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Abstract 

 

The main objective of the study is to assess the role of leadership in addressing the public 

transport management problems of Addis Ababa City. The target population of the research 

is employees (leaders and non-leaders) and customers of Addis Ababa Transport Bureau and 

based on Krejcie & Morgan table the sample size is 269 employees (12 leaders and 257 non-

leaders) and 159 customers. The researcher used quantitative research approach, descriptive 

research design and cross-sectional research method to conduct the study. The source of data 

employed to conduct the research is primary and secondary data. The data collection tool 

employed for the research is questionnaire based on Likert scale. As the study has two 

independent variables (transformational leadership and transactional leadership) related to 

leadership and multiple dependent variables related to urban public transport management 

problems (economic growth, efficiency and effectiveness; health safety and security; access 

and mobility; environmental responsibility; livability connectivity and amenity; and other 

urban public transport management issues), the researcher used multivariate regression 

model and descriptive statistics to analyse data with the help of Statistical Package for Social 

Sciences (SPSS).Given the above,the findings of the research based on descriptive statistics 

and multivariate analysis showed that urban public transport management problems are 

affected by transformational and transactional leadership from leaders, non-leaders and 

customers. In addition, both descriptive and multivariate results from leaders showed that 

transformational and transactional leadership have significant role in addressing urban 

public transport management problems. On the other hand, the same analysis from the non-

leaders and customers showed that the leadership is not playing significant role in 

addressing urban public transportation management problems of the city. Last but not least, 

the researcher recommends that the organization in general and the leaders of AATB in 

particular should engage themselves in institutional and administrative capacity building and 

on policy and operational matters to address the complex and dynamic urban public 

transport management problems in Addis Ababa city which have far reaching impact on 

improving the livelihood of residents and economic performance of the city in particular and 

the country at large. 

 

Key words: Leadership, urban public transport management problems and transport 

infrastructure 
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CHAPTER ONE 

INTRODUCTION 

1.1 Background of the study 

By 2025, it is anticipated that 50% of the world's population would live in urban areas. As a 

result, there is an alarming global increase in the rate of urbanization. (2003 World Bank 

Report) The Insurance Institute of Highway Safety (IIHS) predicts that between 2000 and 

2050, urban land cover would rise by an average of 4-to 6-fold in developing nations, and 

that these nations will become increasingly urbanized. In this regard, it is projected that Sub-

Saharan Africa's urban population will rise by more than 30% between 2015 and 2030 (IIHS, 

2011). 

 

It is possible to approximate the impact of urbanization on GDP growth based on estimates of 

agglomeration economies in Africa and recent rates of population growth in cities. According 

to a conservative estimate, urban population growth in Africa barely accounts for 0.33 

percentage points of the continent's average yearly per capita GDP growth. This is roughly 

equal to 29% of Africa's average yearly per capita GDP growth between 2001 and 2020. 

(Dynamics of Urbanization in Africa, 2022) This demonstrates that in Sub-Saharan Africa, 

the expansion of the urban population and the economy are inversely related. Thus, despite 

certain economic advantages, the fast urbanization of these developing nations is outstripping 

the capacity of the majority of cities to offer their inhabitants appropriate services. (Cohen, 

2004) Among the amenities the government is expected to deliver to the residents of cities is 

public transport. 

 

In a civilized urban setting, public transportation is essential for  movement of people from 

their houses to the locations they need to go for all aspects of daily life, including work, 

education, shopping, leisure activities ,and etc. A country's development depends heavily on 

its public transportation system, but other factors that affect that development also have a 

significant impact on how that country's transport system evolves. Far-reaching benefits can 

result from developing the public transportation system in a way that is most advantageous to 

the country's overall growth, while doing otherwise would have adversary impact. 

With very few exceptions urban transport in the third world is characterized by Business As 

Usual (BAU) Urban Transport Scenario: poor road network, poor transport service, 
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overwhelmed transport capacity etc. For instance, paved roads occupy a smaller share of 

urban land in Africa than elsewhere-and usually drop off abruptly beyond the city center 

(Beard and Mahendra, 2016). The absence of public transport in these countries causes 

isolation, backwardness and poverty. Thus, provision of public transport service to citizens is 

the primary responsibility and emphasis of leaders of these nations in line with the economic 

growth and development of their countries.   

 

Addis Ababa, due to its historical, diplomatic, and political significance for Africa, is often 

referred to as “the political capital” of Africa. Geographically, it is located in the centre of the 

country. It is located in the plateau of mountain ranges at a height of 2000 to 5000m above 

mean sea level. Its topography ranges from rolling to hilly areas with relatively steep 

gradients and numerous rivers and stream valleys. Its Administration extends over 540 sq. km 

with 11 sub-cities and 107 Weredas for administrative purposes. The city has spatial spread 

mostly towards the Southern, Eastern, and South Western parts of the main city. The spatial 

spread is mainly guided by topography and road network development (AATB, 2022) 

According to projections from the 2007 census, Addis Ababa's current population is estimated 

to be about 5.5 million, with 48% men and 52% women. The city is considered urban 

throughout the entire administrative region. At the time of the survey, this accounted for 23% 

of Ethiopia's total urban population. The population of Addis Ababa is expanding by about 

3% annually, according to the most recent estimates (2023 World Bank Report). There were 

652,000 households, with a 4.1 average household size. Per the census, the average 

household income in the city is currently about 31 euros (725 ETB), which is a very small 

amount. Ibid 

  

Nearly 50% of the city's residents earn less than 20 euros per month for their household, and 

23% live in absolute poverty on less than 13 euros.  The city has shown a slight increase in 

monthly income (the average monthly income in Addis is close to 2000 ETB, equivalent to 

$62.50 US dollars per month), and the unemployment rate is around 60%, according to a 

report on the cost of living by an international company called Numbeo (Numbeo, 2022), 

(CSO, 2007). 
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The land use distribution as per the Master Plan shows that most of the development of the 

city is mixed with no well-defined residential, commercial, and industrial areas. The city uses 

mixed modes of transport to meet the public transport demands and expectations of its 

residents and visitors. Since road networks are designed for the long term, understanding how 

the existing network serves the different sectors of the economy as well as identification of 

economically potential areas where the lack of road network is holding back the development 

is essential. This can be done by analysing the accessibility of different opportunities, 

resources like mining, social services, and schools. (AATB, 2022) 

 

Per the annual report of the Addis Ababa City Roads Authority (AARA), the total road 

network coverage area of Addis Ababa is 40.48 meters square. Meanwhile, the 17.77 meter 

square of the city's roads is surfaced with asphalt, which is around 43.89% of the total 

network (AACRA, 2018). Approximately 70% of the registered vehicles in Ethiopia are 

found in Addis Ababa, and vehicle ownership is expected to increase. This rapid motorization 

has become a significant challenge for the city causing congestion, traffic accidents, and 

pollution. Due to this, currently, there is high mobility of passengers which leads to high 

public transportation demand in Addis Ababa. 

 

Transport infrastructure is, if not the engine, then the wheel, of economic activity (The World 

Bank, 1994). It raises the productivity of an area for example by reducing the time and effort 

needed to bring agricultural products to market, by providing access to schools, job 

opportunities, medical centers, etc. In the context of Addis Ababa, the existing transport 

system is characterized by low availability of infrastructure where the share of roads in land 

use pattern is low at about 7% whereas an efficient system needs 20 to 25% (Yetenayet, 

2012). 

 

Road network development has a major influence on the distribution of population, location 

of industries, exploitation of resources, and provision of social service (Geurs K.T. & J.R, 

2001). In the long term, it may stimulate land-use shifts, and increase demand and behavioral 

shifts (M.Zuidgeest, 2005). Due to the construction of new transport infrastructures, new trips 

may be generated and people may change their mode of transportation. For example, if a road 

is constructed in a place where the dominant mode of transportation is walking, new road 

vehicles will start accessing that area. People may change their mode of transport from 

walking to public transport or private cars. In this connection, in the past years, there have 



 

4 
 

been many debates about whether transport infrastructures cause economic growth or 

economic growth causes transport infrastructure investment. But they all agree that there is a 

high correlation between them. In this paper, it is assumed that there is a positive relationship 

between economic development and transport network performance. Thus, to meet the 

demands and expectations of citizens and register economic growth, a nation should invest in 

transport.  

