1isation of finance 
for investment. 

4.2.10 Ghana compared toother low-income countries 

Based on data collected by the W orld Bank ( 1997), the following comparisons of different institutions 
can be made ( 1999). 

T bl 4 2 1 Gh a e ... ana cernpare d h 1 to ot er ow-mcome countnes 
Institutions Indicators Details Ghana Sub- Low-

Saharan iocome 
Africa* countries 

Economy GNP per capita 1997 $370 $308 $350 

Average annual % growth 1987-1997 1.4 -0.5 
GDP 1985-1989 5.2 3.1 

Contribution of services 1993 48 
sector to GDP 1997 36 

Education School enrolment ( 1980) 

• Primary 79 76 91 
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• Secondary 41 14 
llliteracy % of population 36 43 47 

Population Population growth rate 1985-1989 3.5 2.9 2.1 
1992-1998 2.6 2.6 1.7 

Urban population % of population 37 32 28 
Life expectancy at birth 1996 59 51 59 
Age structure population 1996 

• 0-14 44.5 45.5 

• 15-64 52.4 51.7 

• 65+ 3 2.8 

Population per km 2 1997 79 26 

* Excluding South Afnca 

Compared toother sub-Saharan African countries, Ghana is doing wellat many fronts. But still, 
Ghana is a typicallow-income country. 

4.2.11 Macro-economie framework 

Table 4 2 2: Macro-economie framewerk .. 
Base Growth rate 
year (%) 
1993 1994 1995 1996 1997 1998 1999 2000 1996-2000 

Gross Dornestic product 
GDP at current market 3,932 5,186 6,309 7,365 8,528 9,879 11,448 13,207 15.72 
prices (C billion) 
Annua1 intlation index 100 126.9 145.9 159.0 171.8 184.6 197.6 209.4 7.12 
GDP at 1993 market 3,932 4,087 4,324 4,631 4,965 5,350 5,795 6,307 8.03 
prices (C billion) 
Population (million) 16.07 16.54 17.02 17.51 18 18.5 19 19.51 2.74 
GDPperhead 
at 1993 market prices 244.7 247.0 254.0 264.5 275.9 289.2 305.0 323.2 5.14 
( c '000) .. 

Source: VISion 2020, 1996, p. 88 

4.2.12 Allocations of development expenditure 

Allocations by sectors and sub-sectors in the Public Investment Programme (PIP) for 1994-1996 are 
presented in the table below. Nearly three quarters of total planned ex penditure (TPE) and just over 
two-thirds of total secured funding (TSF) is allocated to the economie infrastructure, over half of 
which is devoted to transport and communications, including roads and highways. 

Table 4.2.3: Sectoral allocations in the 1994-1996 PIP 
Sector % of total planned expenditure % of total secured funding 
PRODUCTIVE 9.79 11.60 
Food and agriculture 5.24 6.22 
Science & Technology 1.54 1.76 
Lands & Forestry 1.80 2.24 
Trade & Industry 1.22 1.08 
ECONOMIC INFRASTRUCTURE 74.62 69.62 
Water 12.63 11.76 
Transport & communications 10.66 10.68 
Energy & Mines 18.76 9.80 
Roads & Highways 29.48 32.24 
W orks & Housing 3.08 3.14 
SOCIAL, ADMINISTRATION 15.59 18.78 
Education 7.81 9.12 
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Health 3089 4082 
Local government 0.47 0058 
PAMSCAD 0009 0.11 
Information 0057 0071 
Environment 0087 1.07 
Culture 0027 0.34 
Multi-sectoral 1.61 2001 
Total share of projected GDP 10.13 8.12 

T bl 4 2 4 P d l ll ti f 
0 

l d do (1996 2000) a e 0 0 0 ropose sectora a oca ons o capita an recurren expen 1ture -
Sector % sub-sector % of total capital expenditure % of total recurrent 

expenditure 1 

A. DIRECT PRODUCTION 13.5 5o0 
Agriculture 900 300 
In dustry 405 200 
Bo ECONOMIC INFRASTRUCTURE 53.5 4o0 
Energy & Water 1900 005 
Transport & Communications 30.0 205 
Trade & Tourism 400 005 
Financial & Economie services 0.5 005 
C. SOCIAL INFRASTRUCTURE 2800 5800 
Education & Training 1200 4000 
Health 1000 1000 
Housing 305 005 
Culture, sports & Recreation 1.0 1.0 
Other social services 1.5 1.5 
Do DEVELOPMENT MANAGEMENT 200 1000 
Socio-economics policies 0.5 5o0 
Sub-national development planning 008 300 
Land & environmental planning Oo7 2.0 
Total development exQenditure 9700 7200 
Administrative expenditure 300 2800 

0 0 
Source: Vtston 2020, 1996, po85 and 86 

So, compared to the past, there is more expenditure on education and health (from 12 to 22 percent) 
nowo 

1 Capita! expenditures are in vestment expenditures and expenditures on the rehabilitation andreplacement of 
assetso Recurrent expenditures are wages, salaries and operational costs and expenditures on the operatien and 
maintenance of all assetso 
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4.2.13 Road network Ghana 

Source: KIT, 1997, p.75 

32 



Appendix 5.2 

Kumasi environment 

Here the main environmental characteristics of Kumasi will be discussed, which are 
influencing the pysical state and use of public transport terminals. 

5.2.1 Geography & Topography 

Kumasi, is located between latitude 6.35° -6.40 o and longitude 1.30 - 1.35 , an elevation of 
about 288 feet above sea level with an area of about 152 square kilometres (Development 
Plan I, 1996, p.l). From the centre of Adum, the city spreads out in a circular fashion to cover 
an area with a radius of approximately ten kilometres. 
Kumasi is hilly which influences the road design and drainage system designs. The Kejetia 
terminal is located in a valley and therefore lowlying and floodable during rainy season (see 
6.3.1). 

5.2.2 Demography 

The population is expected to grow from 0,65 million in 1996 to 0,97 million in 2006 and to 
1,3 million in 2016. Th is represents a 3,6 % growth rate over the 20 years. Over 60% of the 
regional growth between 1996 and 2016 is inside the Ring Road (Devecon I Finnroad, 1997, 
p.9). 
The population of Kumasi metropolitau area is increased not only in size, but is also 
spreading in space. This has resulted in an unpredented urban sprawl. The high rate of rural
urban migration is also creating its toll on the city expansion and the offspring of shanty 
settlements and slum areas. The town expansion processes appear to be uncontrolled 
(lntegrated consultants, 1991, p.86). 

5.2.3 Climate 

As part of the wet semi-equatorial belt of Ghana, the Metropolis experiences not too warm or 
too cold conditions throughout the year. Maximum temperatures average 30° C whilst 
minimum temperatures are slightly lower at 26° C. The first rainy season occurs from May to 
June, the second rainy season begins in September and endsin October (M. Asiedu, 1997, p.3 
and 4). The city is located within the forest zone and has a minimum annual rainfall of 20 mm 
and a maximum of 214 mm (Development Plan I, 1996, p.1). 

5.2.4 Economy 

The service and industrial sectors account for 60 and 30% of GDP and employ 70 and 23% of 
Iabour force respectively. On the other hand, agriculture accounts for 10% of the metropolis 
GDP and 8% of employment (Development Plan I, 1996, p.2). 

In short, there are four major economie activity points in the city: 
The central area comprising the Kejetia terminal, the central market (local food items 
as wellas local and foreign goods) and the Adum shopping district (wholesale and 
retail activities); 
Suame and Asafo auto repair workshops and related activities; 
Ahinsan/ Kassei Asokwa industrial area dominated by timber processing factories. 
Logging yards, breweries and petroleum storage installations; and 
Angola Timber Products markets (De vee on I Finnroad, 1997, p.2). 

To get a better overview of all these activity points, it is advisable tolook at map 5.1 in 
chapter 5. 
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5.2.6 Employment 

Apart from the format sector, there is a very large informal sector. In terms of employment 
numbers, the informal sector largely exceeds the format sector. In terms of contribution to 
GNP it is difficult to quantify the informal sector. In the centre, one finds one of the largest 
traditional markets of West-Africa, its servicing area exceeds the Ghanaian boundaries. 
Still, employment in Kumasi is expected to grow from 310 thousand in 1996 to 460 thousand 
in 2006 and to 620 thousand in 2021. This represents a 3.5% annual growth rate over the 20 
years. The increase in employment is concentrated inside the Ring Road with the CBD itself 
contributing about 17% of the regionat growth (Devecon I Finnroad, 1997, p.9). 
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Future network improvements 

In this appendix, the future network improvements for the two network supply concepts are 
discussed in more detail. These were taken over out of the report of Devecon Finnroad. The 
identity numbers of tables 5.4.1 and 5.4.2 are restored in themapin chapter 5. 

Table 5.4.1: Description of suggested improvements for the medium range road network 
concept 

Project ID. No Description Priority 

KMA02 Kejetia Redevelopment and Traffic Management Scheme al most 
finished 

KMA03 Eastern Bypass: new 4 lane road completing the Ring Road High 
connecting Lake Road to Accra Road 

KMA05 Outer Ring Road: reserve corridor High 
KMA06 Sunyani Road: widen to 4 lanes from Prempeh college to Bekwai Medium-

Roundabout and then further along New Bekwai Road to Komfo High 
Anokye Roundabout 

KMA08 Lake Road: widen to 4 lanes between city boundary and Eastern Medium 
Bypass 

KMA09 Krofrom Tafo Bypass: new 2 lane road connecting Mampang High 
Road to Komfo Anokye Road (Ring Road) 

KMA 12 Western Bypass (Ring Road): widen to 4lanes between Sunyani Low 
Road and Bekwai Road 

KMA 14 Barakese Road: widen to 4lanes from Abrepo to Western Bypass High 
(Ring Road) and further along Bantama High Street to Komfo 
Anoye Hospita! Roundabout 

Source: Devecon I Fmnroad, 1997, Annex B 

Table 5.4.2: Description of suggested improvementsfor the long_ range road network concept 
Project ID. No Description 

KMA01 Abrepo-Maakro Suame Road: new 2lane link between Abrepo and Maakro 

KMA04 UTC- Asafo Market bridge: widen to 4 lanes 

KMA06 Sunyani Road: widen to 4 lanes from Prempeh college to city boundary 

KMA07 Sunyani Road - Obuasi Road connector: new 2 lane link 

KMA 11 Southern Bypass (Ring road): widen to 4 lanes between Obuasi Road and Lake 
Road 

KMA 13 Mampang Road: widen to 4 lanes between Suame Roundabout and Tafo 

KMA 15 Lake Road: widen to 4 lanes from the Southern Bypass (Ring Road) to Fuller Road 

Source: Devecon I Fmnroad, 1997, Annex B 

T. bi 5 4 3 s tfi a e .. : )ystem pe ormance stattsttcs 
Scenario Description Scenario Vehicle-km V ehicle-hrs Average Level of 

ID. no. (thousands) (thousands) speed: system service index 
wideiCBD (system wide) 
(km/ h) 

1996 Base Network 60 142 4 37/22 A 
& 1996 land use 
1996 Base Network 63 343 15 23/13 D 
& 2006 land use 
1996 Base Network 61 520 27 19/10 E 
& 2016land use 
Recommended 64 347 14 25/13 c 
medium range 
Network & 2006 
land use 
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Recommended 65 529 24 22 I 11 D 
medium range 
Network & 2006 
land use 

Table 5 4.4: Levels of service 
Operating conditions Level of service % speed reduction 

(I 00 - average speed I free speed x I 00) 
Free flow A 10% 
Stabie flow: slight delay B 30% 
Stabie flow: acceptable delay c 40% 
Approaching congestien D 50% 
Congestien E 60% 
Poreed flow F 70% 
Source: Devecon I Fmnroad, 1997, Annex B 
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Growth levels 

In this appendix, the traffic growth level and public transport growth rate are discussed in more detail. 
There are two different ways, to deterrnine the future traffic growth: 
1. Based on existing reports in which predictions are made; and 
2. Basedon past growth rate of registered vehicles at VELD. 
Both do not say anything about the future public transport growth rate. 

5.5.1 Existing reports and VELD data 

Annual growth levels 1996-2006 2006-2016 1996-2016 
Income 4,I4% 2,92% 3,53% 
Cars available 7,79% 4,98% 6,38% 
Cars/ IOOO 6,85% 2,23% 4,49% 
Population 4,19% 2,94% 3,56% 
No. of motorised trips 3,22% 2,75% 2,98% 
Source: Consultancy services for the appomtment of a transport planner, table 5.15, I996 

According to this report, the traffic growth is the same as the number of motorised trips growth level (3 % on the 
average), which is correlated with the population, monthly income and estimated cars available. 
The future population growth rate and income rates of Kumasi are expected to be 3,6 %. 

According toanother report, the report ofthe Kumasi traftic model, the average annual increase oftraffic is 4,1 
%. This rate is based on the total peak hourly vehicular trips growth. 

The average annual growth rate of roadworthiness renewal registered vehicles in Kumasi has been 12,7% 
between t989 and 1997. Especially between 199 I and I 992 and between 1995 and 1996, the growth has been 
explosive. From 1996 until t998, the growth rateis quite stable, around 7,5 %. This is visualised in the following 
figure: 

-+-Year 

-11-Number 

Figure 5.1: Growth of roadworthiness renewal registered vehicles (source: VELD) 

5.5.2 Public transport growth rate within the city centre 

This is very difficult to determine because there are many effects that counteract When the income level rises, 
also private car ownership increases (linear relationship), than the use of pubtic transport decreases. 
But at the sametime economie growth and population growth lead to more pubtic transport use. But one can 
assume that the public transport growth is directly related to the traffic growth in generaL The only difference is 
that it excludes private car growth. 

5.5.3 Condusion 

An annual growth rate of 4, I % is most assumable and will therefore be used from now on. 
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Checklist Actual profile Kejetia terminal 

In this appendix, the actual profile, which is one of the steps in the theoretica! framework, is 
operationalised. Therefore, the indicators used to decribe the characteristics are presented. 

6.1.1 Checklist 

Characteristics Indicators 

De mand 
Vehicles Total number of vehicles 

Type of vehicles 
Modal split 
Throughput growth rate 

Passengers Total number of passengers 
Passenger characteristics 

Other Other users 
Effects of construction projects. 

Physical characteristics 
Location Place within infrastructural network Kumasi 

Ristory terminal, choice of location 
Socio-economie function 
destinations 

Infrastructure Size area, capacity 
Spaces for physical expansion 
Number of lanes and tracks 
Number of entrances and exits and their layout 
Routing 
Restrictions 
Harriers and fencing 
Traffic separation 
Intersection design 
Road surface conditions 
Drainage 
Pedestrian crossing facilities, walking routes 
Passenger alighting and boarding facilities 

Regulation Markings 
Signs, signposts 
lighting 

Facilities Offices for the management, sanitary facilities, refreshment facilities, 
waiting facilities, starage facilities and eating areas 

Parking supply Parking places 
Designated spaces or bays 
Turning movements 

Parking demand Peak accumulation 
Turnover 
Average parking duration (min) 

Op_erational characteristics 
Activities 

Operation principles 

Behaviour of operators 

Management Capacities 
capabilities 

Fare characteristics Method of fare collection 
Fare systems 
Types of fare 
Destinations served 

Passenger information service 

Safety 
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I Maintenance 

6.1.2 Flow study forms 

V ehicle & Passenger flow study, Inflow 
(Parking De mand study) 

Name observator: ............................... . 
Date: ............................................ . 
Terminal: ...................................... .. 
Place of study: ................................ . 

INFLOW TIME License plate 

"' ·~ 

= E-c 

"' Q 
r.. ..... 
8 

E-c ..... 
"' Q,l 

"' = .1:1 

·= 
~ 

* "' Q,l 

"' = =:I 
Q,l 
Cf) 
r.. 
= .....:l 

ofj 

8 
= :a 
Q,l 

~ 

Start time study: ........................... .. 
Specitic circumstances: ................... . 

No. Passengers TIME License plate 

* Medtum buses have 25-40 passengers, Large buses 40-80 passengers 

NOTES: 
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V ehicle & Passenger flow study, Outflow 
(Parking Demand study) 

Name observator: ............................... . 
Date: ............................................ . 
Terminal: ....................................... . 
Place of study: ................................. . 

OUTFLOW TIME License plate 

<I) 

·~ = E-< 

<I) 

0 
..... .... 
0 
..... 

E-< ..... 
<I) 
~ 
<I) 

= ,.Q 

ï3 
~ 

* <I) 
~ 
<I) 

= = 
~ 
OAl ..... = ..J 

cfJ 
8 = .... 

'"Cl 
~ :::; 

Start time study: ............................ . 
Specific circumstances: ............... . 

No. Passengers TIME License plate 

* Medmm buses have 25-40 passengers, Large buses 40-80 passengers 

NOTES: 
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De mand 

In this appendix the demand is described in more detail. This includes detailed information about the 
past and future growth rate of the demand and the characteristics of the users of the terminals 
(passengers, operators and vehicles). The characteristics of the vehicles are determined by the flow 
studies done. 

6.2.1 Growth levels 

I Throughput growth 

The throughput growth rate can be determined, based on different growth trends: 
I. Based on the growth in number of re gistered vehicles at the terminal ( compare my findings with De Leuw 

Carter, I9891
); 

2. Basedon growth ofthe number of vehicles operatingat the terminal (total flow). Compare own findings 
(1999) with the findingsof the flow studies done by CEPA (1995); 

3. Basedon growth of number of branches and locals; 

Por all trends two very important developments have to be taken in mind. The first development is that the 
growth rate of Kejetia is largely determined by a replacement of destinations from terminals outside the CBD to 
Kejetia terminal. 10 years ago, the satellite terminals were much more in use. The second development is that the 
number of public transport vehicles and therefore operators has increased tremendously. Both these 
developments are stabilised now. The first development willeven be reversed. 

Ad. I: 
Basedon the finding of the management survey, one can take an average of 40 registered vehicles per branch I 
local. Then the total number of registered vehicles would be 4480. Compared to the findings of De Leuw Carter 
(2864 in I989) and assuming lineair growth, the annual throughput growth rate has been 4.6 %. If one also 
includes the 300 vehicles of PROTOA, the growth rate will be 5.3 %. 

Ad. 2: 
The comparison gives the following results: 

T bi 6 2 I C a e ... ompanson fl d ow stu y resu ts 

Plows Total flow In flow 

Own findings (1999) II.494 4.901 
CEPA (1995) 5.889 3.5I5 
Annual growth rate I8,2% 8,7% 

Because the outflow differs too much, it is more realistictotake the growth rate of the inflow. Two rectifications 
have to be made. Pirstly, it is not clear if the inflow of CEPA is discounted by a bias and in which month, on 
which day the flow studies were done. Secondly, it is not sure ifthe total flow was 15% higher befare 
construction started. The lower turnover rate (see 6.4.5) indicates a slower operatien or more congestion within 
the terminal. The enormous queue before the entrance also assumes more congestion within the terminal than 
before any construction started. Probably, the use of the terminal has intensified. Por further calculations 
though, the 15 % will forma safe margin. 

