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ABSTRACT
In Kampala city, non-motorized transport (NMT) modes such as cycling and walking are generally
used by poor people to access centers of employment, public services (for example, library,
educational institutions, public transport) and other amenities as well as for recreational activities.
Notably, the lack of integration among the different public transport modes (namely, NMT, bus, and
minibus) creates a major obstacle in the provision of an integrated, sustainable and effective public
transport system. Likewise, the absence of proper recognition of NMT in government and social strata
creates a problem in the supply of a satisfactory public transport service, that is, a public transport
service that meets the needs of all users.
Motivated by the re-designing of Namirembe road non – motorized transport corridor into public
transport system, the study was undertaken to explore the impact of the non-motorized roads on
vehicle traffic flow. Social, environmental and economic factors were explored, specifically -modern
theory in urban transport planning and policy. In addition, the study explored enabling factors to find
out the effectiveness of the new innervations on Namirembe road from the perspectives of the
participants of the study.
The results of the study showed that reduction in congestion, environmental sustainability,
improvement in the travel experience by the road users, safety promotion to both non-motorized and
vehicle users were identified as benefits for the integration of NMT on Namirembe road as a key
element of public transport According to the results, government needs to promote NMT use even in
other streets of Kampala and also work on traffic impacts as a result of the newly redesigned
Namirembe road such as congestion on the various junctions along the road, misbehavior of the
different motor vehicle users who encroach on other road users, frequent road maintenance for
example on faded signs as well as adequate safety and security measures along NMT route.. Further
research is advised, within the wider public transport population in Kampala, as well as other NMT
and public transport systems. The emphasis of this research is on finding out the impact of the nonmotorized roads on vehicle traffic flow on Namirembe road.
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CHAPTER ONE

1.1

INTRODUCTION AND BACKGROUND TO THE STUDY
INTRODUCTION

The characteristics of the existing transport network in Kampala city which is largely dominated by
the roads was designed majorly to accommodate the vehicular traffic. The Government is undertaking
major investment programs aimed at improving the physical infrastructure of Uganda’s roads, cities
and urban centers however there was need to establish Non-Motorized Transit corridors and
Namirembe road is one of the roads that was selected to be designed into a non-motorized transport
pilot project.
The new design of Namirembe road stretches from Bakuli (Mengo) to Ben Kiwanuka junction. The
redesign of the route was aimed at creating wider spaces for pedestrians and cyclists for whom
priority will be given. To understand the impact of the new design of Namirembe road, there is need
to find out the state of road at the time of commissioning the road and the current state, the
compliance of the road users in relation to guidelines by the responsible authorities, the effects of the
road to the physical and socio-economic activities along the road. This will help to come up with
solutions on how the pilot project can effectively achieve its intended objectives.
Of recent, most literature has focused on motorized transport systems, however the increased demand
for non-motorized transit corridors in Kampala have led to the immergence of researchers to find
ways of improving the transportation experience in Kampala, this research investigates the impact the
non-motorized Namirembe roads on vehicle traffic flow in Kampala capital city
1.2
BACKGROUND
Non-motorized transport (NMT), which mainly includes walking and bicycle, has got a number of
advantages. Some of their advantage include less congestion; less health, accident and social cost; and
reduced infrastructure costs. However, these advantages have not given NMT a place in policy
makers agenda, especially in Uganda. KCCA has been the leading agency in making sure that this
government policy is implemented and hence the redesign of the Namirembe Road. According to
Uganda Bureau of Statistics Uganda’s economic growth rate that has averaged at 4.8% between 2009
and 2017 and a population growth of 2.9% average based the census years 2002 and 2014 there has
been a steady increase in the pressure on the existing roads and this made it close to impossible to
access some areas of the city for example the downtown areas using vehicles due to congestion traffic
grid lock. It has been observed and proven that city dwellers currently find it more convenient to
access these parts of the city on foot. However, it should be primarily noted that the existing
infrastructure safe, secure and seamless movement of pedestrians and cases of accidents and theft are
common. carbon emissions in to the atmosphere from various engine types are greatly contributing to
1

environmental pollution hence low quality of life of city dwellers. On the other hand, walking and
Cycling is an ultimate zero carbon solution to the pollution from motor vehicles that move the streets
of Kampala on a daily basis.
It is on this basis that Kampala Capital City Authority decided to intervene through receiving a grant
from the United Nations Environment Program (UNEP), The United Nations Human Settlements
Program (UN- Habitat), Iganga Foundation and GouddapelCoffeng of Netherlands to design a Pilot
Non-Motorized Transport (NMT) Corridor in Central Business District (CBD) to promote the use of
non-motorized means of transport (walking & Cycling) in the city through provision of more space to
pedestrians and cyclists along this corridor and thereby show case how a city that devotes more space
to pedestrians and cyclists functions better and is more livable and Namirembe road was one of the
roads that was chosen to be redesigned accessible to only pedestrians and cyclists and this was in line
with the National Non- motorized Transport Policy 2012 Policy whose primary objectives are to:
•

Increase the recognition of walking and cycling in transport, planning, design, and

infrastructure provision;
•

Provide safe infrastructure for pedestrians and cyclists;

•

Mainstream resources for walking and cycling in agencies’ financial planning;

•

Develop and adopt universal design standards that provide for access to all sectors of the

community; and
•

Improve regulation and enforcement to enhance safety for pedestrians and cyclists.

The main objective of this paper is to analyze the impact of non-motorized Namirembe roads on
vehicle traffic flow and this will help establish methods which can be employed to evaluate the
environmental, social- economic impacts of Non-Motorized transport projects which can further be
employed to determine the extent to which the implementation of the Non-Motorized transport system
can contribute to the sustainable development of cities in the country. This will make it possible to
establish parameters that can be employed to monitor the performance of NMT projects that are to be
implemented in other parts of the city with a view of continuous improvement of the NMT transport
models.
1.3
PROBLEM STATEMENT
Kampala Capital City Authority has started focusing on planning for a non-motorized transport
system by implementing a NMT pilot project on Namirembe road to improve on the transportation
experience of pedestrians and cyclists. This has been done with the support of grants from the United
Nations Environment Program (UNEP), The United Nations Human Settlements Program (UNHabitat), Iganga Foundation and GouddapelCoffeng of Netherlands.
Although the Namirembe road pilot project was completed and officially opened up for users, the
road has not yet played its intended role towards the transport sector, this is evidenced by: misuse of
2

the corridors by street vendors taxis and bodaboda riders, this problem is mainly attributed to poor
enforcement of KCCA and low political will. There is also a negative impact to building owners
claiming that trucks can no longer access their stores to deliver new stock. An effect on the business
community has also been evidenced mainly the petrol stations who claim that their customer base has
been cut off since motor vehicles can no longer access their petrol stations.
In Kampala city, the impact of non-motorized Namirembe roads on vehicle traffic flow, environment,
social economic activities and its functionality has not yet been well discussed that’s why the research
is aimed at investigating on the impact of non-motorized Namirembe roads on vehicle traffic flow in
Kampala city.
1.3

OBJECTIVES OF THE STUDY

The general objective of the study was to analyze the impact of non-motorized Namirembe road on
vehicle traffic flow in Kampala Capital city.
The Specific objectives of the study were:
1. To find out public perception on walking
2. To assess the impact of the new design of Namirembe road on the physical, economic, social
setup of Kampala city.
3. To find out the challenges faced by people walking on the road .
4. To find out the compliance of the road users in relation to the design of the road.
5. To provide recommendations on how to improve on the functionality management of Namirembe
road as a non-motorized transport corridor.
1.4
RESEARCH QUESTIONS
1 Where is the newly redesigned Namirembe road located and the impact of the location on the
physical, economic, social setup?
2

What are the challenges faced by the road users?