 

The institution responsible for the management of the Addis Ababa city transport established 

by decree 74/2014 and accountable to the Addis Ababa City Administration, is Addis Ababa 

City Transport Bureau (AATB). The Bureau discharges these responsibilities in coordination 

with four public institutions accountable to it: Vehicles and Drivers Licence Control 

Authority, Addis Ababa Traffic Management Agency, Sheger and Anbessa Buses Transport 

Enterprise, and Addis Ababa Light Rail Train /LRT/.The bureau provides public transport 

services to the residents of the city as per the above institutional setup, with fleets from the 

public and private sectors. The current travel demand of the city is incompatible with the 

public transport supply due to the growing population of the city, which is composed of 

residents of the city, people working in the city but leaving in the Regional States in 

proximity to the city, and in migrants from other regions who are in need of employment and 

protection as the result of the prevailing security problems in other parts of the country. This 

study assesses practical problems associated with the public transport management of Addis 

Ababa City and proposes remedial recommendations that would tackle the problems and the 

possible role of the Addis Ababa City Administration, particularly the Addis Ababa Transport 

Bureau leadership.  

1.2 Statement of the problem 

Road network, Anbesa city (812), Sheger transport, including student services (425), Higer 

transport buses (421), public service buses (460), support service buses (125), mini-bus taxis 

(nearly 23,000), bajaje (10,991), uber transport services, private vehicles (about 10,000), 

saloon taxis, and large pedestrians are the main components of the Addis Ababa 

transportation system. More than 70% of all registered vehicles in the country are from Addis 

(Mitiku, 2022). 
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There is a daily transport demand gap of 1.5 million persons in Addis Ababa which is the 

difference between 2.8 million trips generated and 4.3 million trips actually needed per day in 

the city. In this connection, the city‟s capacity is constrained in the Central Business District 

(CBD) region, where as there is heavy generation of traffic by all modes, due to destination 

traffic volumes on the street and on-street parking. Ibid 

The road network of Addis Ababa has a radial form which is shaped by five major roads 

radiating out of the CBD into the outskirts. The ring road with an orbital shape has above 

60m width. Despite proper hierarchy being missing the remaining road can be identified into 

four categories; arterials (varying widths ranging from 30m to 60m), sub-arterials (connector 

roads which link to lower hierarchy with proposed widths of 20m and 25m), collector roads 

(these roads are further lower categories in network hierarchy with 15 to 20) and local roads 

(are access links to residential or business areas with 10m and 15m roads) (Yetenayet, 2012). 

Due to lack of strategic leadership in creating proper integration between land use and 

transport planning, the disparity between travel demand and supply of transportation 

infrastructure is expected to further widen the problem. With new development sprouting in 

all directions of the city, Addis Ababa‟s land use is rapidly changing, and mobility, 

accessibility, connectivity, liveability, amenity, etc. are becoming key issues to address. 

Addis Ababa city is growing tremendously as a result of the city radius expansion on the 

periphery areas accordingly; the contribution of transportation to the economy is vital. 

However, the actual city transport system has been left far behind in light of the mission of 

the Addis Ababa City Transport Bureau, “to ensure rapid, safe, affordable, inclusive and low-

carbon transport service which fulfils the city residents‟ transportation desire” (Addis Ababa 

Transport Bureau, 2022). 

It is observed that Addis Ababa‟s main roads are subject to severe congestion particularly at 

peak times (every morning and late afternoon) and citizens of the city fight for transport and 

spent long waiting times. There have been several occasions that residents of the city have 

been requested about the public transport management problems of the city by state and 

private medias and experts and leaders of AATTB have been providing explanations to the 

requests recognizing the problems, though efforts have been made by the bureau to address 

the problem. (Mitiku, 2022) Similarly, the researcher, as resident of the city and user of 

public transport in the city has also witnessed that the public transport management problem 

of the city is acute. In a nut shell, the urban public transport management problems of Addis 
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Ababa city are complex and interrelated and the operating environment is determined by 

various factors such as geographic and climatic, demographic, economic, political and 

institutional, cultural, transport infrastructure etc. 

In order to address the city's public transportation management problems, it is necessary to 

measure the public transport service against the public transportation system performance 

indicators. This calls for a paradigm shift in policy-making in order to achieve policy reform: 

from "mobility" to "accessibility", from "vehicles" to "people", from "modal" to 

"multimodal", from "speeding up" to "slowing down", from "segregation" to "integration", 

from "present generation" to "future generation", etc. (2008, Banister).   

To put it shortly, managing the complex and inter-related public transport management 

problems of the city requires proper leadership models and styles of the 21st century to guide 

through problems that accompany rapid change and respond to the existing public transport 

management problems and new realities of the city‟s public transport which requires 

managing it in a different way than operating from the old paradigm. The new paradigm of 

urban public transport management necessitates effective and efficient leadership with multi-

level and network urban transport governance, decision making, and financing which can 

cope-up with the complexity and dynamics of public transport problems surfaced in the city. 

In this connection, studies were conducted in the past to provide remedial solutions to deep-

rooted public transport management problems seen in the city. However, in reality, the public 

transport management problems of the city have aggravated on the ground from time to time. 

Thus, the researcher believes that the sector faces this practical problem gap and finds it 

sound to conduct the study.   

1.3 Research questions 

 What are the public transport management problems of Addis Ababa city in terms of 

providing effective and efficient public transport service to its residents when 

measured against public transport system performance indicators?  

 How does the current transport infrastructure and operation affect the city‟s public 

transportation performance? 

 What would be the role of the leadership of Addis Ababa Transport Bureau in 

addressing the perceived public transport management problems in Addis Ababa City? 
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1.4 Research objective 

1.4.1. General Objective 

The main purpose of this study is to assess the urban public transport management problems 

of Addis Ababa City and suggest remedies for the perceived urban public transport problems 

to the leadership of the City Administration, particularly the Addis Ababa Transport Bureau. 

 1.4.2. Specific Objectives  

 To assess the perceived public transport management problems against measures of 

public transport system performance indicators. 

 To examine how the current transport infrastructure and operation affect the city‟s 

public transportation performance. 

 To assess the role of leadership of the Addis Ababa Transport Bureau in addressing 

the existing public transport management problems in the city. 

1.5 Significance of the study 

The significance of the study is to suggest remedies for practitioners and policy makers of the 

City Administration, in particular Addis Ababa Transport bureau with regard to the role of 

Addis Ababa city in addressing public transport management problems surfaced in the city. It 

also helps to add to the body of knowledge and insights to practitioners, researchers & 

readers, who have interest in the subject matter, and to use the paper as groundwork for 

further research works & make further investigation in the area.  

1.6 Geographical and methodological scope of the study 

1.6.1 Geographical scope 

The geographical scope of the study is Addis Ababa City in general Addis Ababa Transport 

Bureau in particular.   

1.6.2 Methodological scope 

Methodologically the scope of the study is limited to the assessment of the role of leadership 

in addressing the major limitations on the public transport management that hindered from 

effective utilization of the available public transport service to residents & suggest remedial 

solutions/ policy recommendations and strategies to the leadership of the Addis Ababa City 
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Administration, particularly the Addis Ababa Transport Bureau in order to alleviate the urban 

public transport management problems of the city.  