Ad. 3: 
Total number of locals and branches in I989: 55 (source; De Leuw-Carther), in I998: II2 (source: GPRTU). 
Which means an annual throughput growth rate of 8.2 %. Comparing with ad.l, one can conclude that the 
average number of vehicles re gistered per local/branch has diminished or that the real number of re gistered 
vehicles is higher than managers have indicated. 

So, the past throughput growth rate lies around 8% annually. 

11 Expected throughput growth: 

1 This report is the Kornasi District Traffic Management and Improvement Study and contains all possible 
improvements for the traffic system of Kornasi and is therefore a very important plan. Some of the 
recommendations have been implemented, others still not. 
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Kejetia will be used only for intra-city and western operations. A decentralisation plan to satelite terminals like 
Asafo, Bantama and New Tafo is very important. This will automatically diminish the throughput growth rate. 
In future, Kejetia will also attract operators now eperating at other terminals because passengers like to come 
here. Butbasedon the experience of New Tema station this will not be the case at first. At first, notall of the 
drivers want to operate from Kejetia because drivers don't like changes and using the terminal will be more 
costly (so in the first two years after construction many drivers will operate from the street which on his turn will 
influence the congestion). 

Condusion 
The reversing trend is going to take place, destinations from Kejetia have to be replaced to satelite terminals. 
This means that the expected throughput growth will be lower than 8% (the most plausible growth rate of part 
I). The throughput growth level is dependent on the number of passengers using public transport, the future 
attraction of Kejetia and to a much lesser ex tent to the general traffic growth. 
It is wise to use two different growth rates, a low and a high estimate. 
Low estimate: 
The general yearly traffic growth is expected to 4.1% (see appendix 5.5), especially by the high growth rate of 
private cars. So, an estimation of the future annual throughput growth rate has to be lower than 4.1 %. 
The population growth rate is 3.6 %. Based on the assumptions that the growth rate of passengers is similar and 
the use of terminals in Kumasi will be evenly spread in future, the throughput growth rate can be estimated to be 
3.6 %. 
High estimate: 
The future growth rate is 6 %, somewhat lower than 8 % because of the decentralisation. This percentage is also 
used in the studies done by CEPA (see reference 4 and 5). 
In further calculations, both growth rates have to be used for favourable and a unfavourable scenario's. 

6.2.2 Flow study results 

Results flow studies Kejetia terminal 
Date: Friday and Saturday, 12 and 13th February 1999 
Place: En try I exit Kejetia terminal (at the time of the surveys only one due to construction at Park road, 

formally two entries I exits) 
Time: From 6 am to 6 pm, 12 hours non stop counting 

Theory 

During two days, a typical weekday and a weekend day (Friday and Saturday), two flow studies were taken at 
the same time; a total demand study and a parking study. 
To be able to determine the demand of the capacity of the terminal, total flows of passengers and vehicles going 
in and out the terminal had to be counted. Based on these data, the maximum hourly demand for the terminal 
could be determined. The demand was higher for Saturday which is opposite to former studies and very typical, 
maybe because of an extreme number of funerals. 
A parking study was necessary to determine the current capacity of the terminal. Because the parking time 
(including searching-, queuing-, circulation- and Ioading time) is a direct indicator of capacity (both physically 
and organisational). And it is also an indicator of quality of public transport. 
Most registration plates in Kumasi are like AS 1234 B, AS means Ashanti region, then three to four numbers and 
then a letter of the alphabet. Only the numbers were noted because there is only a I in I 0.000 change of the 
re gistration plate being repeated. This risk is further reduced by the change of vehicles being of the same type 
(Siinn, traffic engineering p.16). 
Typical errors in the collection of registration plate data are: 

the plate is missed completely 
one or more characters are misrecorded or two characters are transposed 
the type of vehicle is misrecorded 
the time at which the vehicle passes the site is wrongly recorded (Taylor, I996, p.258) 

In more detail, the studies contained the following data collection: 

Demand study 
1. Total number of vehicles entering (int1ow) and total number of vehicles leaving (outtlow) the terminal; 
2. Total number of passengers entering (inflow) and total number of passengers leaving (outflow) the terminal. 
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Parking study 
I. Total number of vehicles parked before 6 am. 
2. Hourly subtraction of vehicles entering and leaving, determination of the peak hour t1ow 
3. Allowance for the number of vehicles estimated to be circulating within the survey area 
4. Determination of the peak accumulation: number of parked vehicles at the peak hour 

(1 + 2- 3) 
5. Number of parking places (CEPA and own observation) 
6. Turnover rate ( 4 : 5) 
The biggest disadvantage of a parking study I sentry survey is that you don't have an indication of how time is 
spent in the terminal. Factors as search patterns, parking ability (some drivers are more adept to parking than 
others) and congestion (not enough space for or obstruction) are not distinguished (Taylor, 1996, p.282). 

For the parking study or so called sentry survey, the surveyars were positioned where they could record the 
licence plates and entry and exit times of all vehicles entering and leaving the parking area (the Kejetia terminal). 

Problems encountered 
The biggest problem was noting the three things at the same time (time, vehicle registration number and number 
of passengers). Especially fortheinflow in the morning when there is no queue and the inflow of vehicles is fast. 
Besides that, vehicles sneak in behind or go in in double rows which makes observation of all vehicles 
impossible. 
This bias was however captured by a total overall flow count. And will also be captured during the matching of 
the registration numbers (the bias will be the unmatchable percentage). 

Another bias in the outcomes is caused by the evacoation of part of the terminal (15 % in land size area) because 
of the KTMRP. Park road and the drainage system of the terminal were under construction during the time the 
surveys were taken. It was not before March, that the researcher found out that an area near the Cultural Centre 
was prepared to function as a terminal for the vehicles, which had to leave Kejetia in November 1998. 

An additional study at the Cultural centre was done. Unfortunately, the outcomes of this survey are not very 
usefull. First of all, the survey took place at the beginning of March so there is a time lap and a different situation 
because at that time much more vehicles used the Cultural Centre terminal than before the evacoation in 
February. Secondly, vehicles were sneaking in and out the terminal which causes a big bias because we were not 
able to count all vehicles. 

During the time the other terminals were investigated it became clear that February is one of the bus i est months 
and Monday is the busiest day (not Friday as was expected by the researcher). 

There are many vehicles who do not belong to public transport but do use the terminal at Kejetia. According to 
flow studies done in 1995 by TDP consultants, it is even 13% during the week and 15% at the weekend oftotal 
flow (in- plus outflow). 
I only counted taxi's, trotra's and buses and I didn't count non-public transport users. So, I will have to take over 
the 13 or 15 %. 

Results 
Saturday the 13th of February at Kejetia terminal 

T bi 6 2 2 12 h I . fl I K. "al a e .. ourJy m ow countmg resu ts ewt1a termm 
Time IN FLOW Total inflow Difference I Bias 

Passengers Vehicles vehicles 
6am-7 am 2180 320 326 -6 
7am-8am 2317 310 318 -8 
8 am-9 am 2420 300 276 +24 
9am- IOam 1726 290 285 +5 
10 arn- 11 am 1562 276 255 +21 
11 am-12 am 1619 259 227 +32 
12 am-I pm 2030 298 302 -4 
1 pm-2 pm 1513 231 321 -90 
2pm-3_gm 2278 355 427 -72 
3 pm-4 pm 1613 321 463 -142 
4 pm-5pm 1684 316 412 -96 
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1778 316 417 -101 
22.720 3.592 4.029 -437* 

T b1 6 2 3 M d I r . fl K . I a e ... o e spnt m OW eJe Ja ermma 
Modal split Vehicles Passen_g_ers Occupancy 
Taxis 28% 6,6% 1.5 
Trotros 63,8% 81,4% 8 
Buses 8,2% 2% 9.9 

T bi 6 2 4 12 h a e .. fl I K .. . I our y out ow countmg resu ts eJetia termma 
Time OUTFLOW Total outflow Difference I Bias 

Passengers Vehicles vehicles 
6am-7am 2060 265 203 +62 
7am-8am 2889 260 287 -27 
8am-9am 3823 310 267 +43 
9 am-10 am 4055 300 308 -8 
lOam-llam 3970 287 303 -16 
11 am-12am 3644 246 260 -14 
12 am-1 pm 4646 313 357 -44 
1 pm-2pm 4977 305 392 -87 
2 pm-3 pm 5623 361 445 -84 
3 pm-4pm 5388 384 441 -57 
4 pm-5 pm 5623 386 409 -23 
5 pm-6pm 6151 407 516 -109 
Total 52.849 3.824 4.188 -364* 

* The total bias IS 8,7 % 

T bi 6 25 M dI I' fl K .. . I a e ... o a split out ow eJetia termma 
Modal ~lit Vehic1es Passengers Occupancy 
Taxis 23,4% 7,1% 3.9 
Trotros 68,6% 77,7% 15.4 
Buses 8% 14,9 %t 26.7 

Table 6 2 6· Total inflow and outt1ow ... 
Total passengers Total vehicles 

Total Inflow 25.174 4.029 
Total outflow 57.447 4.188 
Total 82.621 .!. 8.217 J 

1. Th1s IS actually 85% of all veh1cles usmg the termmal (because of the 15 % non-pub1ic transport users), so 
then the total flow should be 9.450. Also the percentage of vehicles operatingat other places (rep1aced) 
besides the Cultural Centreis nottaken into account yet. This is estimated to be 15 percent. So then the total 
will be 10.867. The day the flow studies were doneis a Saturday in the month February. For getting the 
average daily flow allover the year, the findings have to be discounted. Multiplied by 1.1 for an average 
weekday and divided by 1.04 for the month February, (source: Quainoo, BRRI, 1989, p. 33 3

) which results 
in 11.494. 

2. For both int1ow and outflow the bias has been included. But also the total number of passengers has to be 
discounted. The more realistictotal number of passengers is 87.388. 

Parking demand, Accumulation 

2 There is a big difference in the percentage of passengers in buses between inflow and outflow. This can be 
explained by the fact that most passengers from outside Kumasi already alight before the bus reaches the city 
ccntre. Kejetia is the final stop. On the sametime buses only leave Kejetia when they are full. The total number 
of passengers going out of the terminal are always much higher than the number of passengers going in. 
3 

The discounting factors are based on weekly and monthly traftic count studies done in 1989 in the CBD on the 
large approach roads to the former Kejetia roundabout. 
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Table 6 2 7· Accumulation Kejetia terminal ... 
Time Kejetia terminal 
Total vehicles parked in the morning 300 
6am-7 am 423 
7am-8am 454 
8 am-9 am 465 
9am-10am 442 
!Oam-11 am 394 
11 am-12 am 361 
12 am-1 pm 306 
1_l)_m- 2 pm 235 
2 pm-3 pm 217 
3pm-4pm 195 
4pm-5 pm 198 
5 pm-6pm 99 
• The h1ghest/ peak accumulation IS (465- 40 (Circulatmg vehicles at Kejetia)) multiplied by 15% is 489.This 

is 58 % lower than the accumulation of CEPA (total accumulation 1164 (see tab ie in section 6.4.5). Mainly 
caused by the much larger outflow. This can be explained by the fact that on Saturday vehicles which were 
parked for a couple of days, no leave the station. 

• The turn-overrateis 1,5 (489: 330), the estimated number of parking places during the flow study is 330 
(15% less). 

Conciosion 

As expected, the total bias of the inflow was higher than that of the outflow (respectively I 0.8 and 8.7 percent) 
because the inflow was more difficult to count. The bias in matching the vehicle plate numbers will be higher 
again because of other typical mistakes made as already explained. 
The total flow is 11.494, which means that every hour 479 vehicles go in and out. 

6.2.3 Charaderistics users of the terminal (Demand) 

For the passengers questionnaires, it has to be taken into account that more than half of the questionnaire were 
taken on Saturday. The results can be different from a normal weekday. For instanee on Saturday richer people 
travel or more male than female tra vel. Though, the characteristics are based on both days together. 

Characteristics Passengers 
1. 61 % of the respondents is male. Th is is not representative for the urban sex distri bution (see chapter 3 
2. The reason why most people (49 %) go home is that Kejetia is a typical transfer station (see question 4). The 

first trip people make is mostly to work and school based on research done in 1997 this accounted for 68.6 
%in Kumasi. The second trip is back home, this accounted for 100% in Kumasi (United Consultancy, 
1997, p.30) 
But because 48% the questionnaires were doneon Saturday, many people (19 %) go to visit somebody or 
go toa funeral (In Kumasi, most people are buried on Saturday). For the same reason going toshop will be 
higher and going to work lower than on a weekday. 

3. 89 %of the passengers are going to travel by trotro (minibus) or bus. 
4. 60 % of the passengers came by trotro or bus. 22 % came by taxi. According to an earlierresearch done in 

1995,93% ofthe traveilers walktotheir first trip (TDP Consult, 1995, p.l4). This means that only 12% of 
the respondents is going to make his I her tïrst trip. 
85 % of the respondents is making a transfer at Kejetia, for only 3 % it is the final destination. 

5. 86 %of the respondents is between 20 and 40 years of age (7 %is 20 years of age). 
6. The biggest occupation group is that of the traders, 23 %. According to research done in 1997 (United 

Consultancy, 1997, p. VI) self-employment accounted for 65.0% of the employed in Kumasi. This wasn't 
asked explicitly, but one can assume that many of the businessman I wo men, traders and others (sewers, 
farmers, etc.) are self-employed, which together form 59% of the respondents. Also not working people will 
do something to stay a life. 

7. Only 8 % of the respondents is illiterate, this is low compared to the national illiteracy rate which is 41 % 
(Vision 2020, 1996) 

8. 80 % of the passengers use pub! ie transport between 1 and 10 times a week, and many ofthem answered 5 
times, which is also the middle of the two scales. 
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9. 56% spends between ~0 and ~t5000 a week on public transport. But one third spends more than ~7000 a 
week. 

10. 84 % of the passengers wait less than one hour for each trip they make. 43 % waits Iess than 15 minutes. 
11. 52 % of the passengers earn less than ~I 00.000 a month. 18 % earns more than ~ 150.000 a month. Ho wever 

real salaries will be higher due to second jobs, allowances over and above salaries and a reluctance to 
di vuige personal information. 

12. A . d. . f h f h . bi' b I I d :f; ll n m teatiOn o t e average amount o t e mcome spent on pu te tranSI>_ort can e ca cu ate as o ows: 
Average monthly amount (0.28 x 1500 + 0.28 x 4000 + 0.1 x 6000 + 0.34 x 9000) x 4 = ~25.120 
spent on public transport 
Average monthly_ income 0.25 x 25000 + 0.27 x 75000 + 0.15 x 125000 + 0.18 x 200.000 = ~81.250 
Percentage of income spent 31% 
on public transport 

This is very high compared to other developing countries and this does not satisfy the condition of the 
World Bank (Household expenditure on travel as a percentage of household income has a maximum of 10 
percent, see Appendix 4.1 ). In reality though, income levels are much higher due to second jobs, 
allowances over and above salaries and a reluctance to divulge personal information. According to a 
research done in 1997 (Consultancy services, p.VII), the mean income of the head of the household was 
found to be ~208.187. The mean incames of other memhers of the household were found to be ~94.883. 

Characteristics operators 
1. The 68 % trotrol minibus and 30% bus is not representative for the real vehicle mix. Basedon my own flow 

studies the vehicle mix (at Kejetia) is 23% taxis, 69% trotro's/ minibuses and 8% buses fortheinflow and 
28 %, 64 % and 8 % respectively for the outflow, this is in exclusion of non public transport vehicles. But it 
is not clear if drivers have the samecriteria (more than 25 passengers) fora bus. It is suspected by the 
researcher that drivers cal! everything somewhat bigger than a small minibus a bus. 

2. Al most 80 % of the drivers are employee. 
3. The average of the number of times a day drivers visit the terminal is 3,48, so between 3 and 4 times. This 

information is very useful for determining the total number of vehicles using the terminal. 
4. Almast all drivers interviewed are memher of the GPRTU, which is in accordance with earlierresearch done 

(TOP, traffic surveys K, 1995). 
5. Half of the number of drivers interviewed, said that assistance in times of need is the main advantage of 

belonging to an association. 
6. 76 percent of the drivers is between 21 and 40 years old. 
7. Almast 80 percent have basic education, 8 percent no forma! education. But if you add the percentage that 

quit halfway, the percentage no forma! education reaches 20 %. 
8. The fact that 45% has to wait more than 30 minutes to find a parking place, gives a good indication ofthe 

lacking capacity of the terminal. 
9. Almast one third of all drivers interviewed had to wait between one and one and a half-hour before they 

were allowed to depart (on scale). More than one third had to wait more than one and a half-hour. 
10. Most drivers (57 %) earn between 5.000 and 10.000 a day. That means between 120.000 and 240.000 a 

month (for Ghana that are quite good salaries). Of course, depreciation and other casts are not included so 
the real salaries are lower. 
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Infrastructure characteristics 
6.4.1 the former layout of Kejetia terminal 

Map 6.1: Former Layout of Kejetia terminal 
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6.4.2 Destinations served from Kejetia 4. Bekwai no.l x 
x 

Lane 1 NORTH 6. Amansie Voesi x 
Destination Branch Loc al 7. Dunkwa x 
1. Offinso x 8. Fosu I C<lQ_e Coast x 
2. Jeyi (N) x 9. Manso ex_Q. x 
3. Atebubu (N) x 10 .Manso main x 
4. Krachi x ll.Bayerebon x 
5. Anyinasusu x 12.Bokawkye x 
6.Afi~ya x 
7. Mampoog (N) x LaneS 
8. Bepoase x Destination Branch Local 
9. Agona (N) x 1. Dominase x 
lO.Jarrasi (N) x 2. Tezrem-Kyetweweme x 
11.Ejura x -Nobesu-Beme 
12.Nsuta (N) x 3. Derma x 
13.Beposo x 4. Ajuman x 
14.Agona Asamang (N) x 5. Breman trotro x 
15.Tatale x 6. Pankrono A~matim x 
16.Agona Wassa (N) x 7. Obuasi e~. x 

Lane2NORTH Eirmr t ti SOUTH 1 ID2 sa on 
Destination Branch Local Des ti nation Branch Loc al 
1. Wonno Asooomaso x 1. Kumasi/ Obuasi x 
2. Nerebehi x Ne~lan 

3. Wenebi x 2. Abuakwa (tr) x 
4. Banda x 3. Adumakase kese x 
5. Techiman x 4. Abufour x 
6. Buipe x 
7. Nkranso x Lane6 
8. Kintampo x Destination Branch Loc al 
9. Akomadan/ Afrancho x 1. Patase K wadaso ( tr) x 
lO.Nkenkanso x 2. Fomena branch x 
11.Kodie Buoho x 3. Poano x 