3

What are the strategies of improving on the state, functionality and management of the newly
redesigned Namirembe road?

1.5
SIGNIFICANCE OF THE STUDY.
The study could potentially act as basis for future studies by numerous other researchers embarking
on doing the same field of study by proving relevant information on the design of non-motorized
transport roads. The outcome of this research is to benefit the road users by imparting knowledge and
awareness on how to effectively utilize the road.

3

1.6
SCOPE OF THE STUDY
The research is conducted in Kampala central division and particularly on Namirembe road stretching
from Namirembe Road stretches from Berkley (Bakuli) junction up to Mini-price Shopping Arcade at
the foot of Luwum Street.
In terms of context, the research focuses mainly on analyzing the impact of non-motorized
Namirembe roads on vehicle traffic flow, the compliance of the road users to the new design,
challenges faced by the users and provision of solutions on how to improve on the functionality of the
road.

4

Figure 1 Satellite image of Namirembe road

Source: Google earth
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Figure 2 Map showing Namirembe road
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CHAPTER TWO
LITERATURE REVIEW

This chapter contains a review of the existing theoretical literature underpinning the impact of the design
of Namirembe road as a non-motorized transport road in Kampala city.
2.1
BACKGROUND OF NON-MOTORIZED TRANSPORT
Non-Motorized Transport (NMT), also called active transport and human powered transport, refers to
walking cycling, and variants such as wheelchair, scooter and handcart use(Litman, 2012).The definition
of NMT includes any form of transportation that provides personal or goods mobility by methods other
than the combustion motor (Guitink et al. 1994). NMT is mostly used for short-distance trips, with
cycling particularly relevant up to 7.5 kms, and walking up to 2.5 kms. As up to 70% of car trips cover
less than 5 kms, NMT has a large potential to replace car travel (IPCC, 2007). Several studies have
shown that 5-10% of car trips can be replaced by NMT provided good policies are in place (VTPI,
2010).
The concept of NMT was introduced in Kampala some years ago. Of course, the majority of the trips in
Kampala have always been made by foot and some few by bicycles (Tonny, et al., 2014). But the use of
private cars and Matatus has been growing the last decades. This augmented growth mobility of people
contributed to economic growth of the city. But at the same time the intensification of traffic has led to
congestion on main roads, center of the city, air pollution and traffic accidents (Tonny , et al., 2014) . In
a way, motorized traffic has become prey to its own success. This has been happening in many cities
around the world. A more sustainable way of organizing urban traffic had to be found. Many cities,
facing this kind of problem, found improvement of both traffic circulation and economic prosperity by
introduction of areas with less or no cars, accessible for pedestrians and cyclists only (Tonny , et al.,
2014). The concept is generally known as NMT. In 2011, a first investigation of possibilities for
Sustainable Urban Transport in Kampala was made. This has been the basis for the pilot project for
Kampala city centre. Part of this pilot project was a first design for the NMT-zone along Namirembe
Road and Luwum Street as shown in figure 3 (Tonny , et al., 2014).
2.2
THE NAMIREMBE ROAD NMT PILOT CORRIDOR PROJECT SCOPE
According to the Ministry for Kampala capital city and metropolitan affairs, the project will start From
Bakuli (Mengo) to Jaguar bus terminal two directional flows of vehicles will be permitted. The section
between Jaguar bus terminal and Pride Theatre vehicular movement will be restricted to allow access for
the residents and businesses of the area. Pride theatre to Mackay Road (New Taxi Park) and Kisenyi
Road vehicles will be allowed in one direction, From New Taxi Park to Ben Kiwanuka Street and
Burton Street vehicles will be restricted, while from Burton Street to Entebbe Road vehicles will be
allowed in one direction from Entebbe Road. Traffic on Ben Kiwanuka and Burton Street will be
allowed to cross the NMT route but with signalized control at the Ben Kiwanuka Junction.
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The ministry confirms that the NMT corridor (Namirembe Road – Luwum Street to Entebbe Road) will
not totally ban motorized vehicles from the entire route but will restrict them in certain sections of the
route.
2.3

NON-MOTORIZED TRANSPORT USER PROFILE

It has been found that gender largely influences the usage of NMT, especially in developing countries.
In accordance to Buis and Wittink (2000) men are the prominent users of bicycles in the developing
world, they are generally between the ages of 25-35 and employed (Buis&Wittink, 2000). Any other
form of motorized transportation is out of their affordability level and in many cases informal public
transportation modes are more time consuming for this specific user. In terms of pedestrianism, no
gender bias has been perceived and it is assumed that there are not specific user profiles, except disabled
people, thus women and children are seen as the main pedestrian users. This should emphasize greater
safety features for pedestrians.
2.4
FORMS OF NON-MOTORIZED TRANSPORT
Walking is the most common form of non-motorized transportation (NMT), and the other forms of NMT
include bicycles, tricycles, human porterage, handcarts, animal-drawn carts, and other human-powered
vehicles (Yedla 2007).
Biking and walking are rather neglected transport modes within transportation research. In terms of their
contribution to the total number of kilometers travelled, their share is indeed small in most countries.
However, their share in the total number of trips made is substantial almost everywhere. In less
developed countries walking and biking are the natural transport modes for low-income households, but
also in many countries with higher incomes they are considered important transport modes (Rietveld
2001).
2.5

KEY DEFINITIONS

2.5.1

Traffic flow rate

The equivalent hourly rate at which traffic such as vehicles, bicycles or persons pass a point on a lane,
roadway or other traffic way. It is computed as the number of vehicles passing the point divided by the
time interval usually less than one hour (HCM, 2000). Traffic flow rate, q is given by; q = uk(2.1)
where u is speed(km/hr) and k is the density (vehs/km/lane)
In the Great Kampala Metropolitan Area (GKMA), private cars, pedestrians, commuter taxis, buses,
motorcycles (bodabodas), trucks and other heavy goods vehicles (HGVs) dominate the transportation
systems. The total population of vehicles in Kampala by 2010 was estimated to be
about 292,767 with a growth rate of 9.43% (Newton, 2015). During the course of the year, some of the
vehicles in the city are sold off to other parts of the country or outside the country, the rate at which
these vehicles are sold off is estimated at 3.5%, in the same way vehicles breakdown at the rate of 1.1%
(Newton, 2015). The estimated total number of vehicles in the city by 2020 is 469,221 (Newton, 2015).
8

By 2010 there were a total of 1,500 kilometres of roads in Kampala. The rate at which city roads are
repaired and construction of new roads is estimated at 1.5% and 3% respectively, of the roads in the city
(Newton, 2015).
2.5.2 Traffic Congestion
Traffic congestion occurs when the number of vehicles/persons that desire to travel past a point in a
specified time period is higher than the capacity of the road network. This is characterized by slower
speeds, longer trip hours and increased vehicular queuing. According to Tom (2017), traffic congestion
may be of two types: Recurrent Congestion and Non-Recurrent congestion.
Recurrent congestion generally occurs at the same place, at the same time every weekday or weekend
day. This is generally the consequence of factors that act regularly or periodically on the transportation
system such as daily commuting or weekend trips. Recurrent congestion is predictable and typically
occurs during peak hours. It displays a large degree of randomness in terms of duration and severity.
Non-Recurrent congestion is the effect of unexpected, unplanned large events (road works, accidents,
special events, etc.) that affect transportation system more or less randomly and as such, cannot be easily
predicted.
A driving speed survey conducted by (JICA, 2010) in February 2010 on major arterial roads of Kampala
City in the morning and evening peak hours found that traffic congestion had become worse at all major
junctions and on major roads, except at Queen’s Way. Traffic congestion had spread to outside the City
Centre, including Bombo Road, Makerere Hill Road, Port Bell Road and Nsambya/Mukwano Roads.
Traffic congestion (0-15km/hr) was found to be dominant through the day in the CBD (commercial
area) including Namirembe road, Ben Kiwanuka and Luwum streets, etc. This congestion was attributed
to rapid urbanization and population increase creating an urban structure which concentrates the traffic
in the CBD/City Centre, road network with insufficient traffic capacity, lack of an appropriate public
transport system, lack of intergraded traffic demand management and inappropriate traffic control
including roadside parking. A world Bank study says that traffic congestion is costing Uganda over
US$800m (over shs.2.8 trillion) in lost Gross Domestic Product (GDP) (JICA, 2010).
2.6