1.7 Limitations of the study 

The research emphasizes on the existing public transport management problems of Addis 

Ababa city with a focus on the Addis Ababa Transport Bureau. As stated above, the bureau as 

a regulatory body discharges its mandates in collaboration with four public institutions 

accountable to it: Vehicles and Drivers Licence Control Authority, Addis Ababa Traffic 

Management Agency, Sheger and Anbessa Buses Transport Enterprise, and Addis Ababa 

Light Rail Train /LRT/ with their own legal mandates. These institutions and other external 

stakeholders (such as Addis Ababa Road Transport Authority) contribute to the public 

transport management problems of Addis Ababa. However, they are out of the scope of this 

research: first, to make the research more focused on the regulatory body and attain the 

research objective and, second, it would be cumbersome for the researcher to cover all areas 

and attain the desired objective due to time and resource constraints. Thus, the paper is 

conducted with this limitation. 

1.8 Definition of terms 

Leadership: is (a) a process (b) involves influence, (c) occurs in groups, and (d) involves 

common goals. Connecting this, leadership may be defined as a process of influencing group 

activity towards the accomplishment of common organizational goals and objectives in a 

given situation i.e. leadership is a function of the leader, the followers, and other situational 

variables:  L = F (I, F, S) (Burns, 1978; Heller & Van Til, 1983; Hollander, 1992; Jago, 1982) 

Transport or Transportation: is the movement of people, animals, and goods from one 

location to another. Production, trade, and daily life require the movement of goods and 

people. Different transport technologies employ human energy, animal power or the use of 

motors. They range from basic walking and carrying to large-scale motorized transport, 

including motorcars, large trucks and buses, trains, aircraft, and ships (Meron, 2007). 

Urban transport: is a process of moving mobile matter through a variety of means in an 

urban setting. Urban Transport may be considered as one of the major integrating soft 

components of urban functions and traffic management as the art & science of managing the 

smooth & efficient flow of moving matter in an urban transport network. In general, the 

following types of means of public transportation are used in urban areas. (Abreha, 2007)  



 

9 
 

Urban public /Mass/ transport: Transportation by buses, trolley buses, and trams (not by 

cars) includes mini-bus services in the current context. 

Mass Rapid Transit: is a generic term referring to urban public transport systems and 

networks rapidly carrying large numbers of passengers for the provision of mobility in urban 

areas.  

Traffic: is the movement of human beings and goods across a unit of geographical space for 

day-to-day activities by foot, animal and/or vehicles, etc.  

Traffic Control: is a system of traffic engineering, employing prescribed traffic rules and 

regulations and devices such as signals, signs, and markings, to relieve vehicular congestion 

and air pollution, and to promote safety and pedestrian mobility, usually in heavily populated 

urban areas. In smaller towns, with lighter traffic, similar but simpler control devices and 

engineering techniques are used. 

Components of urban public transport system (Kottenhoff, 2012):- 

i. Infrastructure: 

The physical passages: are lines, routes, conduits, and tunnels through which mobile matter 

moves junctions and connections such as squares, T‟s, or crossings where a number of 

passages or lines meet.  

Terminals: are service stations, spaces, and the accompanying physical infrastructure where 

moving matter stops to load and/ or unload, make transit, and get services. 

Traffic signs: are the physical structures placed in an urban transport network to caution of or 

to prohibit traffic from a certain (mobility) activity. 

ii. Transport Modes (Mobile matter): are moving equipment machinery or animals or 

pedestrians that carry other matter (goods/ or passengers) through (transport network). This 

includes air, rail, road, and water.  The goods/ or passengers carried by equipment machinery 

or animals. 

iii. Network:  is a system of transport lines, junctions, and terminals integrated with their 

interrelations in terms of hierarchy, size, function, typology, etc. so that smooth and efficient 

traffic flow is secured. 
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iv. Services: are the soft components expressed mainly through traffic management and 

enabling support activities. 

Walking distance:  refers to the distance from home/workplace to a nearby transit/bus stop. It 

is an indicator of service coverage area and is one of the most important factors that 

affects/influences people‟s decision of using public transport. 

Waiting time: is the time passengers spent at transit stops/stations. The waiting time is 

perceived as the most inconvenient/or „heavy‟ part of the whole journey time. A well-

designed bus stop (availability of seats, shelter, information display, telephone, presence of 

café at close range, etc.) can reduce the inconvenience of waiting time. The waiting time is an 

indicator of the frequency of a bus/train (Armstrong et al, 1987 cited by Abreha, 2007). 

Travel time: is the time taken from origin to destination while riding (in-vehicle/onboard 

time). The green standard for acceptable travel/riding time can be 30 minutes or less. 

Important regional destinations like universities/high schools, major working places, central 

business districts (CBDs), and medical centers need to consider in the analysis of travel time  

Vehicle transport: is classified into two; passenger transport and freight transport and 

passenger transport is also divided into public or private.   

Public transport or public transit: is a shared passenger transport service that is available for 

use by the general public.   

1.9 Organization of the Study 

The research work is organized in to five chapters. The first chapter dealt with general 

introduction, background and introduce the problem in the context against related theoretical 

backgrounds. Moreover, research problems, research questions, objectives, scope, 

significance, limitations and organization of the study are presented. In chapter two, both 

theoretical and empirical literatures in leadership and urban public transport management are 

rigorously reviewed and properly investigated. Chapter three covers the research 

methodology. In chapter four results and discussions of the study are presented. Last but not 

least, summary, conclusion, and recommendations and suggestions for further research are 

presented in chapter five. 
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CHAPTER TWO 

LITERATURE 

2.1. Theoretical literature 

2.1.1. Theoretical literature on leadership 

2.1.1.1. Basic concepts on leadership 

Leadership emerged as academic discourse more than a century ago. Since then definitions of 

leadership have undergone constant change. Without reaching a consensus, scholars in 

academics and practitioners tried to     define leadership without universal consensus for more 

than a century. In a trailblazing work, Rost (1991) identified materials published from 1900 

to 1990 and discovered more than 200 distinct meanings of leadership. 

The emerging theories of leadership are related to the role the leader plays in the organization 

such as authentic leadership, spiritual leadership, servant leadership, adaptive leadership, 

followership, and discursive leadership. (Aritz, Walker, Cardon, & Zhang, 2014; Fairhurst, 

2017) These concepts of leadership had been influenced by many factors in global politics to 

the perspectives of the individual and group influences with a view to achieve a common 

goal, rather than developing new ways of defining leadership. Recently in consideration of 

the above and complexities of organizations the following definitions of leadership have 

come into existence in relation to the function of the leader, the followers and other 

situational variables.  

Accordingly, leadership is defined and conceptualized by different authors in multitude ways. 

Thus, the following components can be identified as central to the concept of leadership: (a) 

Leadership is a process (b) leadership involves influence, (c) leadership occurs in groups, and 

(d) leadership involves common goals. (Burns, 1978; Heller & Van Til, 1983; Hollander, 

1992; Jago, 1982) Leadership scholars and practitioners agree on one thing: there is no 

universal definition of leadership. Nevertheless, they all concur that leadership is a 

multifaceted concept whose precise definition may change over time. (1991, J. C. Rost) 

Given the above general conceptual understanding of leadership, it can be inferred that 

leadership does not flourish in a vacuum and it always envisages followers and the idea of 

interpersonal influence. Thus, connecting these ideas, leadership may be defined as a process 

of influencing group activity toward the accomplishment of common organizational goals 
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and objectives in a given situation. Leadership, thus, is a function of the leader, the followers, 

and other situational variables: L = F (I, F, S) Chester Bernard, 2012 accessible at 

https://analysisproject.blogspot.com/2012/11/leadership.html 

Below leadership theories and styles that are currently in practice in our globe are explained. 