Lane 3 Lane7 
Destination Branch Local Destination Branch Loc al 
1. Mpasaso x 1. Nyinahini x 
2. Betiako/ Anyinasusu x 2. New Edubiase x 
3. Ahafo Ano south x 3. Bantama Abrepo x 
4. Ntobroso x junction (tr) 
5. Eg;uratia Ankase x 4. Abom_pe x 
6. Aboaso- Wonoo x 5. B. Bian x 
7. Ntonso I Asooomaso x 6. Sefwi x 
8. Kassiem x 
9. Essienkyem x Lane8 

Destination Branch Loc al 
Lane4SOUTH 1. A_gwima branch x 
Destination Branch Loc al 2. Bontefofoum no.1 x 
1. Sabronum x 3. Manfo Area br. x 
2. Wansamire x 
3. Kunsu Dotiem x 
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Lane9 
Destination Branch Loc al 
1. Acherensua x 
2. Goaso II x 

Lane 10 
Destination Branch Loc al 
1. Bechem x 
2. Akrodie x 
3. Sankore Aboum x 

Lane 11 
Destination Branch Local 
1. Ksi Asumura x 
2. Sankore x 
3. Techimantia x 
4. Ofori Krom (tr) x 

Lane 12 
Destination Branch Loc al 
1. Ejisu Kwaso x 
2. Sampa x 
3. Akropong Esase x 

Lane 13 
Destination Branch Loc al 
I. Stadium x 
2. Tepa x 

Lane 14 WEST 
Destination Branch Loc al 
1. UST trotro x 
2. Agnible Kro (C d'lv) x 
3. Goaso no.l branch x 
4. Hiawu Besease x 
5. Nkawie Mpasaiia x 

Lane 15 
Destination Branch Loc al 
1. Drobo X* 
2. Nkra Nkwanta X* 
3. Bechem X* 
4. Dua Yaw Nkwanta X* 
5. Yamfo X* 
6. Sunyani X* 
7. Berekum X* 
8. Dorma Ahenkrol X* 
9. Badu Krom X* 
10. Japekrom X* 
11. Adiembra x 
12. Mfensi Adankwarni x 
13. Traboum x 
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14. Nweneso Hiakose x 
15. Nwabiagya x 
16. Mim Kasagim x 
* All mcluded m Goaso no.1 branch 

Lane 16 trotro 
Destination Branch Loc al 
I. Old Tafo (tr) x 
2. Kwadaso (tr) x 
3. Agric (tr) x 
4. Asuoy_ebon x 
5. Santasi x 
6. Ahwia Medoma x 
7. Suame x 
8. Bobyen Abrepo x 
Ampobame 
9. Asofua 
lO.Mampongteng 
11.Adoato 
12.North Suntreso 
13.South Suntreso 
14.Ahinsan 
15 .Atonsu-Agogo 
16.Anloga 

Totallocals: ± 45 
Total Branches: ± 67 

TAXIRANK 
Destination 
1. Bantama Abrepo junstion no.l 
2. Bantama Abrepo junction no.2 
3. South Suntreso 
4. Agrie Nzema 
5. Bohiien-Abrepo 
6. Patasi Kwadaso Estate branch 
7. Stadium 
8. Suame Tarkwa Maakro 
9. Old Tafo 
lO.Asokwa 
11.Keietia central branch 
12.Tanoso 
13.Keietia goil 
14.Amansie 
15.Bisa Nyame 
16.Breman branch 

No. Intra-city: 42 or 38% (lane 16 + 10 +taxi 
rank) 
No. Inter-city: 70 or 62% 
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6.4.3 Theory Public transport nodes (terminals) 

Theory 1: A.Zweedijk, 1998 

A. Public transport nodes (terminals) have a combination of two functions: 
1. A node in the transport network: the transport node 
2. A place in the city: a socio-economie place of abode 

B. The following global categorising of public transport nodes (terminals)can be made: 
1. The reaebabie station: node and abode function in balance 
2. The dependent station: not very viabie because both supply to the node as to the abode is restricted 
3. The conflict station: a big node and a big abode function which do notreinforce each other 
4. The excessive node function station 
5. The excessive abode function station 

lt is very difficult and dependent on the actual situation to deterrnine at which point there will be an 
optirnal integration between the two functions. 

C. To be able to appoint the terminal to one of the categories, one has to quantify a lot like: 
The supply of the abode function: 
number or size or number of jobs concerning shops, houses, companies, restaurants, etc. 
the same within 1000 metre walking di stance of the exit of the terminal 

The supply of the node function: 
number of destinations 
number public transport routes and departures 
the distance to the nearest exit of a highway (ring road in Kumasi) 
the availability of park & ride (not applicable to Kumasi) 
the number of cycle paths to the node (not applicable to Kumasi) 

Theory 2: RvvW, 1996 

D. There are three functions of public transport norles (terminals) which deterrnine the usefulness: 
1. Couple function: connections between the different transport modalities, which is the primary 

function of a terminal. Bottlenecks can concern planning of the time-tables I schedules, 
connections of rnadalities and operational controL 

2. Concentration function: comfort aspects, which highly improve the attractiveness of the node 
(terminal). Examples are shops, restaurants, resting facilities, etc. 

3. Collection and dis tribution function: reachability of the node (terminal). Aspects are for instanee 
walking distances and bicycle facilities. 

E. Quantitative the following classification of public transport networks is mentioned: 
1. Scale level: a public transport network can be connective (at international-, national-, 

interregional- and regionallevel) or opened up (conurbation/local-, locall quarter level), see table 
1. 

2. Spatial structure: a classification based on the origin and destination areas, see table 2. 
3. Reachibility and reach: reachability means the number of people that can reach the node within an 

acceptable time period. While reach is seen as the number of destinations I facilities which can be 
reached from the node within an acceptable time period. Bothare difficult to quantify. 

Table 1: classification nodes to schaie-level 
Di stance Density stopping Kind of node 
classification places 1 

> 300km 150km International Connective 
80-300km 50km National Connective 
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30-80km 20km Interregionat Connective 
10-30km 3km Regio na! Connective 
3-10 km 800m Conurbation Conn I opened up 
<3km 400m _guarter o_l)_ened l!I>_ 

1. _global indication of distance between stops 
Source: Kennisinventarisatle CPV -knooppunten, 1998, p.1 0 

Table 2: situation of node connectine systems based on the spatial structure 
Scale level Origin Des ti nation 
International Very big core National centre 

> 500.000 (??) National a~ort 
Interregionat Big cores, sub cores Sub-regionat centre 

> 75.000 B!g_ sub-centre 
Regionat Middle big cores Sub-local centre 

Middle big sub-centre 
Space-intensive work areas 
Attractions I small airports 

Loc al quarters Small sub-eentres 
Small ~ace-intensive work areas .. 

Source: Kenmsmventartsatte CPV-knooppunten, 1998, p.10 

Summary 

F. A qualitative classification cao be the following: 
1. Small: few public transport facilities and few other facilities; 
2. Transport node: many public transport facilities, few other facilities; 
3. Facilities concentration: few public transport facilities, many other facilities; 
4. Big: many transport facilities, many other facilities. 

A more specified distinction is also possible. Some nodes are functioning as transfer points while 
others are functioning more like alighting and boarding points. Same nodes are mainly used during 
some peak periods. Taking this into account, you get 12 classifications. 

Condusion I application to the situation of Kejetia: 

Ad A, B. Kejetia terminal has indeed bath functions and it is a conflicting station. This is especially 
visible during peak hours (see F). 

Ad C. This is all done in descrihing the actual profile of the Kejetia terminal. 
Ad D. Also the second theory is recognisable at Kejetia. All three functions are underdeveloped at 

Kejetia; there are no time-schedules, operation control, etc., no special developed comfort 
facilities and the terminal is oot very reachable. In the new design, comfort and reachibility 
are taken into account. 

Ad E. The public transport network of Kumasi is functioning at different levels; national, 
interregionat and regional. Also the origins and destinations concern different levels, from 
international (Kumasi is a national centre, a very important node in the national transport 
network) to regional (the centre of Kumasi network). And one cao also get public transport 
from Kejetia to Ivory Castand Burkina Faso so actually, it is even international. 

Ad F. Kejetia terminal is a typical transfer station as is one of the findings of the passenger survey. 
It is used during the whole day but is has some peak periods. From 9 to 10 am and from 5 to 
6 p.m. Kejetia is a big node. There is no space for expansion. 
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Charaderistics management 

In this appendix, part of the results of the local management questionnaire are summarised (questions 
related to needs are summarised in appendix 7.3). Also, the results ofthe regional management 
questionnaire are summarised, which is used for a capacity profile of the associations and to get more 
insight in the management of Kejetia terminal. 
All results, on which these summaties are based, are presented in appendix 7 .2. 

Characteristics locals I branches 
1. There are small differences between locals and branches concerning the number of vehicles operating. The 

average number of vehicles operating is even bigger for locals. This is strange when one compares these 
data with the constitution of GPRTU (better management, p.16). Under artiele 18 a branch consistsof at 
least 4 locals or one hundred members. A local consists of 25 or more road transporters who operate under 
the nearest branch of the same category of vehicles. The difference between vehicles operating and vehicles 
registered is bigger for branches. So, within branches drivers operate at more sub-stations. When one takes 
the average number of vehicles registered as 40, the total number of vehicles registered at the Kejetia 
terminal would be 4480 vehicles. The average number of vehicles operating a day is 25. When one takes an 
average visit of three and a halftimes a day (operator survey), the total outflow would be 9.800 (112(the 
number of locals +branches) x 25 x 3%). Then the total flow a day would be 19.600, which is much too 
high. And in reality even more operators are operating from Kejetia because many are not registered. Which 
means that the average number of operators at each local I branch must be lower than 25, probably many 
managers tilled in the weekly number of vehicles operating. 

2. The salary differences between different locals and branches are large. There are no differences between 
locals and branches and there is no correlation between the size of the locall branch and the height of the 
salaries. This can be explained by the fact that the management minimises eperation costs. Branches and 
locals determine the salaries with ad vice of the secretaries (I.Kaleepha, GPRTU). Another explanation can 
be that some ofthe respondents maybe didn't take tips and extra's into account while others did. 

3. In genera!, the Jonger the distance to the destination is, the higher the toading fees are. As one can see the 
toading fees of long distance vehicles are almost twice as much as those of trotro' s. And if the destination is 
far away, the number of vehicles eperating a day is very low. If the number of vehicles eperating is large, 
the toading fees are low. The iocome tax seems to be independent of the number of vehicles operating. 

4. More than half of the managers interviewed say there is a difference between the number of passengers now 
and when they were operating at Kejetia. 27% quantifies the difference as a decrease of about 29%. At the 
Asafo, Bantama and New Tafo terminals, the number of cars loaded a day increased a bit according to the 
managers. And of course it was visible that many cars were eperating at the street 

Characteristics associations and pub/ie transport companies 
A. All offices of the associations are self-build wooden structures. OSA wouldn 't mind operating from another 

terminal. PROTOA and CES have only two office managers per office, GPRTU and OSA have between 7 
and I 0. GPRTU is by far the largest association. 

B. PROTOA has on the average 20 vehicles per branch registered at Kejetia, GPRTU 40. CES has only 6 buses 
and OSA 5 smaller and 5 bigger buses. All vehicles carry passengers up to their legal capacities according to 
the associations. All of them want to operate with as much vehicles as they did before construction started, 
PROTOA wants 100 vehicles more. 
OSA and CES see restricted parking within the terminal as a big improvement. GPRTU sees expansion as 
the opportunity to improve the capacity of the terminal. PROTOA would like to see reptacement of LDV to 
other terminals (this corresponds with my own ideas). They all think very positively about decentralising 
activities at the Kejetia terminal to other terminals such as Asafo, Bantama and New Tafo. Also about the 
first co me first go principle; none of the associations would like to see this principle changed. OSA and CES 
vote for an independent management, PROTOA would like to see that all associations together take care of 
the management. GPRTU thinks that better facilities and salaries can improve their management. 

C. All associations have many different kinds of meetings. Fordrivers at real associations like PROTOA and 
GPRTU it is very positive to be memher because it gives social security and makes the job format. All of the 
associations have special trainings or education fordrivers but OSA is the only one who really treats the 
behaviour at the terminal. So, more education should be given on behaviour within the terminals. 

D. For LDV, conductors or mates try to persuade passengers to travel with their association. When people 
agree they either directly buy a ticket ofthe conductor or are sent (mostly accompanied by a mate or 
conductortoa ticket office. For trotro's and taxis or intra-city traffic, no tickets are sold, one pays the fare 
the mate says on board. Drivers would like to see an increase of fare prices when fuel prices go up or other 
prices increase like spare parts. Th is is discussed a general meeting. The management of the association then 
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consults the KMA They acceptor amend it. It becomes official when the MRT (national government) 
announces it. Because GPRTU is the most powerful, they are always the first, other associations follow. 

E. The daily dues for bath PROTOA and GPRTU are high compared to the tolls for the KMA (at least 4 times 
as high). The collection of tolls can be improved by stricter control of collectors by KMA and by changing 
the collection of tolls from once a day to the situation that drivers have to pay for each visit. The revenues 
KMA gets from the vehicles using the terminal are tolls and licence fees (and iocome tax of course), 
although GPRTU says they get the I 00 % of it, it is not very plausible this is true. The KMA does nothing 
in return in the form of maintenance. 

F. The KMA is responsible for the maintenance of the terminal. The associations are prepared to clean and 
rnaintaio their own properties. According to the associations KMA has the abilities and capacity to rnaintaio 
the terminal but they don't do it (properly). OSA and PROTOA think a combined effort together with KMA 
would improve the maintenance. CES thinks it will be improved when a private company takes care of it 
and GPRTU would like to see KMA taking better care of it by improving their capacity. 

G. The answers to the question who is responsible for the safety and security of the terminal are oot 
unambiguous. During the day the GPRTU guards take care of the passengers and during the night the police 
is active. 

H. All of the associations did notplan to change sarnething about their information service. They will keep on 
using all the methods they are using now. Only OSA wants to introduce time-schedules, which they think 
will be possible if they acquire smaller buses. The most common ways of information service are adverts in 
daily papers and fm announcements. 
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Results questionnaires 

In this appendix, the results of the different questionnaires are presented. The conclusions of these 
results are split up. The socio-economie characteristics (like sex, age and income) of the passengers 
and operators are summarised in appendix 6.2. The questions conceming their needs are summarised 
in appendix 7.3. The characteristics of local and regional management are summarised in appendix 
6.5. The needs of the local managers can also be found in appendix 7 .3. 

7.2.1 Results of the passenger needs survey 

Place: Kejetia terminal 
Date: 12 and 13th ofFebruary 1999 
Time: From 6am to 12pm and from 12pm to 6pm. 

Sessions for observators and interviewers: 

The first planning student I met was Gilbert. A second year student. He promised me to find other students. For 
bath the flow studies and the passenger needs survey I needed 12 for Kejetia and 24 for Asafo. 
The first session was for second-year students. First I introduced my research, and myself then I discussed the 
flow studies in theory and in practice, then I discussed the passenger need survey by going through the 
questionnaire and explaining the background of the questions. 
At the end of the session I gathered 8 people, who would be in Kumasi at the time and who can speak Twi. 
But I still needed more people. The only problem was the vacation of 6 weeks for all students, which was about 
to start. Fortunately, third years students had a big meeting to finishtheir project so I could ask a lot afthem too. 
Among the third years Edmond promised me to gather people. Finally it was a friend of him who took over 
(Azongo) and from then on he was the co-ordinator of the observators and interviewers. 
The second session took place the day befare the survey was going to startand was especially organised for the 
third year students. 
But because it was only one day befare the survey took place, I had to explain some partsin more detail and 
third year students have more experience and therefore more questions. At the end of session 2 there were 20 
people available, 8 of them for the questionnaires. 

Requests to the interviewers: 

Note the start and ending time of the questionnaire, the number of non-respondenee and make notes or remarks 
of things people say outside the questionnaire. 
Walk around at the terminal, do nat stay at one place because there are different types of vehicles (buses, trotra's 
and taxis). 

Results of the different questions: 

Total number of valuable questionnaires: 184 (3 non-passengers, one unfinished quest.) 

Question 1 
Sex Number Percentage 
Male 112 61% 
Fe male 72 39% 

Q f 2 Wh ues Ion : ere are youg_om~ ? now. 
Destination Number Percentage 
Home 90 49% 
To work 22 12% 
Totrade 17 9% 
To sport I entertainment 5 3% 
To sho_p 10 5% 
To school I education 5 3% 
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I Other (visit/ funeral) 19% I 

Q nesbon 3 H : h ? ow are you gomg t ere. 

Transport mode Number Percentage 

By_ foot I walk 5 3% 
By_ trotro 104 57% 
Bycar 9 5% 
By_taxi 8 4% 
Bybus 58 32% 
Two respondents (1%) IS not gomg anywhere, they work/ trade at the statwn 

Q 4 H d'd h ? nestion : OW 1 you come ere. 

TransQ_ort mode Number Percentage 

By foot I walk 23 12% 
By trotro 85 46% 
Bycar 11 6% 
By taxi 40 22% 
B_y_ bus 25 14% 

c btw t' 3 d4 onnection e een qnes 1on an : 
Sort of trip Number Percentage 
First trip 22 12% 
Transfer, change of vehicle 54 29% 
(different type) 
Last station 5 3% 
Transfer, change of vehicle Taxi 6 3% 
(same type) or Bus 25 14% 
Pit stop Car 3 2% 

Trotro 69 37% 

Q nesbon 5 Wh . ? at ts your age . 

Age scales Number Percentage 
15-20 years 26 14% 
21-30 years 83 45% 
31-40 years 49 27% 
41-50 years 18 10% 
> 51 years 8 4% 

Q t' 6Whd nes 10n : at o you d f r · ? o or a tvmg. 

Occupation Number Percentage 
Civil/ public servant 37 20% 
Business man I women 26 14% 
Student 28 15% 
Trader 42 23% 
Not werking_ 12 6% 
Other; (Farmer) 40 (15) 22% 

Q t' 7Wh' d nes 1on : at 1s your e ucatwna lb k ac ~groun d? 
Education Number Percentage 
No forma! education 15 8% 
Basic education 87 47% 
Secondary school/ college 59 32% 
Polytechnic I University 23 12% 
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Q nestiOn 8 H : f d ow o ten k o you ta e a trotro I b I . d . . I US taxi unng a typica wee k? 

Number Number Percentage 

<5 75 41% 
5-10 71 39% 
>10-15 22 12% 
>15 16 9% 

Q nestion 9 d : How much do you pay uring a typical week for public transpo rt? 

Cedis Number Percentage 

< 3000C 51 28% 
3000-5000 c 51 28% 
>5000-7000 c 19 10% 
>7000 c 63 34% 

nestion Q 10 : What is your avera e waitmg time or each trip you make fro m the station? 

Minutes Number Percentage 

1-5 20 11% 
6-15 59 32% 
16-30 37 20% 
31-60 38 21% 
More than one hour 30 16% 

Q nesbon 11 Wh d b h b h h . ? at oes ot er you most a out t e services at t e station. 