PLANNING AND DESIGN OF URBAN ROADS

Though NMT users are the majority of the commuters in many places, they are often neglected in the
design and modernization of transportation infrastructure. New construction and infrastructure
upgrading projects often fail to provide physical infrastructure (e.g., overpasses or shoulders) for the
NMT users (Yedla 2007). consideration of NMT during infrastructure design is an essential element to
providing equitable transportation opportunities (Guitink et al. 1994; Guitink 1996).
Universal Design principles ensure that there is appropriate pedestrian access everyone, including the
elderly, men and women in wheelchairs, people with small children and those with various disabilities,
including mobility problems and visual impairment. The Government of Uganda will ensure that the
needs of pedestrians and bicyclists will be adequately addressed in the planning, implementation,
9

regulation and enforcement of roads and other rural and urban infrastructure. Government requires that
all urban road designs, and related infrastructure such as bridges, should include a non-motorized
transport statement explaining how the needs of pedestrians and cyclists have been incorporated into the
designs. Similarly, Government requires that all relevant construction and maintenance contracts should
require a non-motorized transport statement explaining how the needs of pedestrians and cyclists should
be incorporated into the works. Compliance should be verified. Government will require the authorities
responsible for urban roads to identify priority areas for retro-fitting NMT infrastructure, including
covered drains, constructed footways and designated shoulders. The use of one-way routes should be
considered, to allow greater allocation of space for NMT users. (Non-motorized Transport Policy 2012).
Infrastructure planning is another field where governments can stimulate non-motorized transport modes
by providing space for bicycle paths and sidewalks (Rietveld 2001).
2.6.1

Planningfor non-motorised transport

According to Vanderschuren, Phayane, Taute in their writing on Non-Motorised Transport facility
guidelines provided that the network and route planning approaches are meant to decrease the
haphazard provision for walking and cycling by holistically planning networks and routes for NMT.
This is done by translating NMT demand estimates (actual or predicted) into a complete network,
while also looking at constraints, such as existing road classification, in terms of high-speed mobility
routes, user types etc. Planning pedestrian routes and networks requires a fair amount of data.
Typical questions that need to be answered upfront are:
 Who are the current users and potential users of NMT facilities? Where are the desire lines
originating from, and what are their destinations?
 What is the layout of existing pedestrian desire lines and shortcuts? commonly used?
 Where do these desire lines intersect or join with public transport routes and major motor vehicle
roads?
 What does the existing urban transport market and the current travel situation in terms of cost,
mobility, comfort and accessibility to various modes of transport, look like - and what role does
walk play in the City framework?
 What are currently hazardous road sections on existing roads where it is unsafe for people to walk,
due to various reasons?
 What are the road traffic volumes and speeds?
 Where are the conflict points?
 What are the reasons for current desire lines and route choices?
 Does crash data exist?
 Does the topography influence these choices?
 What are the distances travelled and time taken to travel?
 For what trip purpose do NMT users travel?
 What are the various categories of road users?
10

2.6.2

Design of Non-motorised transport

The planning process will identify corridors, routes and access points of the NMT network. These
networks need to be developed into a coherent set of NMT ways that allow for both mobility and access.
In order to achieve this, the project level plans need to be developed into design concepts for each route
and facility. The concepts should, firstly, consider the function (mobility, accessibility or both) that the
particular facility will play in a manner similar to road functional classification – i.e., whether the
facility is an arterial with a primary mobility function or merely an access route. Aspects, such as
universal design requirements, are also incorporated in the design phase. (Vanderschuren, Phayane,
Taute, 2015).
2.6.3 Design Principles of non-motorized transport
The review of the Pedestrian and Bicycle Facility Guidelines (DOT, 2003), national and international
literature resulted in the adoption of design principles. These principles included MT- and NMT aspects.
The effect on road safety, for example, is taken into account. Road safety is influenced by speeds and
MT and NMT volumes and conflicts. Furthermore, NMT has direct desire lines that need to be
accommodated, as much as possible. NMT facilities need to accommodate the demand. For walkways,
for example, all UD users (including people in a wheelchair or with a pram), need to be able to pass each
other. Similarly, for cycling, does the infrastructure accommodate passing or less trained cyclists.
Who are the current users and potential users of NMT facilities? Where
•What are the road traffic volumes and speeds?
•Where are the conflict points?
•What are the reasons for current desire lines and route choices?
•Does crash data exist?
•Does the topography influence these choices?
•What are the distances travelled and time taken to travel?
•For what trip purpose do NMT users travel?
•What are the various categories of road users?
•Who are the current users and potential users of NMT facilities? Where
2.7

ROAD INFRASTRUCTURE CONDITIONS

Statistics show that nearly 1.3 million people are killed annually around the world in road crashes; most
of these casualties occur in low to medium income groups. It was found that “in Africa, there is almost a
total lack of adequate road infrastructure for sustainable transport and road-especially when it comes to
walking and cycling” (Kim & de Jong, 2011).
In Africa, private car ownership is directly proportional to economic growth and road network
expansion; mainly due to the fact that the usage of private car ownership in developing countries are,
generally, not discouraged by traffic demand policies in the various countries. African countries tend not
to have adequate road expansion plans or road maintenance plans and can, therefore, not manage the
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effect that a demand increase of private transportation has on the road network supply
(Mokitimi&Vanderschuren 2016).
2.8

UNDERSTANDING POLICY AND GOVERNANCE OF TRANSPORT

The concepts of policy and governance are intertwined; without policy and appropriate legislation,
governance of sectors such as the transport sector can be a major challenge to any city (Mitullah, Opio
2012). Kanyama and Goran (2009) discusses 9 factors that constrain the prospects for institutional
coordination in planning for public transport: lack of vision for cities, lack of effective city and public
transport plans, lack of professionalism, lack of a regulatory framework, rampant corruption, poverty,
poor citizen and stakeholder participation, inadequate political and fiscal decentralization and,
unwillingness by decision-makers to change the existing transport systems.
2.9
2.9.1

IMPACT OF NON-MOTORIZED TRANSPORT
Positive impacts.

Non-motorized transport (NMT) modes are the lifelines for the transportation in rural areas and small
and medium cities (Yedla 2007). NMT plays an important and unique role in an efficient transport
system. It provides basic mobility, affordable transport, access to motorized modes, physical fitness and
enjoyment (Litman, 2011).They also provide benefits like reduction in congestion, energy-efficient
transportation, and control on environmental emissions and greenhouse gas from transport sector in the
urban centers (Tiwari 2003). Non-motorized transport provides a very flexible solution to accessibility,
particularly when the resources are scarce. This is also true from the perspective of local service
providers and policy makers (Guitink et al. 1994). NMT provides substantial savings in infrastructure
costs. Provision, operation, and maintenance of motorized facilities require resources ten times that of
NMT facilities and five to six times that of public transport facilities (Litman 1998). NMT provides
substantial savings in land requirements not only by means of less demand for road space but also land
required for parking (Yedla 2007).
Non-motorized travel often leverages additional vehicle travel reductions (an increase in walking and
cycling is associated with a much larger reduction in motor vehicle travel) by helping create more
compact, multi-modal communities where residents own fewer vehicles and travel shorter distances
(Litman, 2011).
2.9.2 Negative impacts
Litman, (2011) in this paper, the author studied and Evaluates Non-Motorized Transportation Benefits
and Costs which are Facility costs, Traffic speed reductions, Equipment costs (shoes, bikes, etc.),
Increased crash risk, increases in travel times, Increases in some development costs.
2.10

THREATS TO EFFECTIVE OPERATION OF NON-MOTORIZED TRANSPORT ON
MIXED TRAFFIC ROADS.