Although leadership theories/ models and leadership styles may appear to be similar, they are 

two different concepts. The model provides the conceptual framework for explaining what 

makes a great leader whereas the style is the pattern of leadership behaviors a leader exhibits 

in pursuit of that greatness or the way a leader approaches managing people. Thus, the styles 

are technically developed as a result of leadership theories, and each style has unique 

qualities. Each of them is described independently here after. Terry, G., 1960 accessible at 

https://bizfluent.com/about-6193153-business-leadership-model-.html 

2.1.1.2. Theories of leadership  

A leadership theory explains how and why individuals end up in leadership positions. The 

emphasis is on the behaviors that individuals augment their leadership capacity. They focus 

on the behaviors and engagements that may acquire to strengthen their leadership abilities. A 

leadership model is a theoretical framework that assists to manage organizational and 

employees „expectations more effectively.  

Leadership models don‟t exist in a vacuum; however, one may pull elements from more than 

one model, or one may shift among models over time or in different settings. It helps to think 

about what leadership qualities to possess and what to develop/follow. Leadership models are 

classified by different researchers based on various parameters. Some researchers tried to 

describe leadership theories in terms of traits, others in terms of what leaders do (behaviors); 

and still others in terms of the conditions that help to determine leadership effectiveness. In 

general, the notion that there is no one universal way to lead became a common thread that 

goes across. Tyler Lacoma, 2017 accessible at https://bizfluent.com/about-6193153-business-

leadership-model-.html 

Though there are many leadership models, the researcher limits the study to the below 

leadership theories that are in one way or the other in practice in our globe and more 

appropriate for the research work: skills leadership, situational/contingency, servant 

leadership, transactional leadership, transformational leadership and resilient leadership: 

https://analysisproject.blogspot.com/2012/11/leadership.html
https://bizfluent.com/about-6193153-business-leadership-model-.html
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transformational-transactional leadership mix. North House, 2019, accessible at 

https://www.indeed.com/career-advice/career-development/leadership-styles-and-theories. 

Skills leadership theory 

The skills leadership approach follows a leader-centric perspective of leadership. The skills 

model emphasizes skills and abilities that can be learned and developed rather than 

personality traits, which are typically seen as inherent and mostly fixed. Although personality 

plays a significant role in leadership, the skills theory of leadership contends that knowledge 

and skills are necessary for effective leadership. Instead of focusing on what leaders do, the 

skills theory takes leadership as the capabilities (knowledge and skills) that make effective 

leadership possible. (Mumford, Zaccaro, Harding, et al., 2000) The two main skills 

perspectives of leadership that emerged from the skills model and are widely known and 

currently in practice around the globe are Katz's three-skill method and Mumford's skills 

model of leadership (Katz, R., 1974 and Mumford and Zaccaro, 2012). 

According to Katz, skills are the ability to apply one's knowledge and competencies to 

achieve a certain set of goals or objectives. Thus, leadership qualities can be learned and 

leaders can take training to advance their skills. Per Katz, the three fundamental personal 

skills for effective leadership are technical, human, and conceptual skills. Katz defines 

technical skills as knowledge of and expertise in a particular field or area. Skills dealing with 

things are often considered technical skills. They include knowledge in a specialized field, 

the talent to analyze and synthesize things, and the procedures and means to make use of 

them in daily life. On the other hand, human skills are knowledge about and dealing with 

people and are often referred to as people skills. Skills that enable a leader to collaborate with 

subordinates, peers, and superiors in an efficient manner to achieve the goals of the 

organization are part of human skills. Ibid 

Conceptual skills are the ability to work with broad concepts and ideas that shape an 

organization and the intricacies involved. They are central to creating a vision and strategic 

plan for an organization. They have to do with the mental work of shaping the meaning of 

organizational or policy issues-understanding what a company stands for and where it is or 

should be going. Ibid 

The three-skill theory asserted that, while all skills were important for leaders, their level of 

importance varies depending on the organizational level of leaders. As leaders move through 

https://www.indeed.com/career-advice/career-development/leadership-styles-and-theories
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the levels of the organization (from lower to upper), skill importance moves from technical to 

human to conceptual. Leaders or top management need to have more human and conceptual 

skills and less technical skills, middle-level management all skills in a balanced way , and 

supervisors balanced technical and human skills and less conceptual skills.  

More complex than the three-skill leadership theory, Mumford‟s Group skills model 

formulated the following five components of effective leadership: competencies (problem-

solving skills, social judgment skills and knowledge), leadership individual attributes (general 

cognitive ability, crystallized cognitive ability, motivation and personality), leadership 

outcomes (effective problem-solving performance), career experiences, and environmental 

influences. (Mumford et al., 2012) This model is characterized as a capability model because 

it examines the relationship between a leader‟s knowledge and skills and the leader‟s 

performance (Mumford, Zaccaro, Harding, et al., 2000). According to this model, leadership 

capabilities can be developed over time through education and experience.  

Situational/contingency leadership theory 

The situational theory is concerned with leadership in situations, as its name implies. The 

adaptability of situational leaders is what makes them unique. This idea makes no claims 

about the best leadership style or a certain kind of leader. Instead, it claims that the ideal 

technique for managing changes is the best. Effective situational leaders are those who can 

identify the expectations/demands of their followers and then accordingly adjust their 

leadership style to satisfy those demands and expectations. In other words, the efficacy of a 

leader is determined by how they modify their style to the circumstances. Hence, an effective 

situational leader changes his/her leadership style depending on the situation and reacts to it 

by way of commanding, mentoring, coaching, persuading, participating, and delegating 

whenever and wherever the situation demands to do so. (North House, 2019) 

The following theories of situational/ contingency leadership models have been developed by 

Fiedler‟s Model, Path Goal Model, Hersey and Blanchard Leadership Model, and The 

Vroom-Jago model. Ibid 

(i) Fiedler’s contingency leadership theory 

According to Fiedler's contingency leadership theory, a leader's effectiveness depends on 

how well his or her style of leadership fits the situation. This approach of situational 

leadership makes an effort to relate leadership style to the context of the organization. This 
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theory contends that there is no one ideal strategy for managing an organization. The 

fundamental tenet of this approach is to align the leader's style with the situations that are 

most conducive to success. Per Fiedler, a leader's ability to influence and control their 

followers/group is contingent upon how well his/her interpersonal relationship is and the 

degree to which the circumstances allow the leader to exert influence. Similarly, the 

effectiveness of the leader is also evaluated according to situational preferences and the style 

of leadership. 

The interaction between the leader and the team members defines whether or not a leader is 

relationship-or task-oriented. Thus, both internal and external factors must be taken into 

account when choosing the best strategy for guiding an organization to reach its goals. Per 

Fiedler‟s theory, the appropriate candidate should match the appropriate scenario. The 

underlying tenets of Fiedler's model are: a certain leadership style should be most effective in 

various circumstances; leader does not readily alter his/her styles and matching the leader to 

the situation or altering the scenario to the leader's favor is imperative. The degree to which 

the leader's style is relationship or task oriented is the cornerstone of this model. 

(ii) Path-goal leadership theory   

One of the situational leadership theories is the path-goal approach. This model states that a 

leader's task is to raise followers' motivation to achieve both individual and company 

objectives. It constantly serves as a reminder to leaders that their primary purpose is to assist 

followers in defining and attaining their goals as efficient as possible. 

Leaders at all organizational levels and for all types of tasks can apply the principles of the 

Path-goal theory. Before implementing a path-goal theory; a leader must carefully evaluate 

his/her followers and their responsibilities and then select the best leadership style suitable to 

their characteristics. The leader increases the motivation of followers either by: (i) describing 

the followers to the incentives available or (ii) enhancing the benefits that the follower values 

and craves. Clarifying the path entails collaborating with followers to assist them to identify 

and acquire them the behaviors that will result in effective task accomplishment and 

organizational incentives. 

This theory specifies what a leader must do to achieve high productivity and productivity in a 

certain setting (for example, outlining the path to a goal in order to boost a group member's 
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job satisfaction and performance). This idea contends that, depending on the situation, leaders 

adopt various leadership styles at various times. 