Number Percentage 

Long waitingtime befare departure 83 16% 
Long_ in-vehicle waiting time 41 8% 
No buses available for your destination 23 5% 
You have to take the first vehicle in the row 58 12% 
although its not your choice 
Stations are too crowded, too much hawking 117 23% 
Lack of information about routes and fares, not 16 3% 
clear where to go for which destination 
Dangerous in the evening, Jack of light, security 69 14% 
No uniform fare prices 9 2% 
Careless behaviour of operators 72 14% 
None I other 20 4% 
Total 508 100% 

nesbon 1 : W at are the most disturbmg factors in how the station looks like? Q 2 h 
Number Percentage 

No place for getting in or out of the vehicle 44 8% 
Walkingat muddy surfaces, Jack of drainage 100 19% 
Not safe to walk through the station because of the 89 17% 
traffic 
Lack of sanitary facilities like toilets and 125 24% 
refreshment places 
Lack of waiting facilities like shelters 111 21% 
Lack of storage (luggage) facilities 23 4% 
Lack of eating facilities 13 3% 
None I other 15 3% 
Total 520 100% 

OPEN QUESTIONS 13, 14 AND 15 

Question 13: During the time you are waiting at the station, which things in how the station looks like 
(physicalfactors) would you Iike to see improved? 
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The different type of answers are placed in sequence of most to less important (less mentioned) improvements: 

Facilities for passengers 
Waiting facilities like shelters, sheds and seats (88) 
Starage facilities ( 1 0) 
Waiting facilities to imprave the safety of passengers (2) 
Recreation facilities to entertain passengers (3) 

Sanitary conditions 
Imprave toilet and urinal facilities (36) 
Imprave sanitary conditions (34) 
Imprave surface conditions, pavement (26) 
Provision of drainage facilities (22) 
The station should be tarred (6) 
Dustbins should be provided (5) 
Every group of drivers with the same destination has to keeptheir parking area clean (1) 

Parking facilities 
Imprave I Provide parking lots (36) 
Imprave loading facilities (2) 
Parking arrangement of vehicles should be in line (2) 
Different stations for parking and loading (1) 

Pedestrian facilities 
Provide places for pedestrians to walk, walking mails (26) 
imprave pedestrian crossings (1) 
provision of overhead for passengers ( 1) 

Layout I lnfrastructure 
Different routes for inlets and outiets I incoming and outgoing vehicles (15) 
Other stations I new pi aces should be provided to cut down overcrowding, relocation of some of the 
sub-stations ( ll) 
Separate entry and exit (9) 
Provide vehicular lanes (7) 
Ex pand the place I station (7) 
More entrances and exits to the station (7) 
Provide permanent places for sub-stations I destinations(6) 
Specitïc routes tor inlets and outiets I incoming and outgoing vehicles (4) 
Station should be divided; locations tor individual stations/ places for certain destinations (4) 
Different gate for in and out-going vehicles to reduce congestion (3) 
Station should be redesigned (2) 
There should be a reconstruction of the police station so policeman will always be available to deal with 
immoral acts (2) 
Provision of signs (2) 
Planting of more trees (2) 
Clear definition of parking and waiting spaces (l) 

Hawkers 

General 

Control hawking (6) 
Provide permanent place for hawkers I food sellers (4) 
Remave hawkers to ensure enough parking spaces for vehicles and shelter for passengers (3) 
Hawkers and truck pushers should not be allowed (2) 

Efforts should be made to reduce congestion (6) 

I Question 14: How do you think safety and control of the station can be improved? 

Concerning thieves 
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General 

There should be police I GPRTU patrols toproteet passengers ofthieves (28) 
Provision of lights (24) 
Thieves should be severely punished as an example tor others (2) 

Appendix 7.2 

provide adequate security to ensure the safety of passengers by station masters I guards I security patrols 
I volunteers (35) 
GPRTU should improve it's services, the station guards are not doing their work properly (4) 
Porters should be provided with ID and their dressing should be uniform (2) 
The money collected by drivers/ porters should be used to providesome facilities at the station (2) 
Drivers I GPRTU should inspeet tickets before passengers are allowed to enter vehicles to prevent non
passengers who are sneaking in ( 1) 
Preaching to drivers and other users of the vehicles (1) 
Fire extinguishers at all station offices ( 1) 
First aid clinic (1) 

Coneerning vehicles 
Check overtoading (16) 
Police patrols I guards to direct cars I traffic flow (5) 
GPRTU must orderand control the vehicles (4) 
Check proper maintenance of vehicles, use only roadworthy vehicles (4) 
No. of cars using the station should be regulated (2) 

ConeerDing drivers 
Traftïc education of drivers to improve the poor driving (16) 
Education of driverstoreduce overspeeding (10) 
Control the behaviour of drivers I operators (10) 
Education of operators by GPRTU w.r.t. respect of passengers (3) 
Check the drivers on drinking (3) 
Check on proper driving licences and qualitïed drivers (3) 
U se of uniform by different categones of operators for easy identification, especially 'bookmen' I 
mates (2) 
Education of the drivers on the need to park well (2) 
Drivers should be neatly dressed (1) 

ConeerDing passengers 
Public education on how to use public spacesl how to keep them clean (2) 

Question 15: Do you have any suggestions on the impravement of the operation; how the vehicles and 
passengers should wait and leave the terminal? 

Concerning waiting ofvehicles 
First come tïrst go principle should be maintained (22) 
More vehicles should be put on scale at the sametime so that passengers have options (6) 
Time limits for the vehicles to leave the station, either full of passengers or not (5) 
Departure times should be known to passengers (5) 
Fixed departure times (2) 
Time limits for the movement of every car by looking at it' s capacity ( 1) 

Concerning waiting of passengers 
Passengers should queue to board cars (4) [organised by station guards] 
Passengers should be allowed to sit in rows as they are waiting (I) 

Information services topassengers 
Signboards on cars, showing their destinations ( 1) 
Provide information about the various sub-stations to passengers (2) 

General education 
Educate passengers to be patient (2) 
Educate station boys 
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GENERAL REMARKS 
Luggage's are over-charged by porters (3) 
There should be more vehicles (3) 
More comfortable vehicles (2) 
Reduction of fares (2) 
More routes to the station (2) 
More spacious cars should be provided(1) 

Qu estion 16 Wh . hl . ? : at ts your mont ty mcome. 
Cedis Number 
<50.000C 46 
50.000-100.000 c 51 
>100.000-150.000 c 27 
>150.000 c 34 
No income 14 

Percentage 
25% 
27% 
15% 
18% 
% 
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7 .2.2 Results of the operator needs survey 

Place: Cultural Centre, GPRTU head otlïce I race course and on the street around the farmer Kejetia station 
Date: 16th of March 1999 
Time: From 8am to 4pm. 

Requests to the interviewers: 

Note the number of non-respondents and make notes or remarks of things people say outside the questionnaire. 
Walk around at the terminal, do not stay at one place because there are different types of vehicles (buses, trotra's 
and taxis) and different types of organisations. 

Probieros encountered: 

The 16th of March the farmer Kejetia station was already demolished and abandoned. So, the questionnaires had 
to take place at the temporal terminals, behind the GPRTU head office (the race course), at the Cultural Centre 
and on the roads alongside the farmer Kejetia terminal. The questionnaires were taken by 5 planning students. 
Two of them interviewed at the GPRTU head office, two of them at the Cultural Centre and one on the road. 
Each questionnaire took a long time. The 5 interviewers conducted 72 questionnaires in 6 hours, which means an 
average of 2,4 questionnaires per hour. First of all it was difficult to find drivers. Secondly, drivers were 
suspicious. It was difficult to convince them of the benefits or purpose of the questionnaire that it was not meant 
to harm them in any way. 
The answering of the open questions depended tor a large part on the qualities of the interviewers. This can be 
seen in the question 19. The more an interviewer was persistent in getting valuable answers, the higher the 
willingness to pay. 
No interviews were conducted among drivers of OSA and CES. This because of the very low percentage (there 
are only 10 buses of OSA 6 buses of CES) and the construction works going on. Both companies operated 
temporarly from other places (the parking place near their offices or from Asafo market). Also drivers of 
PROTOA are missing because they were operatingat another place, at Dr.Mensah (at the time of the 
questionnaire this was not known by the researcher). There were no drivers of co-operative operating yet. 

Results of the different questions: 

Total number of valuable questionnaires: 80 

Question 1: What type of vehicle do you operate? 

Vehicle type Number Percentage 
Taxi 1 1% 
Trotro 54 68% 
Bus 23 30% 
Other: (truck) I 1% 

Q u estion 2 : Are you an owner-d" nver, employee or d oyou h" ? 1re the car. 
Number Percentage 

Owner-driver 17 21% 
Employee 63 79% 
Hire the car 0 0% 
Other: 0 0% 

Q t' 3 0 ues Ion : . 1 d h na typ1ca ay, ow many_ times a d d"d · · h K · ·a station? ay_ I _you VISlt t e eJeti 
Frequency Number Percentage 
<3 45 56% 
3-6 25 31% 
7-10 3 4% 
>10 6 8% 
Non-answer I 1% 
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Question 4: Of which Association I uni on are you a member? 

Association Number Percentage 

GPRTU 89% 
PROTOA 1% 
Co-operative 0% 
None 10% 

Q u estion 5 Wh : h d at are t e a vantages o fb I ? e ongmg to an assoc1atwn. 

Advantages Number Percentage 

More passengers 12 13% 
Less problems with the golice 5 6% 
More security of income 6 7% 
Assistance in times of need 43 48% 
None 3 3% 
Other * 14 16% 
No answer 7 8% 

Other Disadvantages 

Po_Qular _group Mismanagement 
Security of station Packing space inadequate 
Provide space to Ioad passengers ( 11) No social security schemes (2) 
Buys properties and steered out amongst the members They do not defend drivers 
You can overtake other cars as an union car (said by a They rule against drivers 
non-member) 
It prevents too much competition Union leaders only take money without any 

impravement in the work 
If I get a car I can have my own station No assistance besides when one has a funeral (2 

Most drivers are not briefed properly regarding by-laws 
governing the associations 
They should help buy your own car 
Too much fees 

Q f 6 Wh . ? ues 100 : at 1s your age. 

Age scales Number Percentage 

21~30 years 27 34% 
31-40 34 42% 
41-50 15 19 o/o 
51-60 2 3% 
61-70 1 I% 
No answer 1 I% 

Q u estion 7 Wh . : at 1s your e d ucatwna lb k ac ~groun . 
Number Percentage 

No forma! education 6 (+ll)* 8% 
Basic education 63 (-11)* 79 o/o 
Secondary school 10 13% 
Pol}'technic I University 0 0% 
No answer I 1% 
* 11 of them qmt half way. 
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Q nesbon 8 H : d"d. k f d OW ong I 1t ta e you to m k" h f apar m~_p1ace at t e ormer st ation (average)? 

Minutes Number Percentage 
1 - 5 6 7% 
6- 15 19 24% 
16-30 19 24% 
>30 36* 45% 
* > 1 hour (16), 2 hours (6), 45 minutes (4): between 40 mmutes and > 2 hours. 

Q nesbon 9 H : ow ong 1 you h 1 ll ave to watt unt1 you were a owe d d to epart at the former station? 
Minutes Number Percentage 
1 - 15 8 10% 
15-30 12 15% 
31-60 25 31% 
61-90 7 9% 
>90 28* 35% 
* 2 hours (4), 3 hours (3), 5 hours (3), 6 hours (4); between 1.5 and 8 hours (one 24 hours!) 

Q f 10 D nes 1on o you a ways d . h f BI d? eQart WIt a u oa . 
Number 

YES 
NO 
No answer 
If no, why not? 

Use time limit in the morning 
Before 10 am half Joad 
Sometimes Jack of passengers 
In order to take these waiting on road side 

68 
11 
1 

Percentage 
85% 
14% 
1% 

Depending on were the passenger wants to go, if he is prepared to pay more 
lt is a rule that you have to depart once another Jorry comes (which sub-station, which association??) 

Q ti 11 Wh d"d b h b th ues on at 1 ot er you most a out 

Long waiting time before departure 
Obligation to wait in a queue 
Pay high fees to the management 
Too much competition between drivers I unions 
Stations are too crowded by hawkers and 
passengers 
Lack of information about routes and fares 
No uniform fare prices 
None I other* 
Total 
Other: 

Muddy situation (3) 
No asphalt (3) 
Traftic congestion (3) 
Activities of market wo men (2) 
Priority cars (2) 

h" e ways t mgs went 
Number 

Hazard arrangement of buildingsl structures (2) 
In & out is difficult (2) 
Truck pushers (2) 
Piek pockets 
Long waiting before entrance 
No sheds for passengers 
Small parking space 
Too many whole salers 
Trucks are becoming a problems 
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h f; ? operat10n at t e ormer station. 
Percentage 

40 24% 
14 8% 
16 10% 
21 13% 
50 30% 

1 1% 
2 1% 

23 14% 
167 100% 



Problems with GPRTU guards 

Q nesbon 12 Wh h at were t e most . th Jstur mg t mgs m f h ti t t ? e appearance o t e ormer s a IOn .. 
Number Percentage 

No pavement, big holes which damage the vehicle 42 22% 
Dangerous in the evening, Jack of light, security 46 24% 
No vehicle lanes or traffic separation 13 7% 
No parking places 32 17% 
Lack of sanitary facilities like toilets and 33 17% 
refreshment places 
Lack of eating facilities 18 9% 
Other 7 4% 
Total 191 100% 
Other: 

No resting p1ace (2) 
Crimina) activity (2) 
Serious traffic congestion 
Narrow roads 
Small parking spaces 

OPEN QUESTIONS 13 to 22 

Question 13: During your waiting time at the station, which facilities would you like to see improved? 

Sanitary facilities (5) 
Toilet facilities (35) 
Water, refreshment (4) 
Passenger waiting sheds (14) and also fordrivers (5) 
Telecommunication facilities 
Lighting system I lights (26) 
Improving the security systems (5) to ensure safety of passenger's (1) 
Entertainment facilities fordrivers during waiting periods, television (2) 
The packing spaces should be gravelled to reduce muddy environment especially during rainy season 
The pavement should be devoid of portholes 
The whole station should be asphalted (3) 
Special resting place fordrivers (also at question 18) (6) 
The hawkers must be stationed somewhere so that we will have more packing space (2) 
Restaurant facilities I eating place for drivers I canteen (20) 
More space for parking 
Filling station 
Fire station 
Police post 
Clinic I tïrst aid (3) 
Regu1ate the hawkers and suck them from the terminal 
lmprovement of 'my' sub-station 
Good security 
There should be sarnething done about the large number of cars 

Question 14: How do you think the layout of the station can be improved? 

De marcation 
Separate stations indicated I proper demarcation of sub-stations tor the various stations (7). 
Demarcate the stations in terms of the various districts in the region of the country. 
Separate smalllorries from big cars. 
Long distance vehicles (LDV) should be located at one end and shorter distance on the other end. 
Separate well detïned places/ clear demarcations tor passengers, hawkers and cars (6), to ease congestion and 
accidents (1), so that people know where to go for certain commodities instead ofjust hanging around cars (1), to 
give direction to both passengers and drivers (2). 
Proper demarcation of parking lots 
Food sellers should have a specific location. 
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Proper demarcation and placing of signboards (2), stationing of the various sub-stations according districts and 
regions so that passengerscan easily identify. 
Group the minibuses at one side and bigger trucks on an other side 
Close towns should have their stations closer 

Expansion 
Expand the parking lots I packing spaces (8) 
Expand the whole station I create morespace (6) 
Widen the space for turning 

Lanes 
The lanes should be widened so that we will have enough space to pack and also turn (3) 
Double the lanesl roads ( 4) 
Widening the Ianes so that cars can move a little faster (3) 
There should be good Ianes 
There should be more lanes (5) for bothentering and leaving cars 

Structures 
The stores should be demolisbed to widen the parking space. We don't want any store at Kejetia I GPRTU 
should discourage the building of stores in the terminal to allow more space for vehicles (5) 
By making Kejetia solely for car parking, remove all structures (3) 
They should discourage the use of buildings but shelter shades tor stores and offices 
The GPRTU offices should be far removed to the outskirts of the terminal surrounding the passenger shelters. 

Entry I exit 
There is the need for additional entrances and exits (both about three) 
The entrance should be different from the exit I separate in and out (7) 
Two entrances and one outlet because more lorries are always coming in 
Establish more outiets (2) 
More entrances (2) 
The entrance is too small 

Design 
The parkingspace should be designed in such a way that the cars can easily pack and also can get easy accessin 
and out of the station. 

Facilities 
Signboards showing the various destinations so that passengers can tïnd their way easily ( 4) 
Traffic lights at the entrance (2) 
Building of oftïces where passengerscan seek in formation 

Other: 
There should be defined routes for passengers and vehicles to avoid accidents I detïne layout for vehicles and 
pedestrians. 
I would like to see a overhead bridge (for who'?) to reduce the traftïc at Kejetia (4) 
The place should be tarred (4) 

Question 15: Do you have any suggestions for the impravement of the operation; how the vehicles and 
passengers should wait and Ieave the station, how the waiting timescan be reduced? 

Way-side loading 
Passengers and drivers should co-operate with GPRTU regulations in a way that way side loading should be 
discouraged 
There should be punitive measures tostop way-side drivers of picking passengers I it should be made clear to 
drivers that apart from the terminal nobody should operate outside (2). 
The guards should make sure that cars operate in the terminal to reduce time. 
All vehicles must come to the terminal (2) to help operate more eftïciently and also to improve government 
revenue through tax. ( l) 
Every memher should be a registered memher to operate in the terminal and not outside. This will help reduce 
passengerand vehicle waiting time and facilitate movement (3). 
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They should not allow vehicles that do not have stations to piek passengers 
Passengers should be asked only to board at the station 

Management 
Comport to the regulations of the GPRTU, both drivers and passengers (2) 
The GPRTU officers could best know the right thing to do 
The union should always consult the drivers and organise meetings so we can all express grievances and ours 
views 

Facilities 
There should be passenger waiting sheds (3)1 waiting place (1) 

Layout 
More outiets to ease friction and for easy manoeuvring (2) 
Demarcate various sub-stations (1) in order so easier to Ieave the station (1) and create morespace (1) 
A safe office for both drivers and passengers for information 
Some sub-stations (like Accra, Sunyani) should be taken to other places 

Operation 
The existing way of doing is alright I no suggestions (29) 
We agree with the first come first go and fullload principles (3) 
We prefer what is existing now, the roaster or chart system 
They should give a stipulated time to make sure that when that time is due, vehicles must leave whether fullload 
or otherwise. 
It should be done in turns, i.e. first come first served. 
Both the shift and the fullload system (is this not the same) should be operated side by side. This is because 
sametimes there are plenty passengers and sometimes only few. 
In the morning a lot of passengers are stranded so the upper limit waiting time becomes i deal. After 10.30 
however the full load becomes the ideal choice. 
The first come first served brings about accidents. Besides honest people should be placed at management. 
Both the fixed upper limit waiting time as the fullload since passengers are not always at one place. 
The problem is mostly with the drivers, as they do not follow the rules down procedure (?). They should 
therefore be educated on the need to conform to the rules toenter free flow. 
Passengers should wait for the drivers to piek them. 
Instanation of large speakers for announcing the various stations 

Question 16: What do you think of the first come tïrst go I served and fullload (load = passengers) 
principles? 
If you don't like it do you have any suggestions for better principles? 