Replogle (1992) made a comprehensive study on the non-motorized transport (NMT) of many mixed
traffic Asian cities. He found that the future of NMT in those cities is threatened by growing
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motorization, loss of street space for safe NMT use, and changes in urban form prompted by
motorization. Transport planning in most part of Asia has focused principally on the motorized transport
sector and has often ignored the needs of NMT. Replogle pointed out that without changes in policy,
NMT may decline precipitously in many Asian cities in the coming decade. Large-scale replacement of
NMT with motorized transport would have major negative impacts on air pollution, traffic congestion,
and the employment and mobility of the poor. He gave examples of Japan, the Netherlands, Germany
and other European nations where the transport system consists of an appropriate integration of walking,
NMT modes, and motorized transport. As in European and Japanese cities, where a major share of trips
is made by walking and cycling, NMTs have an important role to play in urban transportation systems
throughout Asia in coming decades.
2.11

METHODS FOR TRAFFIC FLOW IMPROVEMENT

According to Adewole & Motshidisi (2016), strategies for managing congestion and improving mobility
normally are specific to certain cities and inapplicable to others while some of the strategies can be
general to most of the cities. Although construction of new roads or expansion of existing roads can to
some extent alleviate the problem, a more promising and cost-efficient solution is to use the existing
infrastructure more efficiently by predicting the formation of active bottlenecks and evaluate traffic
mobility improvements under different control values and strategies such as route-redirection, transit
vehicle diversion and parking redesign.
Yinan (2017) postulates that without understanding of traffic congestion’s spatial-temporal propagation
behavior in a city, it is impossible to develop efficient mitigation strategies to control and improve city
traffic. To better understand the traffic congestion mechanism, the spatial-temporal propagation pattern
of traffic jams in a large city is analyzed and that local congestion may spread in a city traffic network as
a result of multiple factors such as routing selection, driving behavior, road capacities and even weather
effects. A bottleneck in a traffic network is considered as a source of a traffic congestion. Initially
congestion occurs at a bottleneck, and from there, the congestion may propagate to its surroundings. In
simulations and empirical studies, the bottleneck is usually identified according to the macroscopic
physical quantities such as traffic flow, velocity and occupancy rate, combining with models considering
the microcosmic characteristic of traffic flow and the topology of traffic networks.
In August 2009, MoWT, in partnership with KCC, UPF, MoLG and UNRA appointed a joint Task
Force composed of officials from these agencies to prepare short-term and medium-term measures that
will address the worsening traffic situation (traffic jam and accidents) in Kampala City. The principal
objective of this Task Force was to study selected sections of roads in Kampala, identify critical causes
of traffic congestion, and propose measures to mitigate the problem in the short-term (1-2 years) and
medium-term (3-5 years). The Task Force conducted desktop surveys, field visits and discussions;
identified locations and causes of traffic congestion; and recommended both general and specific
measures to solve the problems, including required costs in the short and medium-terms (JICA, 2010).
Activity schedules were drawn up by road and junction.
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Conventional method of standalone junction improvement, either by signalization or roundabout, could
not cope with the recent rapid traffic growth for the major junctions near/around the city center without
substantial capacity increase or an introduction of area-controlled signalization system (Traffic Control
Centre). As the traffic at all these junctions had far exceeded the traffic capacity, flyover construction
and/or road and junction widening, together with appropriate traffic management, were required to solve
the severe traffic congestion (JICA, 2010).
2.1.2 IMPROVING THE FUNCTIONALITY OF NON-MOTORIZED TRANSPORT AND
VEHICLE TRAFFIC FLOW.
To improve the conditions for walking, cycling and vehicle traffic flow in urban areas and to promote a
shift to those modes, studies listed recommend several measures: the construction and improvement of
sidewalks, bike lanes and paths, more convenient road crossings, rephrasing of traffic lights, better
signing, more and better bike parking facilities, bike sharing schemes, the introduction of lower speed
limits or mobility management measures such as outreach and education campaigns and programs at
schools and enterprises (Litman 2014, OECD/ECMT 2007).
According to Botello 2019 in Planning for walking and cycling in an autonomous-vehicle future, he
provided four primary categories of what can be done to enable a well-functioning non- motorized
transport system without negatively impacting vehicle traffic flow and include:1) the built environment
and infrastructure improvement, 2) technology advancement, 3) social and behavioral issues, and 4) the
role of the public and private sectors.
2.1.3

LESSON LEARNT FROM THE LITERATURE REVIEW.

Identification of the experts on the related research topic has been learnt. It was found out that some
writers have many publications on the same research topic, these same writers acted as a reference in
most of the other articles needed on the same topic. From the number of articles written by the author
and the number of times the writer has been cited by other authors, the particular author is an expert in
the area and, thus, a key resource for consultation in the other t researches to be undertaken.
Determination of appropriate methodologies to be used in the research has also been learnt in
comparison with the past studies of the same or similar topics. It is often useful to review the types of
studies that previous researchers have launched as a means of determining what approaches might be of
most benefit in the future researches.
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CHAPTER THREE

RESEARCH METHODOLOGY
3.0 Introduction
This chapter gives a description of research design, study Area, study population, sampling design and
sampling methods, sample size, data source, data collection instruments and data collection methods,
data processing, presentation and data analysis.
3.1
RESEARCH DESIGN
The study used a combination of descriptive and cross-sectional design. The descriptive and analytical
approaches are appropriate because data is easily analyzed using frequency counts, percentages or
averages derived from questionnaire and interviews. The cross-sectional survey is used because it
captures the state of the variable at a particular point in time.
3.2

THE STUDY AREA

The study was carried out in Kampala city on non-motorized Namirembe road on vehicle traffic flow in
Kampala capital city Namirembe road zone.
Namirembe road is located in Kampala central in Kampala City, Uganda, its geographical coordinates
are 0° 19' 0" North, 32° 34' 0" East. Namirembe Road has a Walk Score of 75 out of 100.This location
is Very Walkable so most errands can be accomplished on foot. Nearby parks include Nankulabye
Parking Stage, Nankulabye Stage and Wayside Gardens.
3.3

TARGET POPULATION AND HOW THEY WERE SAMPLED

A sample of respondents was selected to represent the views of the entire population. These are selected
in different propositions.
The sample size of the respondents was selected in accordance to the design and purpose of Namirembe
road, being a non-motorized road implied that the main road users are the pedestrians and cyclists
followed by motorists. To clearly understand the impact of the non-motorized roads on vehicle traffic
flow in Kampala capital city on Namirembe road zone a lot of study will be put on the functionality of
road as per the design.
Since the research is focused at an area with unknown and large population. A method which helps to
determine sample sizes with such characteristic was used as illustrated below.