(iii) Hersey and Blanchard's situational leadership theory 

Reddin's (1967) 3-D management style theory serves as the foundation for Hersey and 

Blanchard's situational leadership theory. Since its inception, this model (1969a) has seen 

reviewed and refined a number of times (see Blanchard, 1985; Blanchard, Zigarmi, & 

Nelson, 1993; Blanchard, Zigarmi, & 2013; Hersey & Blanchard, 1977, 1988). Furthermore, 

the theory has been widely in use training and development programs of organizational 

leadership. 

A leader should adapt his/her leadership style to the situation, according to the Hersey and 

Blanchard situational leadership theory. This theory's underlying tenet is that different 

situations call for various styles of leadership. Per this model, in order to be an effective 

leader, a person must adjust his or her leadership style to the demands of various scenarios or 

current situations. The theory is a prescriptive approach to leadership that offers advice on 

how to become an effective leader in a variety of organizational settings with a wide range of 

organizational objectives. This model offers a framework that advises a leader on how he/she 

should act contingent to the demands of a specific situation.  

(v)     Vroom-Jago leadership theory 

Some fundamental principles in Path-Goal theory are also included in the Vroom-Jago 

leadership theory. It primarily focuses on several levels of participative leadership and how 

each level of participation affects decisions related to quality and accountability. The 

foundation of the theory is the idea that a leader must find a solution to a problem. The model 

has three components: the involvement styles of the leader, a set of diagnostic questions for 

analyzing choice situations, and a set of decision rules. Two decision matrices are used in the 

selection process: one is time-based and should be used when there is a pressing need to 

make a decision (such as when an organization is in the midst of a crisis) and the other is 

development-based and should be used when there is more value in the chance to grow. 

Vroom-Jago leadership theory embraces a few basic principles in Path Goal theory. The 

several degrees of participative leadership and how each level of participation affects 

decisions related to quality and accountability are the primary emphasis of this model. A 

leader must find a solution to a problem is the foundation of this model. The three 
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components of this model are participative styles of leadership, analysis of situations based 

on a set of diagnostic questions taking to decisions, and rules-based decisions. In the selection 

process two decision matrices are employed: (i) time-based and should be used when there is 

a pressing need to make a decision (such as when an organization is in the midst of a crisis) 

and (ii) development-based and should be employed if opportunity to advance the thinking 

and decision-making skills of followers are more important than the criteria of time and 

efficiency. 

In a nut shell, the whole concept of the situational model necessitates that leaders match their 

leadership style to the followers‟ competence and commitment (Blanchard et al. 1993; 

Blanchard et al 2013). 

Servant leadership theory 

Among the leadership theories with a process, focus includes servant leadership, leaming 

organizations, principal-centered leadership, charismatic leadership, etc. The leaders in 

leading organizations are to be the steward (servants) of the vision of the organization and not 

a servant of the people within the organization. Leaders in learning organizations clarify and 

nurture the vision and consider it to be greater than one-self.  

Servant leadership was first initiated by Robert K. Greenleaf in his essay of 1970. According 

to this model, a leader's primary responsibility and role should be to deliver service to others. 

A more contemporary leadership contends that effective leaders are those who serve their 

followers. Servant leaders pay attention to the concerns of their followers. The theory imparts 

on a person who was by nature a servant. The servant leader prioritizes the needs of the 

followers and assists them in being independent, free, and knowledgeable. The leader is after 

them and develops them. He is more responsible for the "have-nots". He regards them as 

equal. He aligns his/her goals and objectives with himself/herself or the vision of others in the 

organization or community at large with himself/herself (Greenleaf, 1996).  

According to Larry Spears, Executive Director of the Robert K. Greenleaf Center for 

Servant-Leadership, servant-leadership is: …… a new type of leadership approach that 

prioritizes serving others. Increased service to others, a holistic approach to work, 

encouraging a feeling of community and power sharing in decision-making are well 

emphasized by servant-leaders (Larry Spears, 1996). 
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Other behavioral theorists have contributed to servant leaders by analyzing the writings of 

Greenleaf and came up with the following 10 leadership attributes/characteristics: listening, 

empathy, healing, self-awareness, persuasion, conceptualization, foresight or prescience, 

stewardship, commitment to the growth of people, and building community. Ibid 

On the pragmatic front, some researchers question the practicality and applicability of the 

theory to real-world scenarios. They argue the theory is unrealistic in that it “ignores 

accountability and the underlying fundamental aggression of people in the workplace”, and 

fails to consider differing levels of competence among individuals. 

Moreover, they contend that servant leaders may get so preoccupied with the needs of their 

followers that they neglect the needs of the organization. In general, servant leadership 

theory, which places the greatest focus on followers, has a place within the spectrum of the 

theory of leadership (Sendjaya and Sarros, 2002 & Lee & Zemke, 1993). 

Transactional leadership theory or management theory  

Leadership, according to the transactional theory of leadership, commonly known as 

"management theory," is a system of incentives and fines. The demands of followers or 

emphasis on their personal development are not given attention under the transactional 

leadership model. Per Bass, transactional leadership is in existence….provided changes in 

degree or marginal improvement is seen as the result of leadership that is an exchange 

process. This is a situation in which followers' needs are fulfilled if their performance 

measures up to their explicit or implicit contracts with their leader are done. Bass (1985, cited 

by Dartey-Baah, 2015),  

Also, according to Yukl (1981) as cited in Kuhnert and Lewis, 1987), transactional leadership 

“represents those exchanges in which both the superior and the subordinate influence one 

another reciprocally so that each derives something of value”. In a summation of these two 

definitions or alternatively, Penn (2015) defines transactional leadership as an approach 

founded on contractually agreed terms of the transaction between a leader and his 

subordinates, where each expects the other to fulfill the contract drawn up between them in 

terms of the transaction. 

According to transactional theory, leaders generally exchange things of value with their 

followers in order to pursue the agendas of their own and their leaders (Kuhnert, 1994). The 

model is popular because it is in the followers' best interests to go by the leader's wishes 
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(Kuhnert & Lewis, 1987).  It sees effective leadership as being hierarchical and results-

driven. Transactional leaders emphasize structure and order over creativity by rewarding 

someone who achieves a goal and punishing those who fall short. 

Transactional leadership theory explains leadership behavior from three perspectives: 

contingency reward and management by exception- further split into two: passive and active 

(Bass, 1997). (Bass, 1997; 1981; 1985).Transactional leadership theory is a traditional model 

with its origin in the organizational or business perspective of the bottom line.  

One of the three (first the three) transactional leadership factors is the contingent reward. It is 

a process of exchange between leaders and followers. It discusses how leaders employ reward 

systems (those that encourage extrinsic motivation) in exchange for realizing the desired 

outcome from followers. With this type of leadership, the leader attempts to get agreement 

from followers on what should be done, what the desired results should be, and performance 

that goes beyond expectations. Given this, expectation is the main problem with the 

transactional leadership perspective. (B. J. Avolio & B. M. Bass, 1990a) 

Active management by exception is the use of micromanagement approach by leaders to 

manage followers. When using the active form of management-by-exception, a leader pays 

close attention to the actions of followers, closely monitoring them for errors or rule 

violations to ensure that established procedures are strictly followed. They also provide 

prompt remedial guidelines or measures to correct deviations or errors, taking corrective 

action. (Judge and Piccolo, 2004)  

Passive management by exception describes transactional leadership methods that give 

subordinates or staff members some supervisory leeway so they can do their duties but only 

call for intervention when there are problems or concerns about performance criteria that 

have not been reached or only when expectations have not been reached or issues have 

emerged. 

Essence-wise, both passive and active management types employ more negative 

reinforcement patterns than they do on positive ones under contingent management. In this 

case, transactional leadership is exhibited as being more task- or goal-oriented than people-

oriented (K Dartey-Baah, 2015). In this regard, (Longe, 2014) demonstrated that transactional 

leadership theory has a positive impact on the performance of the organization. 
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In order employees to consistently reap both tangible and intangible rewards, the 

transactional leadership model assists in creating and sustaining the way in which 

organizational and human capacities are attained to the maximum. This leadership model 

focuses in particular in creating an enabling environment that is optimal for performance and 

as well pronounces a compelling vision that augments by and large organizational 

performance.  