Positive 
It puts things in order and disputes are reduced (2). 
I like it because it increases competition (2) 
Other principles will not work 
It is the best ( 11 )/ there is nothing wrong with it I it' s good (35) to ensure order (I) 
The f.c.f.g. is very ideal but the 'priority' rule by the union is not very favourable 
lt is very fair because it brings sanity to bear on the work (?) 
It prevents accidents 
It brings speed; you follow the car that is in your front 
I like the first come first go principle as well as the fixed limit upper waiting time. 

Negative 
The f.c.f.g. brings a lot of contlict because it is full of fraudulent deals. The cases where each car is given special 
preferenee depending on the day should be encouraged = 'board system' I roaster I chart system (5) 
The chart system or fixed upper limit waiting time should be adopted 
F.c.f.g. only works forshort distances 
It brings confusion, a roaster would be better I I disagree, I prefer the shift system (cars should be arranged on 
the timetable for the week). 
It makes the drivers speed unnecessarily 
It eneaurages overspeeding, as drivers would want to come first (2) 
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1t curtails the struggling for passengers 

Other: 
We are not operating f.c.f.g. Principle, there is a schedule time for our vehicles to come in (3). 
We operate under schedules so that every car knowswhen to come to the station for passengers, (3) but the 
f.c.f.g. principle is good (2). 
Ours is strictly on schedules, so drivers keeptotheir turn's (2) 
It is on a time schedule depending on your number on the board 
No answer (1) 

Number percentage 
Positive 54 
Negative 11 
other 12* 
No-answer 3 
* Ours ts on the basts of ttme schedules 

Question 17: What do you think ofthe following operation principles; 

67% 
14% 
15% 
4% 

I. Demarcated portions of the terminal with each group of drivers his own strategy? 

Positive 
There is still the need for the union control since individual drivers Jack the patience to provide any leadership 
front. 
GPRTU should take the challenge since conflict is always common with drivers and GPRTU addresses these. 
I subscribe to the drivers having their own strategy, taking their own initiatives (3) but operating under the 
GPRTU. 
It' s a good idea but the management should design the strategy for each group. 
Demarcated portions of the terminal are ad visabie but there should be a general strategy for the whole terminal. 
I like drivers given freedom to dotheir own thing since we could know the good ones among us to leaders 
Driver autonomy is very good, since we are familiar with the kind of problems we face (7). 
No problem, ok. I good idea (18) 
The best for our terminal 
Demarcation is good but each group should not be allowed to operate his own strategy so that sanity can prevail 

Negative 
Nottoa group of drivers alone but tagether or in harmony withother uni on memberst the management should 
not allow each group to operate their own strategy. 
The old system must continue 
This is not the best I it will nothelpus I its inconvenient I I disagree (10) 
This will bring conflict I chaos, drivers may not co-operate with each other (2) 
lt will nothelp sincesome drivers will take advantage of that to always load first at the expense of other less 
privileged drivers 
The uni on should control the terminal on behalf of the drivers I that should be the preserve of GPRTU and not 
drivers (3), otherwise seltïshness will come in. 

Neutral 
I don't knowhowit will work 
We have not tried some befare 
The authorities should consult us so that we can come to a convenient as to the best strategy that will be accepted 
by everybody. 
We have chairmen approved by the union to oversee every sub-station and that is very helpful (??) 
No answer (3) 

2. Giving a fixed opper waiting time or load factor (like 60 %) which makes waiting time less? 

Positive 
This principle is good but only tor short distances. lt does not favour vehicles that go tor long distances (4) 
If every union memher will agree with it, I think we can adopt it (2) 
lt is only effective in the evening when you are supposed not to keep long at the station, but during the day the 
f.c.f.s. principle is ideal. 

66 



If the system would work, it should be considered along the number of people in the car at the time of departure 
and tied to the income tax that is to be paid (?) 
I subscribe to the fixed upper limit waiting time 
I don't like the idea of a limit waiting time but a load factor of 60% is good 
30 minutes waiting time wil! be ok. 60 % load factor wil! only work for intra-city trips. 
It depends, this could be done in the morning I it is only good in the morning (6) until 10 am because then there 
are less passengers in town (1) 
In the morning upper limit is preferred 
In the morning half load system is the best 
This wil! help all of us to get some load (not sure if it is clear that it is about passengers) (2) 
1t is good only when you can get people on the way (!)I it's a good idea depending on the availability of 
passen gers. 
Drivers should be given the fixed upper limit waiting time in the morning, between 7 and 9 am but should be 
allowed to load to the full after 9am. Th is is because a lot of people are coming to town so drivers should be 
encouraged to go and bring them. 
Ok. 

Negative 
The car must be fullloaded before it leaves the station no matter how long it has to wait (4) I all vehicles leaving 
should be full (5) so as not to run at a loss. 
Only fullload because I don't wanttospent too much time 
1t will make us income losses since we go for langer journeys 
It wil! nothelpus since the fuel consumption wil! be the same, which wil! be a cost to us, (4). 
/lt wil! affect us tïnancially 
1t wil! nothelpus I it is not in favour of drivers I very bad I I don't like it I not convenient ( 19) 
It would be very bad since drivers are always aftera fixed amount, every day weneed to get fullload before we 
can leave to fulfil our obligation. 
Most of the cars get fullloaded in a short time so the upper limit waiting time is not advisable. 
The upper limit waiting time has the disadvantage that drivers sometimes have to move with an empty car. 

Other 
It depends on the station. lt favours some and others will not be favoured 

Operating principles Number Percentage 

1. _Q_ositive 38 48% 
1. ne_gative 17 21% 
1. other 4 5% 
1. no answer 1 21 26% 
2. _l)_Ositive l 25 31% 
2. ne_gati ve 40 50% 
2. other 3 4% 

2. no answer 1 12 15% 
.. 

1. Th1s IS mainly due to one of the hve Interviewers who failed to ask the questions properly. And the first 
operation alternative is maybe too unclear to many drivers. 

2. Most of the time drivers subscribe either to the load factor or to the limit waiting time and tïnd these 
principles only favourable in the morning. 

Question 18: Do you have any suggestions for the impravement of the management of the station by the 
GPRTU, the fare collection or other factors intluencing the operation ofthe terminal? 

Facilities 
The office should be wel! stocked with all the necessary accessories I furniture so that we can rest there when 
waiting (2) 
Our passengers must be provided proper place to sit 
There must be tïrst aid health facilities in the office 
They should build more facilities 
The lighting system should be improved in the terminal so that passengerscan come there even at night without 
being afraid of thieves (2) 
Proper sheds to keep passengers waiting (2) 
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Canteen and shop bar to eat tor drivers 

Financial aspects 
There mustbefair collection of tax (2) 
GPRTU should reduce the money they collect for registration to enable more driverstoregister and operate in 
the terminal. 
They should make the loading fee a bit affordable; they collect too much money (2). 

Regulations 
The non-drivers should be given uniforms 
Drivers should be allowed to tïx the price 

Functioning Management 
The GPRTU officers should be committed to the work 
The management should be increased (3) 
They should collect the fares 
They should ensure good organisation of vehicles and passengers so that less time is spent (2). 
They should ensure more order among drivers (3), so as tobring order during loading (1) 
Management should be selected from someone who has driven a car before 

The priority concept 
The 'priority' concept is being abused by members, GPRTU should therefore makesure it meets the driving 
body and makethemaware of any vehicle that is to be given priority. 
The concept of priority for GPRTU executives is at expense of the less privileged drivers (so??) 

Control 
In order to prevent any eventuality, GPRTU should check thoroughly the documentsof any car and whether the 
car is in good condition to carry the passengers to their destination I they should make sure that the vehicle is in 
good condition before moving out of the terminal. 
GPRTU should employ people to direct vehicles as well as passengers who do not know the location of the 
station they are working for. 
GPRTU should ensure that drivers behave so as to avoid police control around the terminal. ? The union should 
direct the driverand ensure discipline 
GPRTU should sancti on I discourage those vehicles operating outside the terminal to imprave the tlow of the 
station (2). 
The union should ensure that all vehicles come into the station to load to lessen the waiting time. 
Make sure that vehicles are well packed. 
GPRTU should check food sellers (2) so they will not interfere with loading 
Make sure that drivers obey the rule of the station 
They should check the discipline among drivers 

Mispractices 
GPRTU is involved in the conversion of spaces meant tor passenger sheds to stores and selling people, this 
causing inconveniences which should not be allowed 
They at times exhibit some dictatorial tendencies without onderstanding driversonsome issues; they should 
involve drivers in anything for peace to prevail. 
The drivers are not treated fairly, they extract(?) money and do notlisten todrivers problems 
They collect money outs i de what one is legally supposed to pay daily, putting lots of constraints on drivers. They 
should stop this and improve their relation with drivers. 
When there is any issue drivers buy their way through and the GPRTU has become an institution lacking truth 
and a problem to drivers. 
They discriminate against those who are supposed to become memhers and up to now we are not memhers even 
though I have driven for 25 years. 
They don't makeusaware of how they are using the money collected and do not involve drivers (3). While 
Drivers and the union (together) (1) should do it 

Other 
I like every management principle they employ 
Employ more hands to deal with the sanitary problems at the station 
They should take care of the remaval of hawkers (2) 
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No problem I nothing to camment I no suggestions ( 13) 
GPRTU is good (3) in driver organisation 

Question 19: Would you be prepared to pay more for the use of the station when the improvements you 
suggested above would be implemented? 
If yes, how much? 

The average is 25 % more, that means a toll of C 500 

Number of drivers Percentage 

YES 40 50% 
NO 38 48% 
No answer 2 2% 

Question 20: What are the daily fees you have to pay to your association? And what type of fees? 

Daily amount 

Booking I loading fees 10500-300000 I 

KMA tolls 400 ~ 

Welfare dues 3 500-40000 
lncome tax 4 

Other (loading boys)' 10000-30000 per load 
0 0 

lo It dlffers a lot; some pay 500 for each load (so 10500 a day, taken an average of 3 visits a day into account), 
others pay 100000 I 130000 and one even pays 30o000 a dayo 

20 This was the same for all answers to this question except two said 2000 a dayo 
30 Airoost nobody answered this categoryo 
40 The answers to this question differ too mucho Some pay 1500 or 2000 daily while others say to pay this 

weekly and then there are also very high amounts like 80600 and one says to pay 7000000 
According to the city treasurer income taxis paid weeklyo The Jocal management questionnaire will give 
more clarity about thiso 

50 Table fee 20000 daily, council fee, police fee, yearly dues torspace (taxi), drivers benetït 30000 daily, 
building fee 200 daily 

Question 21: What is your average daily income (revenue minus daily tees, operating costs and daily paid 
ra te to the owners of the vehicle)? 

lncome Number Percentage 

< 5 0000 Cedis 11 14% 
50000- 100000 Cedis 46 57% 
> 1 OoOOO - 15 0000 Cedis 12 15% 
> 150000 Cedis 9 11% 
No answer 2 3% 
*I have the feehng that most dnvers earn more than they sayo 

Question 22: What do you think ofthis temporary station? 

GPRTU, Racecourse 
Things become diftïcult, loading times I waiting times are becoming long because most passengers are not aware 
of this station ( 4 )o 
The place is not good since we have lost most of our passengerso 
lt is difficult for passengers to locate the vehicles fortheir destinations (6), so the work is not what it was at the 
farmer station (I), so they take ad vantage to stand on the roadside at the expense of those at the station ( 1) 
Passengers will have to walk long distance to the terminal 
The place is full of dost (2), no light, no toilet, poor securityo 
There are no facilities at this station 
There are no lighting system (2) and toilet facilities 
There is enough space for parking 
1t is not as good as we expected Techiman station to be but because we have no alternative, we shall accept it. 
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The place is very bad, sloppy. 
Wayside drivers have become many so we findit diftïcult to get passengers in time. 
This place is more congested than Kejetia 
We used to load about 20 cars for trotro but now the maximum tor the day is 9. 

Cultural Centre 
The e.c. Personnel often sends us away which causes frustration (4) 
We are sametimes sent away and being worried by the police 
Confusion, any body at all can come here 
The road is normally blocked 
No specific parking place 
The place is smal! for the cars and there are a lot of thieves 

Passengers struggle before they know we are here 
Passengers don't come (early) because ofthe distance (2) 
We do not get passengers so easily; it is ditTicuit to get load (3) 
Passengers are not familiar with this station unlike the former station. 
Passengers find problems in locating the sub-stations 
(opp.) almost all of the passengers know this location. 

Some drivers do oot come to the station but take passengers on the way 

Appendix 7.2 

I am feeling a lot of difficulties here so we are appealing to the authorities to see to the completion of Kejetia so 
that we can move back to our former station (3). 
All cars belonging toa eertaio sub-station should beat a particular place 
lt is disturbing, congestion 
There are no sanitary facilities and the sanitation condition is very bad. 
They do not sweep the place I place is very tïlthy (3) 
At times it takes some time to get packing space 

At tïrst there were problems but now this station is much better than Kejetia (5) because more free movement, no 
stagnant water and no big holes to damage our vehicles (1), especially sanitation (1) 
This station is ok. I this is a very good place (2) 
There is free flow of traffic but passengers are not coming as compared to Kejetia 
No problems (1) 

Raad 
No (proper) parking spaces (3) 
No (proper) organisation (2) 
No proper allocation of stations 
No specitïc station 
Sanitation is poor 
Congestion all the time 
No order 
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7.2.3 Results local management needs surveys 

Place: Cultural Centre, Race course and Dr. Mensah temporary terminals 
Date: Last two weeks of March and last two weeks of April 1999 

This survey took place at the above mentioned temporary terminals. 15 secretariesof 15 different sub-stations 
filled in a questionnaire. Among them there was one woman. The Dr. Mensah terminal is a terminal normally 
used by GPRTU. PROTOA and co-operative use a small part of it temporary. PROTOA was allowed to operate 
at the racecourse but at areas that would not make them very competitive so they decided to find their one place 
(according to the regional chairman of PROTOA). Co-operative had only one local at Kejetia but has two new 
ones now who also want to operate from Kejetia after construction has finished. 
The discussions of the questionnaires were taken care of by the research er herself because al most all chairmen 
and secretaries (the two highest functions within a sub-station) were able to speak English. 

Problems encountered: 

20 forms were personally distributed among managers to be picked up later. The reason for this was to safe time. 
Retrospectively, it would have been better to take all interviews personally because it was difficult to get the 
forms back (because the executives were unreachable) and the answers given were very Iimited. 5 of the forms 
got lost or were repeatedly not filled in. 
Newly opened stations (PROTOA and Co-operative) that therefore havenotbeen operatingat Kejetia filled in 
two of the forms. Still, the questionnaires are useful because the situation at the station they operate from now 
(Dr. Mensah) looks a lot Jike Kejetia. lt is also important to know more about those associations because they 
can become bigger in future especially when Kejetia gets an independent management. 
The extra question is not answered very well. 
Overall, the responce to this questionnaire is not too good. First, the questions are poorly answered because of 
Jack of interest of the management. Second, the answers to the questions are also very diverse which makes 
generalisation very difficult. And third, the sample size is too small. lt would have been better to ask all sub
stations (I 12 in total) but this was not possible because of a Jack of time. 

Results 

Of the 15 managers interviewed 12 were connected to GPRTU, 2ofthem to PROTOA and 1 of them to Co
operative. They were all secretaries. 
Four of them are locals (27%) and eleven (73%) are branches. In total (before construction started) there were 45 
(40%) locals and 67 (60%) branches. 

Question 1: 

Locals 
Branches 

Question 2: 

Functions 
1. Executives 
2. Ticket sellers 
3. Loading boys 
4. Porters 
5. Guards 
total 

What are the destinations served from this sub-station and how many vehicles are operating 
and parked duringa typical week day (from 6 am to 6pm)? 

Average number of vehicles Average number of vehicles 
operating registered 
28 38 
23 43 

What is the number of people working at this sub-station and what are their functions and 
sa1aries I allowances? 

Average number of people A Average salaries a day (Cedis) H 

7,3 4559 
1,9 2370 
2,5 2950 
2 2900 
1,2 2078 
14,9 14857 

. - . 
A. Ofhcmlly, the number of executtves ts 7 (better management, p.l6). Here, the number of executives ranges 

between 5 and 11. And the number of ticket sellers tor instance, ranges between 0 and 4. 
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B. The salaries differ a lot. There are differences between daily and monthly salaries. For instanee an executive 
earns between 800 and 12.000 Cedis, a ticket seller between 500 and 5000, a porter between 534 and 10.000 
etc. Loading boys and portersoften earn nothing but get tips, which is an unofficial salary. 
The salaries of the executives are twice as high as of the other workers. For the calculation of daily salaries, 
25 divide the monthly salary. 

Question 3: What are the average dai1y fees you collect (of all vehicles together)? 

The number of vehicles registered di vides the income tax. 
The loading fees (if given for all vehicles together) are divided by the number of vehicles operating. the loading 
and hooking fees for LDV are charged for every trip (a maximum of once a day), trotro's pay once a day. 
So all numbers in the following table are for one vehicle. 

Station Trotro's Long Distance Vehicles Buses 
Fees: Loading Welfare Inc.tax Loading Welfare Inc.tax Loading Welfare Inc. tax 
no.oper.) (daily) (monthly) (weekly) 
1._(6) 1000 5000 5000 
2. (25) 800* 400 5500 
3. (14) 2400 1000 4800 
4. (60) 1583 2400 
5. (20) 1000 
6. (4) 10.000 2757 
7.(11) 1500 540 1500 
8. (11) 2727 6429 
9. (60) 300** 2000 
10. (25) 800 560* 
11. (80) 2500 
12. (50) 2000 1455 420** 636 600 
13. (34) 
14. (30) 600 1200 2000 
15. (20) 300** 1333 
average 1300 1000 2303 2226 679 2929 2500 0 
* Much too low 

Average loading fees: 1300 x 0.58 + 2226 x 0.21 + 2929 x 0.21 = 1837 (=1840) 

Extra question: Is there a difference in the number of cars loaded a day between Kejetia station and this 
. ?lf h h? temporary station. yes, ow muc . 

Answers given Number Average 
YES ( decrease) 4 (27%) 
NO 2 (13%) 
No.of cars (decrease) 4 (27%) 10 cars /29% 
First station 2 (13%) 
No answer 3 (20%) 

Question 4: Which facilities at the farmer Kejetia station would you like to see improved (like sanitary 
facilities, waiting facilities, lighting, etc.)? 