Sample size

Z = Z- Score (confidence level at which the researcher will collect data from the area. For this particular
research the confidence level will be 80% (1.28 according to the Z- score representation)
e= margin of error the researcher is expected to make, 9% (0.09) is the margin of error.
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P= Standard deviation which is a constant in calculating sample size, according to the formular the
standard deviation is (0.5).
Below is the process on how 50 respondents were determined according to the above formular;

Sample size

=

=

=

=

Table 1 Target population categories, numbers and how they were sampled.
Respondent categories

No of Respondents

Sampling technique

Moto vehicle drivers

15

Simple Random
Sampling (SRS)

Pedestrians

20

Simple random sampling (SRS)

Cyclists

10

Simple Random
Sampling (SRS)

Traffic officer

2

Purposive sampling

Politician

1

Purposive sampling

Engineer

2

Purposive sampling

TOTAL

50

Source: Author, 2021
3.4

SOURCES OF DATA SOURCES AND COLLECTION INSTRUMENTS

There are two sources of data which the researcher went through to find out the required information
concerning her field of study that is the title of the research these include the following:
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3.4.1

Data sources

(a)

Primary Data

This source of data involves interviewing the targeted population on issues related to the impact of the
non-motorized Namirembe road on vehicle traffic flow in Kampala capital city, the researcher used
observation, questionnaires and interview guides.
(b)

Secondary Data

The researcher contacted the already existing literature on the topic from the text books, journals,
dissertations written by other students and many other authors this help the researcher to back up the
first-hand information which is gathered from primary data.
3.4.2

Data Collection Methods and Instruments

(a)

Questionnaire

The questionnaire was the main instrument to be used in the study. The questionnaire consists of
structured close ended questions. They were administered to the Namirembe road users in Kampala
city, such as road management authority, motor-vehicle drivers, pedestrians, cyclist’s business
community. This method is appropriate because it saves time and money and respondents are given
chance to answer questions at their convenient time, it also eliminates interview bias.
(b)
Interview guide
The researcher employed structured interview to collect data that will not be possible to collect using
the questionnaire.
(c)
Observation
Here the researcher used his eyes and at some time noting down the prevailing situation found on the
ground that is firsthand information for example the physical state of Namirembe road, the traffic flow
pattern, the existing road supporting infrastructure, the behavior of road users and finally the impact of
pedestrians and cyclists on moto-vehicle traffic flow.
(d)

Photography

The researcher took photographs in the areas of study which show the real situation on the ground
especially on the road such as the state of the non-motorized supporting infrastructure, the adherence of
road users was photographed. This helps the researcher to obtain some information which will not be
collected by any other research methods.
(e)

Traffic counts

This is to be conducted in order to obtain the peak hour traffic per movement within the corridor
reserved for motorized transport. These peak hour traffic flows are to be used in computing delays and
potential capacities of these movements hence knowing their levels of service.
(f)

Documentary Analysis or Study

Secondary data to back up the study is needed, this was through studying and reviewing various
literatures from different libraries for example Makerere University, this helps to know more about and
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how it is being dealt with.
3.5

DATA PROCESSING AND ANALYSIS

3.5.1

Data Processing

This included the study of collected data and getting the relevant data that was required for the study
through documentation editing with the aid of pie charts, graphs, and tables among others.
3.5.2 Editing data
This was done during and after field work and it involved reviewing of questionnaires to fill in
the missing and writing correctly for example for the abbreviation that will be used when
administering questionnaires.
3.5.3

Data Analysis

This involved the study of the data collected and sorting to remove the necessary information as
regards to my research, so as to help me draw suggestion and conclusion to the research
conducted. For this case therefore percentages and frequencies will be used.
3.6
CONSTRAINTS THAT WERE ENCOUNTERED
Language barrier. This was mainly evidenced in the interviewing process whereby most of the people in
the targeted population are not conversant with the research language that is English. This affected the
data collection process.
Limited time. This is mainly because of the new normal situation imposed by the pandemic COVID-19.
This has impacted the movement of people especially during the night hours creating a gap in the data
collection since the researcher could not obtain some information mainly during the night hours because
cafew.
Limited cooperation by the interviewee. Some people were not willing to express their views to
researcher because they felt it was consuming their business time, they also felt the research gains them
nothing, some interviewee felt that the research does not promote privacy.
This is how the above constraints were solved:

Prepared precise questions that appear not to be boring to the interviewee.


Proper scheduling of research programs to achieve effective observation and interviewing

activities.


Obtained an interpreter where necessary to acquire the necessary information through

interviewing
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CHAPTER FOUR

4.0 PRESENTATION AND DISCUSSION OF RESEARCH FINDINGS
4.1.0 IN TRODUCTION
This chapter has the presentation and discussion of the findings from the field and interpretations.
4.1.1 PUBLIC PERCEPTION TOWARDS CONVERSION NAMIREMBE ROAD INTO AN
NMT ROAD
Defining public perception and demand for NMT is critical for understanding its prospects in Kampala
city and identification of policies. Given the lack of relevant information, the study has undertaken a
survey to better understand attitudes and demand for NMT, including pedestrian mobility, cycling and
their impact on motorized transport, among representatives of the general public on Namirembe road.
The survey was designed to understand the frequency and purpose of NMT trips by city residents, as
well as their willingness to undertake NMT trips and perceptions of the main obstacles preventing
people from such trips. It was also instrumental for understanding various attitudes and patterns toward
NMT among different groups of society, including female, male, and people of different ages.
4.1.2

Pedestrian perception towards walking on Namirembe NMT Road

The survey has confirmed the importance of walking in the daily life of city residents. According to
survey results, 10% of respondents undertake at least several short pedestrian trips during the week and
about 60% do it on a daily basis on Namirembe road and. Frequency of such trips is not significantly
different between the people of different ages, being slightly higher for younger groups. This
demonstrates the importance of walking for all age categories. People are walking for various reasons
and it was not easy for them to quickly single out any particular reason. However, shopping, leisure and
health, commuting to work/schools and back, taking children to schools/tutors, work-related walking
was among the most popular answers.
Table 2 Showing the period walked on the road
Period walked on the road

No. of users

Percentage (%)

Everyday

12

60

Once a week

2

10

Rarely

1

5

Several times a week

3

15

Several times a month

2

10

Total

20

100

Source: Author, 2021
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In the table above total of 20 people are interviewed to get the information.
Figure 3 A pie chart showing the period walked on the road

Source: Author, 2021
4.1.3 Cyclists Perceptions towards cycling on Namirembe NMT Road
The survey found that cycling is currently not a popular means of transportation in Kampala City
particularly on Namirembe road. Only 10% of respondents use the bicycle at least once a week. Out of
these people 70 percent are youngsters. About 5 percent of those who used bicycles did this for leisure
and health reasons and 95 percent for commuting or shopping. In absolute terms, only about 3 people
out of 10 cyclists interviewed use bicycles for other reasons than leisure and health on a weekly
Table 3 Showing the period cycled on the road
Period cycled on the road

No. of users

Percentage (%)

Everyday

4

40

Once a week

1

10

Rarely

1

10

Several times a week

2

20

Several times a month

2

20

Total

10

100

Source: Author, 2021
In the above table a total of 10 people were interviewed to get the information on how many times do they
walk on the Namirembe road to access the down town.
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4.1.3 Types of motor vehicles that commonly use Namirembe road.
Table 4 showing the different motor vehicles that use the road
Type of motor vehicle

No.

Percentage (%)

Taxis

7

46.7

Private cars

4

26.6

Trucks

1

6.7

Buses

3

20

Total

15

100

Source: Author, 2021
In the above table out of the 15 vehicles on the Namirembe road by that time of the observation 7 were taxis,4
private cars,1 truck and 3 buses.
The research carried out shows that after Namirembe road was redesigned into a non-motorized road,
taxis are the highest road user at 46.7%, private cars at 26.6%, trucks at 6.7% and the buses at 20%. This
is attributed to the new design of the road which closes off some motor vehicles from heading to some
directions. It’s hard to see a private car, truck and buses from Rubaga road junction to Mackay road
junction. Taxes headed to Namirembe road; new taxi park are the major motor vehicles observed. From
Rubaga road junction to Bakuli junction private cars, trucks and buses were observed. This is because at
some points the design provides for two-way motor vehicle traffic flow.
Figure 4 showing the different motor vehicles that use the road

Type of motor-vehicles
20%
Taxis

7%

46%

Private cars
trucks
Buses

27%

Source: Author, 2021
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Figure 5 Showing images of Taxis along Namirembe road

Source: Author, 2021
4.1.4 State of motor vehicle traffic flow
Table 5 showing the drivers perception on the state of motor vehicle traffic.
Before Redesigning

After Redesigning

Response

No.