With the understanding that transactional leadership and laissez-faire leadership actually 

belong to the same leadership framework, the Full Range Leadership Model, North house 

describes Laissez-faire along transactional leadership factors. He describes laissez-faire as a 

complete lack of leadership, where followers have virtually no contact with, or support 

provided by the leader (Northouse, 2016). Itis a hands-off leadership approach where team 

members make all the decisions. Laissez-faire leaders lead to low productivity and a 

perception of a disengaged leader but can work in skilled, capable, and self-motivated teams. 

Ibid 

Transformational leadership or relationship theory 

For more than 25 years, researchers have been studying transformative leadership. The term 

"transformational leadership," sometimes known as "management theory," was first laid 

down by J.V. Downton in his 1973 book Rebel Leadership (Commitment and Charisma in a 

Revolutionary Process, 1978). Followed by a classic work of a political sociologist named 

James MacGregor Burns, the pioneer piece of research on transformational leadership also 

known as "relationship theory." was realized. Many other scholars have since examined and 

defined transformational leadership (Burns, 1978) 

There are four factors (the Four Is) or components of the transformational leadership model 

mentioned by Bass, Avolio, and Bycio that are concerned with improving followers‟ 

performance and making use of their capacity to the maximum. These factors are idealized 

influence, inspirational motivation, intellectual stimulation, and individualized consideration. 

The figure below explains the model and its components (Bass and Avolio, 1994), Avolio et 

al., 1999) and Bycio et al., 1995) 

 

 

https://www.leadershipahoy.com/full-range-leadership-model/
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Figure 1: Model of Transformational Leadership  

 

Source: Model of transformational leadership, 2019, accessible at  

http://www.managementstudyguide.com/transformational-leadership.htmextracted 

 

Charisma or idealized influence (II) is the first component of transformational leadership. It 

serves as stout role models for followers and followers identify themselves with these leaders 

and aspire to be like them. These leaders typically uphold extremely high standards of 

morality and ethics, and they can be trusted to act the right thing. They are highly admired by 

their followers, who frequently have high trust in them. They give their adherents a mission 

and a vision. Idealized influence is measured by two factors. The first one is an attributional 

component, which refers to the attributions of leaders made by followers based on 

impressions they have of their leaders, and the second one is a behavioral component which 

refers to the observations of leader behavior by followers. 

 

Inspiration or inspirational motivation (IM) is the second component of transformational 

leadership. This factor describes leaders that set high standards for their subordinates and 

motivate them to commit to and participate in the organization's shared vision. In real life, 

leaders encourage focus group participants to work harder than they would in their own self-

interest by using symbols and emotional appeals. This type of leadership augments team 

spirit. 
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Intellectual stimulation (IS) is the third factor of transformational leadership. This factor 

encourages followers to come up with ways that are innovative to address organizational 

problems. It encourages followers‟ independent thoughts to engage in careful problem-

solving. It entails leadership that inspires followers to confront not only the leader but also 

the organization's principles and their own beliefs and behaviors. 

 

Individualized consideration (IC) is the fourth factor of transformational leadership. This 

characteristic is a leaders‟ representative who offer an enabling environment and pay 

attention of followers‟ individual needs. Leaders help followers to completely realize their 

potential by serving as coaches and advisors. Delegation may be used by leaders to assist 

followers grow and pass through personal challenges.  

 

Those who want to be transformational leaders exhibit: a clear and appealing vision, develop 

a strategy for attaining the vision, articulate and promote the vision/self-image, act confident 

and optimistic, give interaction a high priority, proactive at work, receptive to fresh concepts 

and take chances and make difficult choices, promote the development of employees and 

express confidence in followers, use early success in small steps to build confidence, 

celebrate successes, use dramatic, symbolic actions to emphasize key values and /set by 

example.( G. Yuki,1994)   

 

Bass's (1985, 1990; Bass & Avolio, 1994) work is not the only line of inquiry that has made a 

distinctive contribution to our comprehension of the nature of transformational leadership 

theory. They are the research works of Kouzes and Posner (2002, 2017) and Bennis and 

Nanus (1985, 2007). The research methods employed by these academicians were similar. 

They chose a few middle- or senior-level leaders and undertook interviews with them through 

open-ended and semi-structured questionnaires. Based on this inquiry, they developed the 

transformative leadership models stated below. 

 

Bennis and Nanus, thus, identified the following four strategies that are commonly utilized by 

leaders in transforming organizations: (i) Transforming leaders have a distinct vision for how 

their organizations will function in the future. In order to be successful, they discovered that 

the vision should emerge from the needs of the entire company and be embraced by all 

within. Although leaders have a significant role in designing the vision, both leaders and 
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followers are responsible for the formation of the vision. (ii) The social architects in an 

organization are transformational leaders. They convey direction that transformed the values 

and norms of their company. (iii) By unequivocally outlining their own positions and then 

standing by them, transformational leaders foster trust throughout their organizations. To be 

trustworthy, one must be dependable or predictable even in unpredictable circumstances (iv) 

Transforming leaders employed creative self-deployment via positive self-regard and they 

have a mutual impact on followers by instilling in them a sense of self-assurance and high 

aspirations. In contrast, the Kouzes and Posner (2002 and 2017) model consists of the 

following five basic practices: modeling the way (leadership with clear about their own 

values and philosophy), inspiring a common vision, challenging the process, enabling others 

to act, and encouraging the heart. 

There are a few limitations in the transformational leadership model that counteract its 

advantages. The theory is conceptually unclear, according to Tracey and Hinkin (1998), and 

is reliant on the Multifactor Leadership Questionnaire /MLQ/, which has been challenged by 

the research works of Antonakis (2012), Andersen (2015), and Tourish (2013). Other 

scholars suggest that transformational leadership possesses a trait-like feature. It is 

occasionally viewed as elitist and undemocratic (Bryman, 1992). It has been shown to be 

biased toward "heroic leadership" (Avolio, 1999; Bass &Avolio, 1993); Yukl, (1999); and it 

has the potential to be regarded negatively and counterproductively by leaders. 

Despite the weaknesses, transformational leadership theory appears to be a valuable, widely 

used and effective model since it has an additive effect in motivating followers to act in ways 

that support the greater good (the good of the group or organization) rather than their own 

self-interests in transformational manner (Kuhnert, 1994, Gilbert, Horsman, &Kelloway, 

2016 and  Bass &Avolio, 1990a). 

Given the above, Jyoti and Bhau (2015) argues that transformational leadership and 

organizational effectiveness are positively associated. Furthermore, Ayman, R., Korabik, K. 

and Morris, S. (2009), Bass and Riggio (2006) and Eisenbach et al. (1999), emphasized that 

transformational leadership is a suitable leadership model for better organizational 

performance effectiveness and managing change. In addition, Callan (1993) points out that 

transformational leadership has the ability to assist followers to understand how to cope with 

change. In this connection, having conducted research on the banking organizations with the 

help of statistical tools such as SEM and SPSS, Sofi and Devanadhen (2015) reached to a 
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conclusion that transformational leadership has a direct positive impact on the organization‟s 

performance.    

Resilient leadership: a transformational-transactional leadership-mix  

The theory of resilient leadership, just like the broader concept of leadership, is quite 

complex to define or to assign a generic definition. However, a look at what resilient 

organizations are as defined by Robb (2000) should provide some understanding as to what 

resilient leadership is basically about. This is in view of the fact that several relationships 

have been found to exist between leadership and organizational outcomes such as 

organizational culture (White, 2013; Bass and Avolio, 1993; Gladwell, 2000 as cited in 

Everly, 2010), employee motivation, employee job satisfaction (Ngadiman et al., 2013; Voon 

et al., 2011), employee performance, team performance and organizational performance 

(Wang et al., 2011 as cited in Lai, 2011), among others. 