Sheds for people torest I waiting facilities (3) 
Public toilet and urinal (5) 
Sanitary facilities (5) 
Buildings, building offices for every station 
Lighting (6) 
Investing in electricity 
All the facilities should be improved, especially the waiting facilities. 
The place should be tarred or cemented. 
Kiosks should be destroyed and replaced with block offices. 
Water facilities (2) 
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Question 5: How do you think the layout of the farmer station can be impraved? 

Make the raads braad and wide to make vehicle movement/outlet easily. 
Grouping of all the transport co-operations. 
Uniform oftïces should be provided for allloading points. 
The layout can be strangly improved if the de marcation is based on the various numbers of districts at the region 
under one category. 
No buildings or kiosks should be inserted at the station. 
A one way entrancetoa one way outing (exit). 
More entrances 
Shade for the passengers to provide more parking space. 
By banning the market women. 

Question 6: Do you have any suggestions tor the impravement of the operation; how the vehicles and 
passengers should wait and leave the station, how the waiting time cao be reduced? 

Storey buildings; downstairs as waiting room tor passengers and upstairs as offices to GPRTU, which will make 
Ioading easier. 
Long journey vehicles should be kept here (racecourse) and after developing only trotra's and taxis should be 
allowed at Kejetia for smooth running of the stations. 
More vehicles should be imported into the country. 
Provide more vehicles for the passengers (no solution!) 

Question 7: What do you think of the first come first served/ go and fullload (load = passengers) 
principles? If you don't like it, do you have suggestions for better principles? 

Positive 
I like it (4), we have arranged it according to numbers, turn by turn 
The shift system is the only system affordable by the drivers; other systems can easily generate 
misonderstanding among the drivers and offices. 
It must be maintained (3) 

Negative 
f.c.f.s. creates embarrassment since drivers come with their vehicle in the evening and sleep at the station where 
there is impraper accommodation. Better is the shift system (????) 

Question 8: What do you think of the following operation principles? 
I. Demarcated portions of the station with each group of drivers his own strategy. 
2. Giving a fixed upper limit waiting time or load factors (like 60%) which makes waiting 

time less. 
Ad.l Positive 
Good for long distance vehicles 
Already like it is 

Ad.] Negative 
No, we don't like to rely on the drivers' instructions 
No, not favourable to our station 
Too hard to control 

Ad 2. Positive 
Good tor tratro vehicles 
More equal for other drivers and passengers, less waiting time. 

Ad.2 Negative 
No, nat favourable to our station 
Costs toa much 

Question 9: 

No 

Do you have any suggestions tor the impravement of the management of the station by 
GPRTU, the fare collection or other factors influencing the operation of the terminal? 
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They make favouritism, local government/ KMA should control or manage the park station. All associations 
must have right accessas GPRTU. 
It should be maintained. 
Fares should be increased periodically taking into consideration the existing market price of spare parts, tyres, 
lubricants, etc. 
The government should give more support to GPRTU to improve their workat the stations. 

Question 10: What do you think of this temporary station? 

Dr. Mensah 
We, the Manso PROTOA like to stay bere but it needs to be improved by levelling, grading or gravelling. 
I want KMA to grant this temporary station for us. 

Cultural centre 
It would be better for the authorities to bring in facilities like sanitary and lighting. 
We are to congestedat this temporary station so we beg the authority to speed work. 

Race course 
lt should be improved with good amenities. 
The temporary station is actually suitable for big cars especially, yet the authorities should see to gravel some 
portions before the rain sets in. 
I rather prefer this temporary station to that of Kejetia. 
Not convenient for passengers and no light. 
There is no lighting, water and toilet. Also the station is insecure during the night (2). 

On the street 
lt is good for big cars because there is enough space for them 

Question 11: What is your age? 

The average age is 44, 57% is between 40 and 55. 

Q u estion 12 : Wh . d at IS your e ucatwna lb k ac ~groun d? 
Number Percentage 

No forma! education 0 0% 
Basic education 5 33% 
Secondary school I college 6 40% 
Polytechnic I University 2 13% 
No answer 2 13% 
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7 .2.4 Results regionat management surveys 

Place: Offices OSA, CES, GPRTU and PROTOA 
Date: Last two weeks of March and last two weeks of April 1999 

At the office of CES (City Express Services) at Accra Road, I spoke to Mr. K. Offe-Bekoe who is the regional 
manager. In Bantamais spoke to Mr. G.K. Awuah-Gyau, the personal officer of OSA (Omnibus Services 
Authority). The regional manager of GPRTU (Ghana Private Road Transport Union) I spoke to several times is 
Mr. Issah Kaleepha. The regional chairman of PROTOA (Progressive Transport Owners association) is Mr. 
Appiah. They all knew a lot about their associations and were all interesting men to talk to with a lot of good 
ideas. GPRTU is by far the most powerful association. CES broke down and OSA also has big financial 
difficulties. PROTOA has big potentials but have difficulties in surviving because of the dominanee of the 
GPRTU at terminals. 

A. About the association 

Question 1 
How many locals (with different destinations) were operatingat Kejetia station, how many offices? Or did you 
have one central office? 

CES OSA GPRTU PROTOA 

One central office, no No office, only temporal 112 locals and branches, Ten branches with make-
different locals structure for operational less offices shift offices (tents used as 

crew offices) 

Question 2 
H fh ll ow many o t em w1 f remam operatmg rom K .. f ? e1et1a statiOn a ter constructiOn. 

CES OSA GPRTU PROTOA 

Yes, we will have the If there is room all 10 All afthem All of them including 
same central office destinations and an office newly acquired branches 

Question 3 
H I ow many oca s are operatmg at A ~ sa o statiOn, h ff ? 0 d ow many o 1ces. r o you h I ffi ? ave one centra o 1ce. 

CES OSA GPRTU PROTOA 

None None **** five branches with one 
central office at 
Bosomtwe 

Question 4 
H k" ow many employees are wor mg at K .. ( d ) d h h 0 

f ? eJetw statiOn a ay, an w at are t e1r unctwns. 
Kejetia CES OSA GPRTU PROTOA 

No. of station I office managers 2 10 784 10 
No. of porters 6 not employed 224 20 
No. of guards 2 (also cleaning) no 112 
No. of Cleaners no 10 
No. of maintenance crew by managers 5 
No. of drivers 12 (2 on a bus) 22 2800 (112 x 25) 200 
No. of conductors 12 (2 on a bus) 13 2400 (each 200 

vehicle I mate 
ex cl u si ve taxis) 

Asafo GPRTU PROTOA 
No. of station I office managers 5 
No. of porters 10 
No. of guards 
No. of Cleaners 5 
No. of maintenance crew 3 
No. of drivers 100 
No. of conductors 100 
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B. A bout the routes I Destinations 

Question 1 
Do you have an overview of the destinations served from Kejetia and Asafo? 
K .. e.Jetw: 
CES OSA GPRTU PROTOA 
Ho Accra See appendix 6.3.3 Sewua, Donyina, Sefuri, 
Ho hoe Koforidua Tetrefu, Sefwi, Areas, 
Wora-Wora Akim Oda Konongo, Bibiani, 
Bolgatanga Swedru Tontokrom, Tredek, 
Enchi Takoradi Kwanfinfiwi, Nkawie, 
Akwatia Ho Techiman, Nkiranza, 

Bolgatanga Berekum 
Tamale and Wa. 

Question2 
How many vehicles of which type are I were registered at the Kejetia terminal I station? And at the Asafo 
terminal? 
K .. eJetw: 
Type CES OSA GPRTU PROTOA 

No. Taxis - - 640 (16 x 40) -

No. Trotra's I LDV - 5 3418 (66% flow study is 300 
0,89 x 96 x 40) 

No. Buses 6 5 422 (8% flow study) 100 

Question 3 
Ar h ( h h" I ) e t ey t e ve IC es reg1stere d h. I 0 0 ? to caf!Y passengers up to t eu ega capac1ties. 

CES OSA GPRTU PROTOA 
Yes, overloading is Yes Yes, legal in Ghana, not Yes 
checked to European standards 

Question 4 
According to the design drawings, the capacity of the 'new' Kejetia station (atter construction) will be much 
I H h. I "IJ "IJ b . f K . · ? ess. ow many ve IC es w1 st! e operatmg rom e etw. 

CES OSA GPRTU PROTOA 
Dependent on place I 0 again if possible don't know yet, in 400 
available discussion with KMA 

Question 5 
Do you have any ideas about improving the capacity and thereby reducing the congestion inside the terminal 
( k. I "d h . f h. I h h . I · )? e.g. par mg pi aces outs1 e t e station or ve IC es t at ave to wmt a ong time . 

CES OSA GPRTU PROTOA 
We already park our OSA helps by not expansion but there is no All big trucks are to park 
buses outside and use keeping all their vehicles place tor expansion, the at the various new 
communication when there. zoo could be replaced to 7 satellite markets while 
buses have to come miles outside Kumasi and Kejetia will be reserved 

demolish some buildings for only taxi's and 
trotra's 

Question 6 
D h "d ·oyou ave 1 b h "d h . I ( h eas a out Improvmg t e congest10n outs1 e t e termma at t e en try, exit . 

CES OSA GPRTU PROTOA 
(not asked) (not asked) improve the road no 

network, separate entries 
and exits and t1y-overs 
tor pedestrians 
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Question 7 
What do you think about decentralising activities at the Kejetia terminaltoother terminals such as Asafo, 
Bantama and New Tafo? 
CES OSA GPRTU PROTOA 
****see NOTES Positive Good best solution 

Question 8 
Wh d h. k f h 'fi at o you t m o t e ust come f t I lTS go serve d' . I ? pnnc1p1e. 

CES OSA PROTOA 
We don't have it, GPRTU needs it Some misuse by the GPRTU lt should be encouraged and 
because of the different ownership executives but otherwise it' s a fair strictly adhered to 

system 

Question 9 
What do you think of other waiting principles like departing with a 60% load or departing after a maximum of 

. . d h . ? 30 mmutes wmtmg time, o you ave any suggestwns. 

CES OSA GPRTU PROTOA 
(not asked) (not asked) No, it will not work. The suggestion is not 

Only in the morning for welcome. Owners oftrotro's 
trotro's and buses will lose a lot 

income if ~lied. 

Question 10 
What do you think of the management of the GPRTU, would you prefer an independent management of the 
A~ dK ... l? sa o an e)etm termma s. 
CES OSA PROTOA 
We would prefer an independent would prefer an independent The terminals should be managed 
and on-interesting party (not management because now there are by the transport council which has 
involved in running transport). tights representatives of regional co-
GPRTU sometimes is of help to us ordinating council KMA, 
when a bus breaks down. PROTOA, GPRTU and co-

opera te. 

Questions only for GPRTU: 

l. Will the place bebind this building, which is now used as a terminal, still be available? And do you think it 
will be a good idea to use it as a parking place? 

No, only temporary. It does not belong to the GPRTU I KMA. The racecourse could be replaced to Bantama. 

2. Will the 'tïrst come tïrst go/ served principle' still be applied at the 'new' Kejetia terminal? 
Of course 

3. Are you satisfied with the way GPRTU is rnanaging the terminals? What improvements do you anticipate? 
1t is not entirely under our management. We are only tenants. Improvements would be salary improvements and 
infrastructure (places of convenience, water and dressing and bathrooms for passengers. Incentives to the 
management would be more services like telephones, fax, typewriters, a central patroller office and a computer 
for each branch. 

C. About operators I drivers 

Question 1 
Wh h d f at are t e ma1or a vantages or operators to 
CES OSA 

b . h '} e w1t _your assoc!atiOn . 
GPRTU 

Not applicable because Not applicable for the a. Meetings in which 
drivers are employed, it' s same reason salaries and working 
more like a company conditions are determined, 

b. When driver is in 
financiai_Qroblems; 
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a. Credit union 
b. Personal accident 
insurance scheme 
c. Soc.sec. fund 
d. Yearly bonuses 



Question 2 
Wh ki d f at n o meetmgs 
CES 

d 0', 

l.General meetings for all 
workers, 2. Sessional 
meetings for certain 
groups (drivers/ 
conductors I workshop 
workers), 3. Meetings 
with other associations set 
up by KMA when 
problems 

Question 3 

Appendix 7.2 

GPRTU loan, 
c. When a driver is unable 
to work, 
d. When he is deceived, 
e. Security in case of older 
age or inability to work. 

OU h ave,an d h h h" 11 d" w at are t e t mgs norma 1y 1scusse . 

OSA GPRTU PROTOA 
l. At the end of the month I. Executive meetings; a l.Monthly regionat 
performance/ overview I board of directars revues council meeting 
evaluation which involves the activities of the union. 2. Meeting at the 
everybody, 2. For eertaio The outcomes are branches, monthly and 
groups (drivers I presented in the general quarterly; matters 
mechanics) at any time meetings. 2. General concerning the welfare of 
when necessary meetings; the the association. 

stakeholders I drivers 
make the decisions. 3. 
Management meetings; 
decisions are taken to 
implement the decisions 
of the general meetings 

Do the operators/drivers get information I education on more effective use of the stations, more safety for 
t ? passengers, e c .. 

CES OSA GPRTU PROTOA 
Yes, in service training Yes, every morning Yes, 4 to 6 times a year Yes, and more on 

befare they go, how to there are symposia and defensive driving 
handle passengers and seminars about how to 
how to use the station behave in traffic. Traffic 

ordinance, laws of traffic, 
maintenance of vehicles, 
management are topics. 

D. A bout the fa re collection 

Question 1 
H d (t A f B OW oes or sa o, antama an d N T f ) /d"d (f K . . ) h f 11 k ? ew ao I or eJetla t e are co eetiOn ta e pi ace. 
CES OSA GPRTU PROTOA 
Befare departure When the bus is loading, In trotro's it takes place 40 % on board, 60 % in a 
conductors stand near the a collector stands at the on board. 85 % in ticket ticket office with tickets 
bus and collects. When a entrance with the tickets oftices. 
passenger enters he/ she and then you board. 
gets a ticket. 

Question 2 
H 11 th f 11 f k OWWI e are co ec IOn ta e p1ace a t K. . f h h f 

0 

h d? eJetla a ter t e constructiOn as 1ms e . 
CES OSA GPRTU PROTOA 
Provided that there is The same The same, trotro and taxi 10% on board, 90% in a 
order, we wil! use ticket on board, LDV at ticket ticket oftice with tickets 
booths office 

Question 3 
How are the fare rices determined (til! '92 tïxed rices?)? 

PROTOA 
Basedon the distance GPRTU sends Announced b 
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the prices, other (how many kilometres) in government. The tïnal and implemented by the 
associations also do/ and out , when fuel prices decision to accept I KMA 
somelimes we ondercut go up and adjustment to amendit is to the 
each other other increases (spare government 

parts) 

Question 4 
Do you have any ideas about impravement o t e fare co eetiOn. (e.g. ra f h . 11 ? ffl/.k e t1c ets, more controllers)? 

CES OSA GPRTU PROTOA 

Raffle tickets are ok., Men on the road, No No 
more checkers and inspeetors (because 
inspeetors collectors sometimes 

cheat) 

E. About the revenues 

Question 1 
What are the daily revenues (minus daily income tax) you collect from each vehicle (like registration fee, 
b k. ~ )? oo mg ee etc. 
CES OSA GPRTU PROTOA 

Not applicable Not applicable, only Service fee(= Ioading + Trotro C 2000 daily dues 
monthly income tax hooking fee) is a fixed to the branch 

5% of the daily revenue I taxi's C 1500 daily dues 
income of a vehicle based to the branch 
on distance and capacity. 3 %of income divided for 
Registration fee is only LDV 
paid once. LDV pay for 
every trip, trotm's and 
taxis onlv once a dav. 

Question 2 
Do you have any ideas how the collection of revenues can be improved ( e.g. pay for each visit to the station in 
stea d. d OOb. h ? of once a ay C 4 

' 
arners at t eentrance etc.). 

CES OSA GPRTU PROTOA 

We don't pay at the The collection of the fees Pay for every time before The present mode where 
entrance. but it will be is not properly done. The entry. but it will disturb drivers pay tor each visit 
improved if KMA takes KMA should supervise passengers because for buses is ok. Taxis pay 
up the management the collectors at the gate drivers probably will once tor the day. 

and set up a mechanism increase their fares 

Question 3 
How high do you think the maximum tariffs for vehicles can be in a day (without drivers increasing the fare 

. )? pnces . 

CES OSA GPRTU PROTOA 
? They can not increase the C 400 is ok. -

fare prices 

Question 4 
wh· h f h f h. I h KMA (91 )? IC , part o t e revenues o ve IC es goes to t e 0 . 

CES OSA GPRTU PROTOA 
No idea 60-70% of the daily toll 100% Tolls at the gate and 

(estimation) licence fees 

Question 5 
Wh. h f h .h IC . part o t e revenues IS spent on tmprovements of t e statiOns?, which improvements are these? 

CES OSA GPRTU PROTOA 
KMA improved the Apart of the current Now improvements so KMA 
surface 2 years ago* rehabilitation none. far, only now 
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* This was done by a German contractor (confirmed) but it is completely vanished already! 

Question 6 
Who benefits from the revenues collected from !aces of convenience, hawkers, adverts and billboards etc.? 
CES OSA GPRTU PROTOA 
KMA KMA KMA 

F. A bout maintenance and sanitation of the terminal 

Question 1 
Wh . "bi t: h o 1s respons1 e or t e mamtenance an d I c eanmg o 

CES OSA 

KMA KMA 

Question 2 
Wh f 11 d ? at types o mamtenance are usua y one. 

CES OSA 
None, only surface once Maintenance on the 

drainage system for 
places of convenience 
(sometimes) 

f h . J? t e termma. 

GPRTU 
KMA. GPRTU pays for 
using the terminal; every 
station pays rent for 
putting up his office at the 
terminal. 

GPRTU 
Cleaning of our own 
stations 

* PROTOA apphes 1t to the1r own statiOns and not to the termmal m general 

Question 3 

KMA 

PROTOA* 
Station masters and 
porters 

PROTOA* 
Cleaning I sweeping, 
emptying of the dustbins, 
painting and maintenance 
of office where applicable 

D I h h h fi l b ti o you t ey ave t e eqm )ment, mance, a our orce an d If r h . I l ? se -re 1ance to mamtam t e termma properly". 

CES OSA GPRTU 
They have but they don't They have but they don't KMA has the workforce 
do it. use it. and equipment and 

finance because we Qay 

Question 4 
H h ow can t e mamtenance an d I f h c eamng o t e statJOn b . e 1mprove . 
CES OSA GPRTU 
Give a contract or sublet Individual organisations Hire more Iabour, buy 
under supervision of like OSA, PROTOA, new equipment 
KMA to private should assist in material 
companies and financial. 