Percentage (%)

No.

Percentage (%)

Bad

6

40

8

53.3

Good

9

60

7

46.7

Total

15

100

15

100

Source: Author, 2021
According to the research carried on the motorist perception on the state of moto vehicle traffic flow
before and after redesigning of Namirembe road shows that 60% preferred the previous functionality of
the road mainly dominated by motorists, they argue that driving to down town was very easy unlike the
current situation whereby their travels are limited by the new design. 46% of the 15 motorists
interviewed welcome the new changes in design, however these where mainly taxi drivers who find it
easy to access taxi parks near Namirembe road.
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Figure 6 A graphs showing the drivers perception on the state of motor vehicle traffic.

STATE OF MOTOR-VEHICLE TRAFFIC FLOW
No. of Respondents

10
8
6
4

2
0

BEFORE

AFTER
Bad

Good

Source: Author, 2021
4.1.5 Why motorists prefer using Namirembe road.
Table 6 showing the different reasons why motorists prefer to use Namirembe road.
Reason

No. of Respondents

Percentage

No congestion

6

40

The only routes that lead to my destination.

4

26.7

Provides less distance travel to work.

1

6.7

Well planned

2

13.3

Others.

2

13.3

Total

15

100

Source: Author, 2021
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Figure 7A graphs showing the different reasons why motorists prefer to use Namirembe road

REASONS FOR USING THE ROAD
Others.

Reason

Well planned
Provides less distance travel to work.
The only routes that lead to my destination.

No congestion
0

1

2

3

4

5

6

7

No. of Respondents

Source: Author, 2021
4.2.0 IMPACT OF NAMIREMBE ROAD NMT DESIGN ON THE PHYSICAL, ECONOMIC
AND SOCIAL SETUP IN THE AREA.
4.2. 1 The impacts of the interventions to the physical environment and the city set-up.
a. Land Use Impacts.
Transportation planning decisions often affect land use development patterns. Planning decisions that
favor motorized travel, such as expanded urban roadways with higher design speeds, increased parking
requirements and lower vehicle user fees, tend to encourage more dispersed, urban-fringe development,
called sprawl; while planning that favors walking, cycling and public transit tend to encourage more
compact, mixed development, called smart growth.
b. Energy Conservation
Motor vehicle production and use consume large amounts of natural resources, particularly energy such
as petroleum. This consumption imposes various external costs, including economic and national
security impacts from dependence on imported petroleum, plus environmental and health damages from
pollution. As a result, resource conservation can provide various benefits.
c. Pollution Reduction
Motor vehicle production and use cause air, noise, and water pollution which harm people, agricultural
and the natural environment. The impacts of some pollutants, such as noise, carbon monoxide, and
particulates, are very local, so their costs depend on where emissions occur, while the impacts of others,
such as ozone, methane and carbon dioxide, are regional and global, so their costs are less affected by
location. Walking and cycling produce minimal pollution.
i.

The pedestrianization of the two streets has helped in minimizing the dangerous mix of modes
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that were witnessed before.
ii. This has also minimized the pollution that was seen before from the emissions and noises from
vehicles.
iii. There have been mixed use developments that have helped in proper utilization of space and
buildings along the two streets.
4.2.2 Impact on the economy.
Economic development refers to progress towards community economic goals such as increased
employment, income, productivity, property values and tax revenues. Motorized transport can support
economic development in several ways;
a. Transport efficiency. Walking and cycling improvements can increase transport system
efficiency by reducing traffic congestion, road and parking facility costs, and accident damages,
as described previously in this report. To the degree that this reduces costs to commuters,
businesses and governments, it can increase economic productivity and competitiveness.
b.

Labour access. Walking and cycling improvements tend to improve access to education and
employment opportunities, particularly by non-drivers, increasing the quantity and quality of the
lower-wage labour pool, which can reduce business costs and increase productivity and
competitiveness

c.

Labour productivity. Active transportation tends to increase labour productivity by increasing
worker fitness and work days.

d. Land use efficiency. As previously described, walking and cycling support more compact,
multimodal development, which can provide various accessibility benefits, efficiencies, and
resource cost savings.
e. Consumer expenditures. Impacts on consumer spending, particularly vehicles and fuel
expenditures, which affect regional economic activity.
4. 2.3 Social impacts of the non motorized Namirembe road.
a. The speeds decreased from 43 km/hr. to 11 km/hr. with the introduction of zebra crossings at
various points, narrowing of some sections of the road.
b. Reduced the number of motor vehicles that use Namirembe road, this is attributed to the making
of Namirembe road a one way at many points for example from Rubaga road junction to Kafumba
Mukasa road. Only cars that are heading to town have been permitted to use the road. Many motor
vehicles have opted for alternative routes.
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Figure 8 showing a non - congested section of Namirembe road.

Source: Author, 2021
c. Traffic safety was generally much better along Namirembe road. No accidents were reported
after implementation of the intervention which reduced MT/NMT conflicts, changing some sections to
one way helped reduce dangerous overtaking maneuvers. The attractiveness of the pedestrian short cut
route has reduced the number of pedestrians who compete space with motorists. The pedestrians now
cross safely and move on the walkways, without being forced to mix with the motor vehicle and bicycle
traffic on the main carriageway.
d. Vehicle parking on the walkway and along the roads has been eliminated. This is because of the
wide buffer between the motorized transit routes and walkways. Pedestrians also no longer have to
walk on the carriageway since there facilities have been well planned for.
e. Crashes are among the largest transportation costs, although walking and cycling have higher
per-mile casualty rates than automobile travel, shifting travel from automobile to active modes tends
to reduce total crash costs due to the following factors;
•

Non-motorized transport travel imposes minimal risk to other road users.

•

Per-mile and per capita traffic casualty rates tend to decline as walking and cycling activity
increases in a community because drivers become more cautious and communities invest more
in non-motorized safety improvements where there are more pedestrians and cyclists.

•

Some walking and cycling promotion programs include education and facility improvements
that reduce participants’ per-mile pedestrian and bicycle crash rates.

Bicyclists and pedestrians are more efficient users of scarce road space than private motor vehicles,
helping to combat congestion while fully occupied public transit vehicles are the most efficient users of
road space, bicyclists use less than a third of the road space used by private motor vehicles, and
pedestrians use less than a sixth. Even cyclists use considerably less road space per passenger than
motorized taxis and single occupancy private motor vehicles
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4.2.4 Negative impacts of the redesigned Namirembe Non motorized road to motorized traffic
flow.
a. Congestion. at different junctions connecting to Namirembe road, after the limiting the number of
motor vehicles that use Namirembe road, many motor vehicles divert to other routes creating congestion
at these places for example at Fort road junction, Jaguar road junction, Rubaga and Mwanga ii roads,
Kafumba Mukasa road and Ssebaana Kizito road. Pedestrians and bicyclists can cause delays when
crossing roads, or where roads lack sidewalks. Such impacts are still generally less than if the same trips
were made by motorists.
Figure 9 showing congested Fort road and Mwanga ii road that acts as vehicle diversion roads.