 

In light of the idea that an organization's behaviors or image are what its leaders sculpt for it 

(Povah, 2012), Robb defined a resilient organization as one that is: [...] able to sustain an 

organization‟s or a group‟s competitive advantage over time through its capability to perform 

two tasks concurrently: deliver excellent performance against current goals (performance or 

task orientation); and effectively innovate and react to quick, tempestuous changes in markets 

and technologies (change orientation) (Robb, D., 2000). 

Robb's definition was useful to the growth of organizations that are not susceptible to the 

current Volatile, Uncertain, Complex, and Ambiguous (VUCA) internal and external 

business environment. According to him, such organizations are developed with the co-

existence of two sub-systems named the performance system and the adaptation system. This 

helps to ensure that the entire organizational system is able to quickly adjust and normalize to 

changing environmental conditions. 

 

According to Grint (2005 as cited in Clayton, 2012), the challenges leaders face in today‟s 

business environment can be termed as wicked problems. Clayton explains that these wicked 

problems are: [...] characterized by their novelty and uniqueness. They are socially complex 

and each stakeholder may have a different understanding and desired outcome. They are 

messy and do not have one solution. They cannot fully be solved as there is generally no clear 

sense of what the problem actually is and solving one problem may well cause another. Per 
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Grint‟s view, to tackle these problems, leaders would have to adopt unusual and innovative 

means to provide direction, rather than using the same approaches in solving what she terms 

tame problems-which are common day-to-day organizational problems. 

 

(Patel, 2010), in an empirical study emerged with three types of situations in which leaders 

must show resilience or may show a leader as resilient (i) resilience in reacting to stressful 

situations (ii) resilience in creating stressful situations and (iii) resilience in chronic stressful 

situations. Thus, a look through the current literature on leadership seems to project resilient 

leadership as the most suitable approach that should be adopted by leaders in today‟s global 

economy. Some of the qualities that have been mentioned by authors that portray resilience 

include: emotional intelligence, strategic thinking, ability/desire to learn from past 

experiences, flexibility in the use of the various leadership approaches, ability to develop 

others, goal and change-oriented, among others (Clayton, 2012; Patel, 2010; Archibald and 

Munn-Venn, 2008; Faustenhammer and Gössler, 2011 and Robb, 2000). 

Figure:  2. Resilient leadership: a transformational-transactional leadership-mix 

 

Source: Kwasi Dartey-Baah, (2015),"Resilient leadership: a transformational-transactional 
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The link between transformational and transactional leadership theories has been looked at 

extensively in the literature. Findings of four empirical studies by Rowold (2006) on the 

“world of sports coaching”, Bass et al. (2003) on “light infantry rifle platoon leaders”, Stone 

on “school principals” and Chan and Chan (2005) on “building professionals across 

Australia, Hong Kong, Singapore, and the United Kingdom” in different contexts have 

demonstrated the presence of a link between the two theories. The link at most is expressed in 

the augmenting role of the transformational leadership theory to the transactional leadership 

theory.  

In this regard, Lai (2011) pronounces that an effective combination of these two leadership 

approaches may yield the best results or organizational outcomes. Bass (1985) also 

accentuates the fact that although the transformational and transactional leadership theories 

may look distinct, they are not necessarily mutually exclusive. This means that both 

leadership approaches could be present in a leader and that there is no need for one to be 

absent to make way for the other. Bass explains that effective leaders make use of both 

approaches simultaneously to achieve the best results. He further states that transformational 

leadership actually augments transactional leadership.  

 

Discussions on leadership in the current literature have provided two extremes to analyzing 

leadership effectiveness. At one end of the continuum, there is an assessment of effective 

leadership based on a leader‟s ability to ensure compliance by followers to established 

procedures, systems, and structures in a bureaucratic organizational system. At the other 

extreme, leadership effectiveness is assessed based on a leader‟s ability to create a shared 

responsibility toward the attainment of organizational goals and the future sustenance of the 

organization. In this connection, Kwasi Dartey-Baah, (2015) argues that the expansion of 

knowledge on leadership should be centered on how an effective mix of the transactional and 

transformational leadership theories would yield the best results. An effective mix of the 

transactional and transformational leadership approach embodies elements of an ideal 

leadership approach needed to solve the challenges of the present, while focusing on 

addressing future challenges as well.  

 

In conclusion, Kwasi Dartey-Baah, (2015) advocates for the consideration of leadership 

practitioners and leadership scholars of how to effectively mix these two leadership theories 

to meet the demands of the current unstable and unpredictable environment. He further 
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advocates for leadership scholars to move towards a consensus on effective leadership around 

the transformational and transactional leadership theories, as this would aid in the 

development of a cutting-edge leadership approach suitable for most, if not all, situations. 

Ibid 

 

The general remark on different research works conducted in the areas of leadership theories 

show that: some describe leaders in terms of traits, others in terms of what leaders do 

(behaviors); and still others in terms of the conditions that help to determine leadership 

effectiveness, etc. Given these propositions, Alqatawenh (2018), noted that organizations 

need to reflect on their patterns of leadership in the midst of the fast changes in the market in 

order to conserve their survival and sustainability. Therefore, it is necessary to have heedful 

leaders who should be conscious of the size of the challenges and the complexity of the 

administrative processes, which will enable them to discover the right leadership 

theory/model that can be capable of keeping abreast of developments. So, the notion that 

there is no one universal way to lead became a common thread that goes across. 

2.1.1.3. Leadership style 

The study of leadership style has been a trend right from the 1930s when research works were 

conducted on leadership theories. The literature on leadership styles has been growing in 

number and different styles of leadership theories are highlighted by different studies. 

(Mitonga-Monga & Coetzee, 2012) viewed Leadership style as a combination of different 

characteristics, traits, and behaviors that are used by leaders for interacting with their 

subordinates. They consider that leadership style is the pattern of behavior that leaders exhibit 

in influencing his/her subordinates toward the goals of an organization. 

 

Leadership style is influenced by many factors such as the personality of leaders (personality 

of the group members' value systems, confidence in group members, leadership inclinations, 

feelings of security in uncertain situations), the personality of the group members (need for 

independence, desire for responsibility and skills of employees), nature of the environment 

(structure of the organization, outside pressure-social, political and economic situations of a 

given country), and nature of the task (importance, complexity and urgency of the issue at 

hand). Ibid 
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Given the above, it is understood that a single style of leadership cannot suit different 

situations. As and when the need arises, based on the situation and needs of the employee and 

organization, a leader can combine one or more styles of leadership in influencing people 

toward the goals of the organization. Thus, choosing the right style, in the right situation at 

the right time is the key to the success of a leader. The below table summarizes some of the 

leadership styles derived from the leadership theories/models. 

Table 2.1: Leadership Theories/Studies and the Corresponding Leadership Styles 

S. 

No. 

Leadership Theories/Studies 

 

Leadership Styles 

1 Iowa University Study of Leadership 

(Kurt Lew Lewin and associates) 

Authoritarian, Participative, Democratic , 

Laissez-Faire, Delegative 

2 Four-

Systems of Management Leadership, 

Exploitative , Authoritative, Consultative, 

Participative 

(Rensis Likert)  

  3 Managerial Grid  Theory  of  Leaders

hip (Robert Balke& Jane Mouton) 

Impoverished,  Country Club, Task, Middle 

of the 

Road, Team 

   

             

4 

Leadership  

Continuum Theory (Robert 

Tannenbaum &Warren Schmidt) 

Boss- centered Leadership/ Employee-

centered 

Leadership 

5 Skills Leadership (Katz's and 

Mumford and Zaccaro) 

Open communication, empathy, strategic 

thinking, creativity, positivity, flexibility, 

conflict resolution, time management, 

reliability, mentorship, recognizing capability 

(potential talent and competencies), 

responsibility etc. 