G. About security and safety of passengers 

Question 1 
Wh . "bi ti h f o IS respons1 e or t e sa e!y_ an d f h . I "11 . h? secunty o t e termma , especm y at mgJ t. 
CES OSA GPRTU 
Nobody, not organised The associations together During the day; GPRTU. 
OfGPRTU: guards with KMA wil! see the At night; the police 
Of CES: porters police and they arrange because we are not armed 

police men 

Extra questions for GPRTU 

I. Who is responsible tor fire control? 
The KMA should be responsible and the Ghana National Fire Service 
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PROTOA 
No 

PROTOA 
Combined effort of KMA 
and transport groups 

PROTOA 
Normal operation ends at 
about 8 p.m. the place is 
taken care of by the 
watchman and a few 
drivers who choose to 
operate till midnight 



2. How many accidents per million passengers? And no. of pickpockets a year? 
No idea, you'll have to ask the motor traffic di vision of the police (indeed). 

H. General 

Question 1 
Wh' h h IC are t e most d' b' f 1stur mg actors a tth e termma m ? our VIew. 

CES OSA GPRTU 

Congestion, no waiting Activities of pickpockets Intlux of hawkers, 
sheds for passengers, and criminals trolleys, full of water 
surface is notgood. when it rains 

Question 2 
Wh at are your sugg_estwns f ? or Improvement. 

CES OSA GPRTU 

Satellite stations should Properly design, police on Routes designed, no 
be properly developed, guard 24 hours a day competition with 
serious allocation of vehicles, hawkers should 
destinations to the various be settled 
satellite stations. 
Eating spots shouldn't be 
at one point, fairly 
distributed. 

I. About information services topassengers 

Question 1 
Wh ·u b h · ~ f h ' at w1 e t e m ormatwn services to passengers or t e new 'K .. e)etJa termma . 

CES OSA GPRTU 

- Time schedules, a public Repeated announcements 
address system and all on radio, daily papers and 
organisations tagether a temporal oftïce and 
should plan an guards to direct and 
information service office escort passengers to their 
with loudspeakers destinations 

Question 2 
Wh h . f at are t e m ormation servlees d . ? unng constructiOn. 

CES OSA GPRTU 

Radio announcements, None, everybody knows Announcements on the 
destination boards on the OSA and can locate them radio and guards. 
vehicles and by-mouth by easily. The destination is 
drivers. In villages they indicated in front of the 
use drums to announce it. bus 

Question 3 
Will there be time-schedules? 

CES OSA GPRTU 
Yes, fixed departing We want to use smaller No 
times buses in future so the 

waiting time will be less 
and time-schedules can be 
used. 
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PROTOA 
Poor lighting system, Jack 
of toilets, water, etc., Jack 
of banches for passengers 

PROTOA 
A lot of private capita! 
should be injected into 
the transport system. 
Basic facilities must be 
provided before the area 
is zoned for a transport 
yard. 

PROTOA 
Unknown, probably 
through the fm radio and 
papers. 

PROTOA 

Adverts and fm 
announcements on the 
market 

PROTOA 
No because the area will 
likely be zoned for 
various branches of the 
transport unions. 
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J. General ideas for impravement of pubtic transport! Remarks 

CES OSA GPRTU PROTOA 
We want an own neatly In the city, tratlic lights 
developed terminal often go otf because of 
whether outside or inside electricity break down. 
Kejetia. We also want our Then there should be 
own parking places and wardens at each traffic 
trotra's could be replaced light and in general there 
to other terminals (like should be photo's taken 
Roman Hili). of each violating vehicle 
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Needs 

In this appendix, the results of the questions concerning operational and physical botbering factors and 
suggestions for impravement presented in appendix 7 .2, have been summarised. 

7.3.1 Needs passengers 

1. The most botbering factors in the operation of the station/ terminal were: station is too crowded, there is too 
much hawking, long waiting time before departure, dangerous in the evening, Jack of light, security and 
careless behaviour of operators. 

2. The most disturbing physical factors are: 
1. Lack of sanitary facilities like toilets and refreshment places; 
2. Lack of waiting facilities like shelters; 
3. Muddy surfaces; 
4. Lack of drainage; 
5. Notsafe to walk through the terminal because oftraffic. 

3. The physical factors which passengers would like to see improved during their waiting time at the station 
are; 
1. Waiting facilities like shelters, sheds and seats; 
2. Improve toilet and urinal facilities; 
3. lmprove I provide parking lots; 
4. Improve sanitary conditions (very important because I forgot to put this in question 12); 
5. Provide places for pedestrians to walk, walking mails; 
6. Improve surface conditions, pavement; 
7. Provision of drainage facilities; 
8. Different routes for i niets and outiets I incoming and outgoing vehicles; 
9. New placesl relocation of some sub-stations should be provided to cut down overcrowding; 
IO. Separate entry and exit. 

4. They following suggestions were made by passengers to improve the safety and control of the station: 
I. Provide adequate security (guards, security patrols, police etc.) to ensure the safety of passengers; 
2. Provision of lights; 
3. Education of drivers to improve their behaviour; 
4. Check overloading. 

5. the operation, the way vehicles and passengers wait and Jeave the station, can be improved by: 
I. Maintaining the first co me, first go I served principle; 
2. More vehicles on scale at the same time; 
3. Time limits for the vehicles to leave the station, either full of passengers or not; 
4. Passengers should know departure times. 
(2,3 and 4 conflict with 1) 

Sometimes, questions 11 and 12 started a creative thinking process among the passengers interviewed. Some of 
the ideas are used as recommendations. For the terms of reference only the most mentioned needs are used. 

7.3.2 Needs operators 

1. 85 percent of the drivers only depart with a fullload 
2. The most disturbing factors in the operation of the Kejetia station were: The stations are too crowded by 

hawkers and passengers and the waiting time before departure is too long. 
3. The most disturbing physical factors of Kejetia were: no pavement, big holes which damage the vehicle, 

dangerous in the evening, Jack of light, security, no parking places and Jack of sanitary facilities like toilets 
and refreshment places 

4. The facilities drivers especially would like to see improved were toilet lurinal facilities, the lighting system I 
lights and eating facilities for drivers I a canteen. 

5. Improvements of the Jayout of the station according todrivers are as follows: Proper demarcation of sub
stations (taken into account their destination, the districts and regions), expansion the parking lots I packing 
spaces or simply create more space at the station as a whole, more and wider lanes for both entering and 
Jeaving cars, removing of all unnecessary structures and making Kejetia solely for car parking, create a 
different entrance and exit and more entries and exits and finally, placing of signboards at the various sub
stations so that passengerscan easily identify. 

6. Suggestions for the impravement of the opera ti on are as follows: 
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Discomaging I punishment of drivers operating wayside I outside the terminals. 30 drivers find the existing 
way of doing is all right or have no suggestion. 

7. The first co me first served I go and fullload principles are approved by 67 percent or two third of the 
drivers. 14 percent doesn't like it because it brings confusion and overspeeding and 15 percent prefers the 
time table chart I board system. Whereby drivers know exactly when, at which weekday, in which sequence 
they will operate (the fullload principle is still used). 

8. A. 48 percent of the drivers reacts positively on the opera ti on alternative of demarcated portions of the 
terminal with each group of drivers his own strategy, most because they know the problems they face best. 
B. 31 percent of the drivers reacts positively on the suggestions of upper limit waiting time or Ioad factors 
(like 60 %). But most ofthe time subscribe either to the Ioad factor or to the limit waiting time and find 
these principles only favourable in the morning. 50% doesn't agree because it will give them too many 
losses (fuel and time). 

9. The management of the station by the GPRTU can be improved by more involvement of drivers intheir 
decisions, listen to the problems of drivers and treat them more fairly, more control of wayside operators, 
regulations and quality of vehicles. 

10. 50 % of the drivers is prepared to pay more for the station if the improvements they suggested would be 
implemented. They agree to an average increase of 25 %, which means the tolls will be C 500. 

11. The fees paid differ enormously. The Ioading and hooking fees are 5 % of the revenues (fares collected) of 
the vehicle, which are influenced by the capacity and the distance. 

12. Main problems with temporary stations are Jack of facilities and Iess work because many passengers are not 
a ware ofthe station or findit to difficult to find their way, prefer takinga vehicle on the road. 

7 .3.3 Needs local management 

I. Most mentioned improvements for facilities are no new ones. Again sanitary facilities, toilets, waiting 
facilities and lighting are the most important ones. 

2. Also with this question many answers are similar to the ones given bypassengers and drivers. New ones are 
a one-way system and uniform offices for allloading points 

3. Two good suggestions for impravement of the operation were given: storey buildings ( downstairs as waiting 
room for passengers and upstairs as offices to GPRTU, which will make Ioading easier) and longjourney 
vehicles should be kept at the racecourse and after developing only trotra's and taxis should be allowed at 
Kejetia for smooth running of the stations. 

4. Almast all of the local managers think positively about the first co me first served principle. 
5. Themanagers are divided about alternative operation principles. The arguments are the same as given by 

drivers, only favourable fortrotra's and only in the morning. 
6. None of the managers firmly criticises the management by GPRTU. 
7. PROTOA and co-operative local management like it at Dr. Mensah. Maybe it would be better to • give' 

them this station and imprave the pavement. This means that Kejetia will be for GPRTU, OSA and CES. 

7.3.4 Needs regional management 

A. The most disturbing factors are the same as these mentioned by passen gers, Jack of facilities, criminality, 
drainage, too crowded, etc. Suggestions tor impravement are; serious allocation of destinations to the 
various satellite stations, a proper design, demarcations, more police control and more investments. 
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Checklists and indicators for evaluation & capacity analysis 

In this appendix, the checklists used for the evaluation of the start of the construction (see 8.2 and 
appendix 8.2), the design and the capacity of the satellite terminals are restored. 

8.1.1 Checklist evaluation start construction 

Preparation 
The following steps are taken during the preparation of Kejetia terminal construction project: 
1. Review reports and assets and determine additional data needs; 
2. Conduct supplementary studies; 
3. Review geometrie pavement, drainage and traffic management design; 
4. Planning and architectural design; 
5. Electrical and communications services, water supply and sanitation; 
6. Utility relocation and property acquisition; 
7. Bill of quantities and cost estimation; 
8. Engineering drawings. 
Almost all of these steps have been taken care of by Comptran. Fora lot of these studies they used 
data of the final report of the Integrated development consultants, Kejetia Redevelopment and Traffic 
Management Project, 1993. The cost estimates and engineering drawing were taken care of by Limex 
constructors. 

Start construction Indicators 
Logistics Meetings with all interested parties, associations, owners of vacant land 

near the terminal, shop owners. 
Meetings between representatives of the consultant and govemment. 
Bidding construction work 
Meetings between representatives of the constructor, consultantand 
govemment. 
Mobilisation of contractor and consultant (cars, facilities) 
Acquiring labourers, equipment, matenals 
Contracting of manufacturers 

At site Relocation I resettlements of vehicles, offices to temporary areas 
Site demolition 
Drainage works 
Setting out 
Building of site office, lighting to be able to work during the evening/ night 

Appropriate technology Labour intensive steps 
Local-available materials 
Cost-effective steps 
Management and organisation methods 
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8.1.2 Checklist evaluation design 

This checklist is a combination of the checklist used to describe the physical characteristics of the 
actual profile and the physical terms of reference. 

Characteristics Indicators 

De mand 
Vehicles Total number of vehicles 

Type of vehicles 
Modal split 
Throughput growth rate 

Passengers Total number of passengers 

Physical characteristics 
Infrastructure Size area, capacity 

Number of lanes and tracks 
Number of en trances and exits and their layout 
Intersection design 
Routing 
Restrictions 
Harriers and fencing 
Traffic separation 
Raad surface conditions 
Drainage 
Pedestrian crossing facilities, walking routes 
Passenger alighting and boarding facilities 

Regulation Markings 
Signs, signposts 
Lighting_ 

Facilities Offices for the management, sanitary facilities, refreshment facilities, 
waiting facilities, starage facilities and eating areas 

Parking supply Parking places 
Designated spaces or bays 
Turning movements 

Parking demand Peak accumulation 
Turnover 
Average parking duration (min) 

8.1.3 Checklist capacity analysis 

For the capacity analysis of the satellite terminals the same checklist is used as for the physical 
characteristics in the actual profile. But the demand will be discussed in less detail though. Besides 
this the management capabilities have to be taken into account. 
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8.1.4 Check with terms of reference 

Physical terms of reference Check with the design 
Waiting facilities o.k. A vailable in good proportion (based on ob servation of 

New Tema station) 
Toilet & urinal facilities o.k. See section 8.3.3, Sanitary facilities 
Parking bays o.k. See section 8.3.4, Parking supply 
Sanitary conditions o.k. Dustbins will be available, drainage systems can be 

cleaned, pavement can be swept easily. But, the minor 
maintenance team will have to care of the cleaning of the 
terminal. 

Lighting system o.k. See section 8.3.2, Regulation 
Separation of traffic o.k. See section 8.3.2, Traffic separation 
Demarcation of sub-stations no It was not known by representatives of KMA I consultant I 

associations, how the parking bays and the different sectors 
will be divided. Therefore, demarcation in the design is 
simply not possible. Besides this, it is also not advisable 
because some stations will grow faster or will be more 
profitable than others. This will influence the size of the 
sub-station in number of parking bays. 

Pavement o.k. See section 8.3.2, Road surface conditions and drainage 
Drainage o.k. See section 8.3.2, Road surface conditions and drainage 
Different routes o.k. See section 8.3.2, Lanes and tracks I Driveway design 
Lanes & intersection design o.k. See section 8.3.2, En!ry I exit design 
Eating facilities o.k. See section 8.3.3, Eating facilities 
Space for large buses o.k. See section 8.3.4, Parking supply 
Remavement unnecessary o.k. This is automatically done, during the evacuation of the 
structure terminal. 
Operational terms of reference Check with the design 
Dynamic operation & short There will be much less congestion within the terminal because 
parking times and waiting times of the one-way circulation. The terminal will be mainly used for 
for passengers intra-city operations and therefore the average parking time will 

be much lower. Still, control on parking times and impravement 
of operation methods will be necessary, see chapter 11, section 8. 

Safety & security Safety will be largely improved because of the traffic separation. 
Security will be easier because of the gates at the different sectors 
and because of the fact that the area is neatly arranged. But still, 
security requires people and management. 
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Appendix 8.2 

Background of the design 

In this appendix more details are given of the construction period. This includes a description of the 
logistics befare the start of the construction, the start of the construction at site and a look at the 
appropriateness of the construction process. 

8.2.2 Logistics start construction 

At first, the construction works, both KTMRP and Kejetia terminal, were to be finished in May 1999. 
In July 1998, it became clear that it would not be finished befare November 1999. There were a 
number of reasons for the delay: 
• Non-payment of the Advance Mobilisation & Interim Payment certificates; 
• No full completion of office, residential facilities and vehicles for the engineer' s staff; 
Besides these general reasons there is a specific delay in the Subin V alley because the taxi and Trotro 
drivers occupying the site have refused to be relocated. 
The meetings between representatives of the consultant and govemment and the first meetings 
between consultant, constructor and representatives of the GOG were either before arrival of the 
researcher in Ghana or the researcher was not allowed to be present at these meetings. The only 
meetings the researcher was allowed were meetings where the start of the construction was discussed. 
Still, it is clear that these meetings collapsed orderly and without large difficulties. The constructor is 
responsible for the acquiring of labourers, equipment and materials and the contracting of 
manufactors. 

8.2.3 Start construction at site 

During construction of Park Road and the drainage system of the thoroughfare, part of the operators 
was replaced to an area near the Cultural Centre. For the traders, normally trading in this area, an 
alternative area had to be found. Therefore, they were allowed to trade around the future entrance of 
the terminal, in the middle of the construction area. 
Although this was not the most ideal reptacement area, at the time the complete terminal was 
evacuated, there was no reptacement area assigned for traders at all. The rest of the operators were 
replaced to the Cultural Centre, Dr. Mensah and Racecourse temporary terminals (see map in this 
appendix). Many of them though, still preferred to operate at the surroundings of Kejetia and therefore 
started to operate 'on the street'. They captured all spaces left like shoulders, sidewalks and at 
crossings.The on street operation of operators tagether with the untidy trading caused a lot of 
congestion and discomfort for anyone passing through the city centre. 

Photo 8.3: lunetion Bantama & Guggisberg road Photo 8.4: Site office near former entrance 

It took a long time before the site office and other facilitates necessary to facilitate the construction 
works at the terminal were at place. Consortium already had its own facilities because they already had 
a site office near Park Road for the KTMRP 
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Appendix 8.2 

8.2.4 Appropriate technology 

Appropriate technology is the application of all (technological) abilities basedon (scientific) 
knowledge for the satisfaction of the (fundamental) needs of passengers, operators and managers in 
their own cultural and natura! environment using appropriate resources (locally available, labour
intensive and cost-effective), managementand organisation methods enabling the groups to start, 
rnaintaio and continue services. 