Source: Author, 2021
b. Reduced traffic flow at some sections of the road. For example, the one direction traffic flows
from Pride Theatre to Mackay road. This is attributed to the reduced size of the road for motor vehicles
which is 3–4metres. This has resulted into traffic jams at some points for example taxis entering
Namirembe Taxi Park create jam as they wait to enter the taxi park, the crossovers have also reduced
the traffic flow.
c. Increased the travel distance of motor vehicles. Motorists find it time consuming after the
restriction from going through Namirembe road to access some areas for example a motorist from
Entebbe road has to travel a long distance to access Hoima road since the then short cut Luwum Street
and Namirembe road were redesigned. This has increased travel time among motorists.
d. Competition for space has increased. This is mainly among the motorists themselves; the
combining motor vehicles and motorcycles has resulted into congestion on the routes reserved for
motorists which are narrow. This has resulted into accidents among the motorists.
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Figure 102 showing an image of Taxis competing for space with moto cyclists.

Source: Author, 2021
4.3.0

THE CHALLENGES FACED BY THE PEOPLE WALKING ON NAMIREMBE ROAD

AS AN NMT ROAD
4.3.1 Factors that make walking difficult on Namirembe road.
Respondents have indicated lack of infrastructure (28%) and road safety concerns (52%) as main issues
making walking difficult for people. Other major factors included behavioral/cultural barriers (12%),
personal safety (14%), and weather/climate conditions (8%). It is indicative that lack of infrastructure
and road safety concerns came up as the most popular reasons making walking difficult for people.
These two factors are interrelated and concern lack or poor condition of roads, sidewalks, pedestrian
crossings, and other infrastructure, as well as congestion this is attributed to the street vendors who
encroach on pedestrian facilities driving/walking behavior, regulations, enforcement issues, and so on.
Table 7 The different factors that affect pedestrians while walking along the road
Factors

No of people

Percentage (%)

Lack of infrastructure

2

10

Road safety

8

40

Behavioral/cultural barriers

5

25

Personal safety

1

5

Weather/climate conditions

2

10

others

1

5

I don’t know

1

5

Total

20

100

Source: Author, 2021
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Figure 11 A graphs showing the different factors that affect pedestrians while walking along the
road

Figure 12 Images of pedestrians and street vendors using the same space

Source: Author, 2021
4.4. 0

THE COMPLIANCE OF MOTOVEHICLE TO THE NMT ROAD DESIGN

REQUIREMENTS
4.4.1 Evidence of compliance to Namirembe Road NMT.
From Bakuli (Mengo) to Jaguar bus terminal two directional flow of vehicles have been permitted. The
section between Jaguar bus terminal and Pride Theatre vehicular movement are restricted to allow
access for the residents and businesses of the area. Pride theatre to Mackay Road (New Taxi Park) and
Kisenyi Road vehicles are allowed in one direction, From New Taxi Park to Ben Kiwanuka Street and
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Burton Street vehicles have been restricted, Traffic on Ben Kiwanuka and Burton Street are allowed to
cross the NMT route but with signalized control at the Ben Kiwanuka Junction. The NMT corridor
(Namirembe Road has not totally banned motorized vehicles from the entire route but has restricted
them in certain sections of the route. Designs for the route have been displayed at junctions along the
route. In addition, traffic signage to guide all road users has been designed and is part of the project.
Figure 13 showing crossing from areas not planned as cross ways due to congestion on the road.

Source: Author, 2021
4.4.2 Effectiveness of the Interventions on traffic flow.
The interventions at Namirembe road include traffic calming devices such as speed bumps, narrowing
of motorized routes, changing the functionality of some sections on the road to one way traffic flow and
totally closing off some sections of roads from motorists, closing some roads completely and raised
curbs. Interventions such as raised zebra crossings were particularly effective. However, the complexity
of designing effective NMT infrastructure in Kampala should not be underestimated. A keen
understanding of human behavioral patterns is essential. Designs, which work in the developed world,
are not necessarily appropriate for Uganda, where local authorities do not maintain the infrastructure,
driver behavior is far less predictable and traffic flow enforcement is weak. There is still a number of
collisions occurring between motorized vehicles and NMT infrastructure. Pedestrian islands at new
crossing points appear to have been particularly vulnerable. The driver behavior appeared to have
improved during the first days of implementation, with fewer collisions as they became more aware of
the obstructions. It was not surprising that there were more collisions, particularly in the morning hours
and evening hours and during times of poor visibility. Most locations do not have street lighting.
Encroachment of vendors onto NMT paths is a significant problem that can undermine the
effectiveness of interventions.
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CHAPTER FIVE
5.1.0