Except forsome old machines corning from Limex (originally a German company), the construction 
processis very labour-intensive. Most materials, like the paving blocks, are locally produced. All the 
expertise is delivered by a Ghanian consultant (CEPA), which is also the consultant for the KTMRP, 
and the construction is taken care of by a Ghanian eenstructor (Appiah & sons). Both staff memhers of · 
the contractor as of the consultant have stuclied abroad. 
The only lacking part concerns the management and organisation methods enabling the groups to start, 
rnaintaio and continue services. But this is not the task of the consultant, this is the task of local 
government, KMA. 
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9-1 TOT AL ANNUAL COSTS (growth rate 3.6%) 

TOT AL ANNUAL COSTS OF OPERA TION thousand Cedis 
Cost Items 2000 2001 2002 2003 2004 2005 2006 
Capacity utilization 61 63 65 68 70 73 75 

1. Minor maintenance 
Materia Is 732 1,512 1,560 1,632 1,680 1,752 1,800 
Equipment 508 1,049 1,082 1,132 1,166 1,215 1,249 

2. Major maintenance 
Lighting 54,000 108,000 108,000 108,000 108,000 108,000 108,000 
Mechanica I works 105,600 211,200 211,200 211,200 211,200 211,200 211,200 
Desining 600 1,200 1,200 1,200 1,200 1,200 1,200 
Desiudging 408 816 816 816 816 816 816 

3. Labour 
Minor maintenance 13,320 27,120 27,600 28,320 28,800 29,520 30,000 
Major maintenance 8,525 17,357 17,664 18,125 18,432 18,893 19,200 

MAINTENANCE COSTS 183 693 368 254 369122 370 425 371 294 372 596 373 465 
9. Administrative overhead casts 

Salaries, wages 62,254 127,618 130,728 135,394 138,504 143,170 146,280 
Social costs, etc (on wages) 12,451 25,524 26,146 27,079 27,701 28,634 29,256 
Materials and services 4,300 1,480 1,480 1,480 1,480 1,480 1,480 

MANAGEMENT COSTS 262 697 522 875 527 476 534377 538 978 545 880 550 481 
10. Depreciation 219,690 219,690 219,690 219,690 219,690 219,690 219,690 

TOT AL OPERATION COSTS 462,387 742,565 747,166 754,067 758,668 765,570 770,171 

2007 2008 2009 2010 
78 81 84 87 

1,872 1,944 2,016 2,083 
1,299 1,349 1,399 1,445 

108,000 108,000 108,000 108,000 
211,200 211,200 211,200 211,200 

1,200 1,200 1,200 1,200 
816 816 816 816 

30,720 31,440 32,160 32,832 
19,661 20,122 20,582 21,012 

374 768 376 070 377 373 378 589 

150,946 155,611 160,277 164,631 
30,189 31,122 32,055 32,926 

1,480 1,480 1,480 4,600 

557382 564 284 571185 580747 
219,690 219,690 219,690 219,690 

777,072 783,974 790 875 800,437 

2011 2012 
90 93 

2,158 2,237 
1,497 1,552 

108,000 108,000 
211,200 211,200 

1,200 1,200 
816 816 

33,576 34,368 
21,489 21,996 

379935 381 368 

169,452 174,585 
33,890 34,917 

1,460 1,460 

584 758 592 350 
219,690 219,690 

804,448 812,040 

2013 
97 

2,316 
1,607 

108,000 
211,200 

1,200 
816 

35,160 
22,502 

382 801 

179,717 
35,943 

1,480 

599 941 
219,690 

819,631 

2014 
100 

2,400 
1,665 

108,000 
211,200 

1,200 
816 

36,000 
23,040 

384321 

185,160 
37,032 

1,480 

607993 
219,690 

827,683 

I 

0 
0\ 



9·2 DISCOUNTED CASH-FLOW· TOT AL CAPITAL INVESTED (growth rate 3.6%) 

DISCOUNTED CASH·FLOW TOT Al CAPITALINVESTED ousond Codls 
Discount rats %:28 Operaion Saap vatu• si 

2000 2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012 2019 2014 2015 
TOT AL CASH INFLOW 614982 1 274 249 1 320115 1 387 640 1 416 875 1 487 882 1 520 726 1 575 472 16321~ 1 6QO 048 1 751 822 1 814 888 1 880 223 1Q4H11 2 018 036 1 n1.1oo 

1./nflow operarions I 
Sales revenues 614,Q82 1,274,249 1,320,115 1,367,640 1,416,875 1,487,882 1,520,726 1,575.472 1,632,18Q 1,~,Q48 1,751,822 1,814,888 1,880,223 1,947,Q11 2,018,036 
Interest on securities 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 

2. Othsr income 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 1 n1100 
OTAL CASH OUTFLOW 527007 930 193 949 457 g7o gos 991 344 1 014 009 1 035 713 1 059 888 1 084 350 1 109 728 1 798 648 1 162 572 1 190 733 1 219 718 1 249 876 0 

s. lncrease in current as.stW 
Axed Wwestments 0 0 0 0 0 0 0 0 0 0 660,000 0 0 0 0 

4. Operating costs 482,387 742,565 747,166 754,067 758,668 765,570 no,1n 7n,012 783,974 790,875 800,497 804,448 812,040 8H~,631 827,683 
5. Comorate tax Daid 44620 187 628 202 291 215 836 232 675 248 439 265 542 282,614 300 378 318 953 338 209 358123 378 6Q3 400 086 422193 

NET CASH FLOW 87,975 344,049 370,658 396,736 425,531 453,873 485,013 515,786 547,839 581,220 (48,824) 652,316 689,491 728,194 768,160 1,771,100 
CUMULATIVE NET CASH FLOW 87975 492 024 802 883 1199 419 1 624 950 2 078 823 2 563 836 3.079 622 s 827 461 4 208 881 4181 857 4 814 173 s 503 664 6 231 858 7 000 018 8n1118 
Net present value (at 28%) 68,730 209,991 176,744 147,796 123,848 103,199 86,156 71,580 5Q,397 49,231 (3,099) 33,724 27,848 22,978 18,937 34,110 
Cumulative net present value 68 730 278 722 455 485 603 261 727 107 830 306 916 461 988 041 1 047 438 1,096 669 1 0~3 570 1.1272~4 1 155143 1,178120 1 197 057 1231,167 
NET PRESENT VALUE 28% 1,231167 

0\ 



9-3 NET INCOME STATEMENT FROM OPERATIONS (growth rate 3.6%) 

NET INCOME STATEMENT lhousandCedls 
Operdon 

2000 2001 2002 2003 2004 2005 2006 
Capecity U~Hza~on 81 63 65 66 70 73 75 

0 1 2 3 4 5 8 
1. Tata/ income 614,982 1,274,243 1,320,115 1,367,640 1,416,875 1,467,882 1,520,726 

Sales revenue 614,982 1,274,243 1,320,115 1,367,640 1,416,875 1,467,882 1,520,726 
Interest on serunties 0 0 0 0 0 0 0 
01herincome 0 0 0 0 0 0 0 

2. Less variabie costs 60,678 125,335 129,314 135,283 139,262 145,230 149,209 
Malerlal 1,240 2,561 2,842 2,764 2,846 2,967 3,049 
Pe."omel (salaries, wages) 59,438 122,774 126,672 132,518 136,416 142,262 146,160 
Other variabie costs 0 0 0 0 0 0 0 

VARIABLE MARGIN 554,304 1,148,907 1,190,801 1,232,357 1,277,613 1,322,652 1,371,517 
(in %of total income) 90 90 90 90 90 90 90 

3. Less fixed costs 426,818 612,826 612,826 612,826 612,826 612,826 612,826 
Material 161,348 322,696 322,696 322,696 322,696 322,698 322,696 
Pe."onnel (salaries, wagas) 24,860 49,320 49,320 49,320 49,320 49,320 49,320 
Depreciation 219,690 219,690 219,690 219,690 219,690 219,690 219,690 
lnsurances (O 5 %of aH fixed assets) 21 120 21 120 21 120 21 120 21.120 21 120 21 120 

OPERATIONAL MARGIN 127,486 536,081 577,975 619,531 664,787 709,826 758,691 
(in %of lotal income) 21 42 44 45 47 48 50 

4. Less casts of finance 0 0 0 0 0 0 0 
GROSS PROFIT 127,486 536,081 577,975 619,531 664,787 709,826 758,691 

5. Less allowances 0 0 0 0 0 0 0 
T AXABLE PROFIT 127,486 536,081 577,975 619,531 664,787 709,826 758,691 

6. lncome (CC!I1)orate) tax (35%) 44 620 187628 202 291 216.836 232.675 248439 265 542 
NET PROFIT 82,866 348,453 375,684 402,695 432,112 461,387 493,149 

7. Dividends eayable 0 0 0 0 0 0 0 
RETAINED PROFIT 82866 348 453 375 684 402.695 432.112 461 387 493 149 

RATIOS(%) 
G ross profil I sales 20.7% 42.1% 43.8% 45.3% 46.9% 48.4% 49.9% 
Net profit after lax I sales 13.5% 27.3% 28.5% 29.4% 30.5% 31.4".0 32.4% 

Tax-rate: 35% 

2007 2008 2009 2010 
78 81 84 87 

7 8 9 10 
1,575,472 1,632,189 1,690,948 1,751,822 
1,575,472 1,632,189 1,690,948 1,751,822 

0 0 0 0 
0 0 0 0 

155,177 161,145 167,114 172,684 
3,171 3,293 3,415 3,528 

152,006 157,853 163,699 169,156 
0 0 0 0 

1,420,295 1,471,044 1,523,834 1,579,138 
90 90 90 90 

612,826 612,826 612,826 612.826 
322,696 322,696 322,696 322,696 

49,320 49,320 49,320 49,320 
219,690 219,690 219,690 219,890 

21 120 21 120 21.120 21.120 
807,469 858,218 911,008 966,312 

51 53 54 55 
0 0 0 0 

807,469 858,218 911,008 966,312 
0 0 0 0 

807,469 858,218 911,008 966,312 
282.614 300 376 318 853 338 209 
524,855 557,841 592,155 628,103 

0 0 0 0 
524 855 557841 592 155 628 103 

51.3% 52.6% 53.9% 55.2% 
33.3% 34.2% 35.0% 35.9% 

2011 2012 
90 93 
11 12 

1,814,888 1,880,223 
1,814,888 1,880,223 

0 0 
0 0 

178,852 185,417 
3,654 3,789 

175,197 181,628 
0 0 

1,636,036 1,694,807 
90 90 

612,826 612,826 
322,896 322,696 

49,320 49,320 
219,690 219,690 

21 120 21120 
1,023,210 1,081,981 

56 58 
0 0 

1,023,210 1,081,981 
0 0 

1,023,210 1,081,981 
358,123 378 693 
665,086 703,287 

0 0 
665 086 703 287 

56.4% 57.5% 
36.6% 37.4% 

2013 
97 
13 

1,947,911 
1,947,911 

0 
0 

191,982 
3,923 

188,059 
0 

1,755,930 
90 

612,826 
322.696 

49,320 
219,690 
21.120 

1,143,104 
59 

0 
1,143,104 

0 
1,143,104 

400 086 
743,017 

0 
743 017 

58.7% 
38.1% 

2014 
100 

14 
2,018,036 
2,018,036 

0 
0 

198,945 
4,065 

194,880 
0 

1,819.091 I 
90 

612,826 
322,696 

49,320 
219,690 

21 120 
1,206,265 

60 
0 

1,206,265 
0 

1,206,265 
422193 
784,072 

0 
784 072 

59.8% 
38.9% C"l 
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9-4 TOT AL ANNUAL COSTS (growth rate 6o/o) 

TOTAL ANNUAL COSTS OF OPERATION (thousand Cedis) 
Cost items 2000 2001 2002 2003 
Capacity utilization 59 63 67 70 

1. Minor maintenance 
Materials 708 1,512 1,608 1,680 
Equipment 491 1,049 1 '116 1 '166 

2. Major maintenance 
Lighting 54,000 108,000 108,000 108,000 
Machanical works 105,600 211,200 211,200 211,200 
Desilting 600 1,200 1,200 1,200 
Desiudging 408 816 816 816 

3. Labour 
Minor maintenance 13,080 27,120 28,080 28,800 
Major maintenance 8,371 17,357 17,971 18,432 

MAINTENANCE COSTS 183,258 368,254 369,991 371,294 
9. Administrative overhead costs 

Salaries, wages 60,698 127,618 133,838 138,504 
Social costs, etc (on wages) 12,140 25,524 26,768 27,701 
Materials and services 4,300 1,480 1,480 1,480 

MANAGEMENT COSTS 260,396 522,875 532,077 538,978 
10. Depreciation 219,690 219,690 219,690 219,690 

TOT AL OPERATION COSTS 480,086 742,565 751,767 758,668 

2004 2005 2006 
75 79 84 

1,800 1,896 2,016 
1,249 1,315 1,399 

108,000 108,000 108,000 
211,200 211,200 211,200 

1,200 1,200 1,200 
816 816 816 

30,000 30,960 32,160 
19,200 19,814 20,582 

373,465 375,202 377,373 

146,280 152,501 160,277 
29,256 30,500 32,055 

1,480 1,480 1,480 

550,481 559,683 571,185 
219,690 219,690 219,690 

770,171 779,373 790,875 

2007 2008 
89 94 

2,136 2,256 
1,482 1,565 

108,000 108,000 
211,200 211,200 

1,200 1,200 
816 816 

33,360 34,560 
21,350 22,118 

379,544 381,716 

168,053 175,829 
33,611 35,166 

1,480 1,480 

582,688 594,190 
219,690 219,690 

802,378 813,880 

2009 
100 

2,400 
1,665 

108,000 
211,200 

1,200 
816 

36,000 
23,040 

384,321 

185,160 
37,032 

1,480 

607,993 
219,690 

827,683 

~ 
0\ 



9-5 DISCOUNTED CASH-FLOW- TOTAL CAPITAL INVESTED (growth rate 6%) 

DISCOUNTED CASH-FLOW TOT AL CAPITAL INVESTED (thousand Cedls) 
Discount rate %:28 Operalion 

2000 2001 2002 2003 2004 2005 2006 
TOT AL CASH INFLOW 614,982 1 303,762 1,381,988 1,464,907 1 552,801 1,645 969 1,744 727 

1. lntlow operatlons 
Sales revenues 614,982 1,303,762 1,381,988 1,464,907 1,552,801 1,645,969 1,744,727 
Interest on securitles 0 0 0 0 0 0 0 

2. Other income 0 0 0 0 0 0 0 
TOT AL CASH OUTFLOW 524,983 940,525 974 321 1,008,155 1,046,939 1 085,965 1,128,551 

3. lncrease In current assets 
Fixed investments 0 0 0 0 0 0 0 

4. Operating costs 480,086 742,565 751,767 758,668 770,171 779,373 790,875 
5. Corporale tax pa/d 44,897 197,960 222,554 249487 276768 306,592 337 676 

NET CASH FLOW 89,999 363,237 407,667 456,752 505,862 560,005 616,177 
CUMULATIVE NET CASH FLOW 89,999 453,236 860,903 1,317 654 1,823,516 2,383,521 2,999 698 
Net present value (at 28%) 70,312 221,702 194,391 170,153 147,225 127,330 109,455 
Cumuialive net present value 70,312 292,014 486,404 656 558 803 783 931,113 1,040,568 
NET PRESENT VALUE 28% _ _ _j,32~31L ------- ---- ------- -- -- ---------- -- -

2007 
1,849,411 

1,849,411 
0 
0 

1,173,211 

0 
802,378 
370 833 
676,200 

3,675,898 
93,842 

1,134,410 

Scrap va/ue 
2008 2009 2010 

1 960 376 2,077,998 2,246,850 

1,960,376 2,077,998 
0 0 
0 0 2,246,850 

1 220,070 1,270,863 0 

0 0 
813,880 827,683 
406,190 443180 
740,306 807,136 2,246,850 

4416,204 5,223340 7,470,190 
80,264 68,367J 43,273 

1,214,674 1,283,041 1,326,314 

-- ------· -- ------ --

-.:t 
0\ 



9-6 NET INCOME STATEMENT FROM OPERATIONS (growth rate 6%) 

NET INCOME STATEMENT (thousand Cedis) 
Operation 

2000 2001 2002 2003 
Capacity Utilization 59 63 67 70 

0 1 2 3 
1. Total income 614,982 1,303,762 1,381,988 1.464,907 

Sales revenue 614,982 1,303,762 1,381,988 1,464,907 
Interest on securities 0 0 0 0 
Other income 0 0 0 0 

2. Less variabie costs 59,888 125,335 133,293 139,262 
Material 2,398 2,561 2,724 2,846 
Persennel (salaries, wages) 57,490 122,n4 130,570 136,416 
Other variabie costs 0 0 0 0 

VARIABLE MARGIN 555,094 1,178.426 1,248,694 1,325,645 
(in o/o of total income) 90 90 90 90 

3. Less fixed costs 426,818 612,826 612,826 612,826 
Material 161,348 322,696 322,696 322,696 
Personnel (salaries, wages) 24,660 49,320 49,320 49,320 
Depreciation 219,690 219,690 219,690 219,690 
lnsurances 10,5 o/o of alllixed assets) 21,120 21,120 21 120 21,120 

OPERATIONAL MARGIN 128,276 565,600 635,868 712,819 
(in o/o of total income) 21 43 46 49 

4. Less costs of finance 0 0 0 0 
GROSS PROFIT 128,276 565,600 635,868 712,819 

5. Less allowances 0 0 0 0 
TAXABLE PROFIT 128,276 565,600 635,868 712,819 

6. /ncome (corporale) tax (35%) 44,897 197,960 222 554 249.487 
NETPROFIT 83,379 367,640 413,314 463,333 

7. Dividends pavable 0 0 0 0 
RETAINED PROFIT 83,379 367,640 413 314 463,333 

RATlOS (o/o) 
Gross profit I sales 20.9% 43.4% 46.0% 48.7% 
Net profit alter tax /sales 13.6% 28.2% 

-
_g9.9% 

-
31.6% 

-

Tax-rate: 35% 

2004 2005 2006 
75 79 84 

4 5 6 
1,552,801 1,645,969 1,744,727 
1,552,801 1,645,969 1,744,727 

0 0 0 
0 0 0 

149,209 157,167 167,114 
3,049 3,211 3,415 

146,160 153,955 163,699 
0 0 0 

1.403,592 1,488,803 1,577,614 
90 90 90 

612,826 612,826 612,826 
322,696 322,696 322,696 
49,320 49,320 49,320 

219,690 219,690 219,690 
21,120 21,120 21,120 

790,766 875,977 964,788 
51 53 55 

0 0 0 
790,766 875,9n 964,788 

0 0 0 
790,766 875,977 964,788 
276,768 306,592 337,676 
513,998 569,385 627,112 

0 0 0 
513,998 569,385 627 112 

50.9% 53.2% 55.3% 

-- 3:3.1% -- 3A.6~-- __ 35.9% 

2007 
89 

7 
1,849.411 
1,849,411 

0 
0 

1n.o61 
3,618 

173.443 
0 

1,672,350 
90 

612,826 
322,696 
49,320 

219,690 
21,120 

1,059,524 
57 
0 

1,059,524 
0 

1,059,524 
370,833 
688,691 

0 
688,691 

57.3% 
37.2% 

2008 2009 
94 100 

8 9 
1,960,376 2,077,998 
1,960,376 2.on,998 

0 0 
0 0 

187,008 198,945 
3,821 4,065 

183,187 194,880 
0 ol 

1,n3,367 1,879,053 I 

90 90 I 
612,826 612,826. 
322,696 322,696 
49,320 49,320 

219,690 219,690 
21,120 21,120' 

1,160,541 1,266,227 
59 61 

0 0 
1,160,541 1,266,227 

0 0 
1,160,541 1,266,227 

406,190 443,180 
754,352 823,048 

0 0 
754,352 823,048 

59.2% 60.9% 
~Mo/o ___ 39.6o/o 

Ir) 
0\ 



Appendix 11.1 

Institutional framework public transport 

At nationallevel MRT is responsible for public transport, at urban level the DUR's are responsible. 
The lowest level is the transport & traffic Unit (lndicated and explained in two different reports; Ross 
Silcock in 1992 and TDP in 1996). 

Figure 11.1: Organisationalframework independent management 

Operations co
ordinator Car Parks 

METRO. T&T CO-ORDINATOR 

Operations co
ordinator Traftic 

Operations co
ordinator Terminals 

Source: TDP, 1996, figure 7 .I and figure 7 .I a, between page 52 and 53 

A structure fora city transport group is given in the Urban Transport Action Programme (Ross 
Silcock, 1992, p.38). The task of the group is local co-ordination and implementation. 
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Appendix 11.1 

MMA/MLG 

DUR/MRT 

TCPD/MLG 

UTU/MRT 

INPUT FROM COOPTED MEMBERS: 
NA TIONAL ROAD SAFETY COMMITTEE, TRAFFIC POLICE, UTILITIES AND PUBLIC TRANSPORT 

OPERATORS 

Source: Ross Silcock, Urban Transport Policy Action Programme, 1992, p.38 

A combination of the two organisational structures can be made. Representatives of the MMA in the 
city transport group are the co-ordinators. The operations co-ordinator terminals will be part of the 
public transport unit, the operations co-ordinator traffic will be part of the urban roads and town 
planning units and the operations co-ordinator car parks will be part of the parking unit. 
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