SUMMARY OF FINDINGS

5.1.1 Some of the key components of the non-motorized Namirembe road pilot project.
The route was designed to discourage through traffic from Bakuli to the Namirembe road and from
Namirembe road to Luwum Street, is characterized by shopping malls and arcades with wide verandas,
it also targeted to reconstruct the damaged walking spaces and construct new and wider spaces to
accommodate more pedestrians, The existing road space was reclaimed to avail cycle lanes, All parking
spaces along the route were replaced by cycle lanes and or flower beds to give more life and beauty to
the walkway, provision of safe bicycle parking facilities to encourage more cyclists who would prefer to
utilize other modes during their travel to safely store their bicycles but also plan for bicycle sharing in
the city as a long-term intervention on the route, Provision of traffic signals at Ben Kiwanuka to provide
pedestrian phasing through the heavy vehicular traffic as the road was maintained for multi road use,
Provision of speed tables along all vehicular trafficked roads to allow for reduced speeds at all crossing
points. This improved the safety of pedestrians at the crossings.
5.1.2 Pedestrian and Cycling mobility key findings
Review of pedestrian crossings on Namirembe road has revealed several pedestrian crossings with lack
of signage or faded marking, lack of pedestrian traffic lights in signalized intersections, little
consideration on minimum time for a pedestrian to cross a signalized intersection for example at Bakuli
road junction, risky location of crossings with poor visibility at corners, unregulated crossings at roads
with a high and fast car traffic as well as too close location of pedestrian crossings to bus stops. The
interviews conducted have indicated that in various cases these could be caused by insufficient
standards or non-compliance with development of non-motorized transportation on Namirembe road.
While Cycling has good potential to become an integral part of the Kampala city urban mobility and
support its overall development objectives. The survey has confirmed that residents in Kampala city are
willing to cycle on a regular basis if decent and safe cycle infrastructure is in place. One of the existing
vehicular lanes was converted into 2 bicycle lanes on the section of Namirembe road from Bakuli to
Kisenyi road, bicycle facilities such as bicycle parking space have also been provided, Kampala
residents don’t have strong cultural traditions for cycling and hilly topography from the New tax park
section to Bakuli road junction which affects the overall potential of the city for bicycling.
5.2.0 RECOMMENDATIONS AND CONCLUSION
5.2.1 RECOMMENDATIONS
a. Improved road and path connectivity. More connected roadway and pathway systems allow more
direct travel between destinations. Walking and cycling shortcuts are particularly effective at
encouraging motorized to active travel shifts.
b. Public transport improvements. Public transport complements non-motorized transport: Public
transit improvements often involve proper planning for the public transport terminals, pedestrian and
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cycling facility improvements and it can reduce vehicle traffic and sprawl.
c. Active transport encouragement and safety programs. Special programs that encourage people to
walk and bicycle for transport, and teach safety skills.
d. Active Transport Education and Encouragement Programs. Education and encouragement
programs help overcome barriers to walking and cycling (ignorance, social stigma, a habit of driving),
increase use of these modes, and reduce motor vehicle travel. Such programs tend to have synergistic
effects with facility improvements. On the other hand, education and encouragement programs can fail
or increase risk if walking and cycling conditions are poor.
e. Identification of priority improvement locations. With all of the above information, the NMT
planning authority should gather a priority list of locations, corridors, and sites in need of improvement
should be identified and mapped. The selection criteria should be similar to those which were used to
identify the project area.
f. Slow down traffic speeds. Through both speed restrictions and physical infrastructure changes: neckdowns at intersections, restructuring roads to meander around trees and planters and medians forcing
them to go slow, sleeping policemen and raised zebra crossings.
g. Policies with respect to motorized transport modes. Some of them have already been mentioned
above, such as traffic calming car traffic affecting their speeds or forcing cars to make large detours.
Other measures to promote non-motorized transport concern parking policies. As the charges on parking
increase (especially in high-density areas) non-motorized transport modes become interesting
alternatives for short distance trips.
h. Send signals to drivers that they are operating on areas intended for pedestrians Elevating pedestrian
ways at intersections rather than having pedestrian’s descent to the roadway sends a signal to drivers
they are on space designed for pedestrians. This can also be done with paint, design features, and
markings.
i. Other factors critical to ensuring implementation are good public education efforts through the
media. If the Mayor fully supports the plans, he can use his access to media to push them forward.
NGOs can also make clever use of the media to win popular support for NMT improvements.
j. Pedestrian and traffic calming facilities. Is a good resource for various pedestrian improvements?
The number of basic options is fairly limited. The basic principles to protect pedestrians are: provision
of signalized crossing facilities at cross ways.
5.2 .2 CONCLUSION
Walking and cycling play unique and important roles in an efficient and equitable transport system.
They provide basic mobility, affordable transport, access to motorized modes, physical fitness, and
enjoyment. Improving non-motorized transport conditions benefits users directly, and benefits society
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overall, including people who do not currently use walking and cycling facilities.
With the increase of incomes in most countries, the share of motorized transport modes has increased,
allowing people to travel longer distances. Thus, in terms of the contribution of non-motorized transport
modes to the total number of passenger’s kilometers one can observe a continuous decline. In terms of
the total number of trips, however, non-motorized transport modes have retained high shares,
For the quality of life in cities a substantial share of the non-motorized transport modes appears to be an
unavoidable and essential element. Every trip contains non-motorized elements (for example, walking
from the parking place to the final destination; biking to the final destination etc.). The contribution of
non-motorized transport modes to the urban quality of life is gaining increasing attention at the level of
national and local governments in many countries.
NMT represents a relatively large portion of total trips and travel time (typically 10-20% in urban
areas), and many of the trips it serves are high value and would be costly to perform by motorized
modes. More comprehensive evaluation considers additional NMT benefits, including indirect
reductions in vehicle travel, and additional benefit categories.
Some benefits are relatively easy to measure such as traffic congestion reduction, road and parking
facility costs reduction, vehicle expenses reduction, crash risk reduction, and pollution emissions
reduction. Some non-motorized benefits can be estimated by adapting these values; for example, by
applying the same methods used to measure reductions in vehicle congestion delays to calculating the
value of reduced barrier effect delay and pedestrian shortcuts. Values used to evaluate traffic deaths and
injuries can be used to value the fitness and health benefits of NMT. Affordability can be quantified by
indicating cost savings to lower income users. Other impacts may be more difficult to monetize but
should at least be described. These include user enjoyment, option value, support for equity objectives,
more compact and accessible land use development (smart growth), economic development, improved
community livability, and additional environmental benefits such as habitat preservation.
There are many ways to improve and encourage the functionality of non-motorized transport and
motorized transport travels. Although the city authority is implementing some of these strategies like in
the Non-motorized Namirembe road pilot project. Most of these strategies only affect a portion of total
travel, so their impacts appear modest, so they are seldom considered the most effective way of solving
particular traffic problem mainly the non-motorized traffic. However, they provide multiple and
synergistic benefits. When all impacts are considered, there is still some design implementations that
impacted the motor vehicle traffic flow along the road such as reduced travel time, congestion at some
points on the road, increase in travel distance as supported by the motorists along the road. However,
this research provides the different innervations that can be by the city authority to effectively improve
on the functionality of the road.
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APPENDIX I QUESTIONNAIRES
APPENDIX 1: TAXI DRIVERS QUESTIONNAIRE
MAKERERE UNIVERSITY
COLLEGE OF ENGINEERING, DESIGN, ART AND TECHNOLOGY
SCHOOL OF BUILT ENVIRONMENT
DEPARTMENT OF ARCHTECTURE AND PHYSICAL PLANNING
BACHELOR OF URBAN AND REGIONAL PLANNING
Dear respondent,
I am AMANIYO MILKA a fourth-year student of Makerere University pursuing a bachelor degree of
urban and regional planning. As part of my degree course, I am carrying out a research on ‘The impact
of the non-motorised Namirembe roads on vehicle traffic flow in Kampala capital city. This is therefore
to kindly request you to respond to the following questions giving necessary answers to the best of your
knowledge. The information you provide will be treated with confidentiality and it will be used for
academic purposes only.
FOR THE DRIVERS ONLY
Questionnaire number………………………………….
SECTION 1: BACKGROUND INFORMATION
1. Name of the road……………………………………………………………….
2. Name of the taxi driver
………………………………………………………………………………
SECTION II – SOCIAL ECONOMIC CHARACTERISTICS
Please circle what is appropriate to you
3. Sex or gender
i. Male.

ii. Female.

4. Marital status
i. Married

ii. Single

iii. Widow

iv. Divorced

5. Age
i. 18-25

ii. 26-40

iii. 41-60

iv. 61-80+

6. Education level
i. primary
ii. “O” level

iii. ‘’A’’ level

iv. Diploma

v. Degree
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vi. Nome

7. Tribe ………………………………………….
8. Place of birth
i. In the area of study

ii. Outside the area of study

9. Place of residence.
i. in the area of study

ii. Outside the area of study.

10. Distance travelled to work place……………………………
11. How long have you been a taxi driver………………………
Income and expenditure.
12. Do you earn income from the business?
i. Yes

ii. No.

If yes, how much do you earn a day…………………………….
13. Does the authority tax the drivers?
i. Yes

ii. No

14. If yes, which type of taxes?
i. parking fee
ii. road fee
iii. Fines for not following the rules and regulations
iv. All of the above
v. None of the above
vi. Others specify………………………………………………………………………………
15. For how long have you been a taxi driver?
I .1-5 years

ii. 6-11 years

iii.12-16 years

iv. since birth

16. Do you have the required driving documents?
i. Yes

ii. No

If NO what are the reasons for not having such documents.
………………………………………………………………………………………
17. Why do you prefer to use this road?
………………………………………………………………………………………
SECTION C: PHYSICAL PLANNING SITUATIONS.
18. Are there procedures one has to pass through in order for one to operate from this road?
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i. Yes

ii. No

iii. if yes please(specify)……………………………………………………………………………………
19. What is the state of the road?
i. Good

ii. Poor.

If GOOD why and how?
…………………………………………………………………………………………………
If POOR why and how?
……………………………………………………………………………………………………
20. Are there challenges that you face while using this road?
i. Yes

ii. No

21. If yes, what are these challenges?
……………………………………………………………………………………………………
22. What do you think can be done to overcome the above challenges?
……………………………………………………………………………………………………
23. At what time usually is this road mostly used?
……………………………………………………………………………………………………
SECTION E: OPPORTUNITIES FOR THE DEVELOPMENT OF THE ROAD
24. Has the government provided good infrastructure to boost the traffic conditions on this road.
i. Yes

ii. No

If YES which infrastructure.
…………………………………………………………………………………………………
25. Should the design of the road be changed?
i. Yes

ii. No

If YES why?
……………………………………………………………………………………………………
If NO why?...............................................................................................................
26. Have you benefited from any urban planning and development implementation?
i. Yes

ii. No

If YES which developments in specific?.................................................................................
I f NO, what could be the reasons behind?......................................................................................
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THANK YOU FOR YOUR TIME
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