6 Path-Goal Theory of 

Situational Leadership (Martin 

Evans and Robert House) 

Directive ,Supportive ,Participative, 

Achievement-Oriented 

7 Three-Dimension Model of 

Leadership Effectiveness 

(Wlliam Reddin)  

 

 

 

 

Effective leaders 

(Executive, Developer, Bureaucrat, and  

Benevolent autocratic) ; 

Ineffective leaders (Missionary, 

Deserter, Compromiser & Autocrat) 

8 

 

Situational leadership (Fiddler) Relationship-oriented and Task-oriented 

 

9 Situational-Leader-

Participation  Model 

(Victor  Vroom and Philip Yetton)    

Decide, Consult individually, Consult in the 

group,  

Facilitate and Delegate 
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10 Situational  Leadership Theory 

 (Paul Hersey Kenneth Blanchard) 

-Participation of followers in decision making 

(Telling, Selling, Participating and 

Delegating) 

-Level of the directive  and support to 

followers (High-directive- low supportive, 

High directive-high 

Supportive, Low directive-high  supportive 

and 

Low directive and low supportive) 

11 Servant Leadership Theory (Robert 

K. Greenleaf, Larry Spears) 

Increased service to others; a holistic 

approach to work; promoting a sense of 

community; and the sharing of power in 

decision-making. 

12 Transformational leadership theory 

(James Mac Gregor Burns, Avolio, 

Bennis and Nanus,       Warilow etc.  

)                               

Role   Modelling, Inspirational, 

Communicative, Innovative, Supportive/ 

Enabler, Rewarding/ Achievement-oriented 

13 Transactional leadership theory 

( Bass, Yulk, Penn, Kuhnert,Lewis) 

Motivational/Reward/ Rule-based/ Micro-

management 

 

 

Source: Leadership Theories/Studies and the Corresponding Leadership Styles, accessible at  

https://egyankosh.ac.in/bitstream/123456789/8005/1 (modified by the researcher) 

2.1.1.4. Contemporary issues on the role of leadership 

(i) Effective leadership 

Effectiveness in leadership is the result of different variables and due to this effective 

leadership can be defined in various ways. Researchers, like Fred Fiedler, who developed the 

Contingency Model, define leadership effectiveness in terms of group performance. 

According to this view, leaders are effective when their group performs well. Robert House's 

Path-Goal Theory considers follower satisfaction as a primary factor in determining 

leadership effectiveness, and leaders are effective when their followers are satisfied. On the 

other hand, researchers working on the transformational and visionary leadership models 

define effectiveness as the successful implementation of large-scale change in an 

organization. (Bass and Avolio, 1994),   (Avolio et al. ,1999) and Bycio et al. (1995), Bennis 

and Nanus (1985, 2007) and Kouzes and Posner‟s (2002 and 2017). 

 

https://egyankosh.ac.in/bitstream/123456789/8005/1
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Cooper and Nirenberg (2012) define effective leadership from the larger social group 

perspective as [...] the successful exercise of personal influence attempts by one or more 

people that results in accomplishing organizational objectives congruent with a mission while 

earning the general approval of their constituencies (in the case of political leadership) or 

stakeholders (in the case of business and civil society organizations). 

 

On the other hand, Fred Luthans (1989) proposes an interesting twist on the concept of 

leadership effectiveness by distinguishing between effective and successful managers. 

According to Luthans, effective managers are those with satisfied and productive employees, 

whereas successful managers are those who are promoted quickly. After studying a group of 

managers, Luthans suggests that successful managers engage in different types of activities. 

Whereas effective managers spend their time communicating with subordinates, managing 

conflict, and training, developing, and motivating employees. The primary focus of 

successful managers is not on employees; instead, they concentrate on networking activities 

such as interacting with outsiders, socializing, and politicking. The internal and external 

activities that effective and successful managers undertake are important to allowing leaders 

to achieve their goals.  

 

One way to take a broad view of effectiveness is to consider leaders as effective when their 

group is successful in maintaining internal stability and external adaptability while achieving 

goals. Leaders are effective when their followers achieve their goals, can function well 

together, and can adapt to changing demands from external forces. Thus, the definitions of 

leadership effectiveness are as diverse as the definitions of organizational effectiveness and 

the choice of a certain definition depends mostly on the point of view of the person trying to 

determine effectiveness and on the constituents who are being considered. Ideally, hence, any 

definition of leadership effectiveness should consider all the different roles and functions that 

a leader performs. Given the above perspectives of effective leadership, the definition of 

leadership effectiveness, therefore, is assumed to contain at least three elements: 

(i) Goal achievement, which includes meeting financial goals, producing quality 

products or services, addressing the needs of customers, and so forth. 

(ii) Smooth internal processes, including group cohesion, follower satisfaction, and 

efficient operations and  

(iii) External adaptability refers to a group's ability to change and evolve successfully. 
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In connection to this, the “Three-Dimensional Model” put forward by William Reddin, states 

that situational factors make the leadership styles effective or ineffective. Reddin, thus, 

highlights eight styles of leadership, out of which four have been identified as effective styles 

and the remaining four as ineffective leadership styles, which are elaborated as follows 

(Sahni & Vayunandan, 2010)  

Effective Styles: The four effective leadership styles include:  

Developer: Based on the situation that arises, this style is preferred by leaders where there is 

a combination of high relationship orientation and low task orientation. Leaders per this style 

are seen as having implicit trust in people and being primarily concerned with developing 

them as individuals;  

Executive: In this style, a leader uses high task orientation and a high relationship orientation, 

based on the situation. Leaders per this style are seen as good motivators who set high 

standards, who treat everyone somewhat differently, and who prefer team management; 

Bureaucrat: As per this style, a leader adopts low task orientation and low relationship 

orientation, and the concern of the leader is basically to follow the rules and procedures and 

thus maintain and control a particular situation, with the help of rules and procedures; 

Benevolent Autocrat: Based on the situation, the leader adopts a style wherein there is the 

usage of high task orientation and low relationship orientation. A leader in this style is seen 

as knowing what he wants, and knowing how to get it without creating resentment. 

Ineffective Styles: The four ineffective styles of leadership are:  

Missionary: In inappropriate situations, if a leader adopts high relationship orientation and 

low task orientation, a leader is said to be ineffective and is seen as being primarily interested 

in harmony; 

Compromiser: A leader is seen as a compromiser when he uses high task orientation and high 

relationship orientation when the situation demands focus on only one orientation. Such 

leaders are seen as poor decision makers, as he/she allows himself/herself to be influenced by 

pressures in a situation;  

Deserter: When a leader uses low relationship orientation and low task orientation when such 

behavior is inappropriate, such style of leadership is called a „deserter‟. The leader in such a 

situation is seen as „   uninvolved‟ and passive‟. 

Autocrat: When high task orientation and low relationship orientation are used by a leader at 

inappropriate times, the style adopted is said to be „autocratic‟. When such a style is adopted, 
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the leader is seen as having no confidence in others, as unpleasant, and as being interested 

only in the immediate task. 

(II) The new leadership reality for today’s organizations 

The new reality for today‟s organizations is changing. The environment is rapidly changing 

as the result of globalization, shifting in geo-political forces, financial deregulation, e-

business, telecommuting, virtual teams, outsourcing, terrorism, wars, diseases, conflicts, 

environmental changes, population explosion, expansion of services, etc. These problems 

have caused fundamental shifts and dramatic impacts on organizations and present new 

challenges for leaders. The people‟s perspective is also changing to cope-up with the rapid 

changes in the environment. These shifts represent a transition from a traditional to a new 

paradigm (Steve Piersanti, 2017).  

A paradigm is a shared mindset that represents a fundamental way of thinking about, 

perceiving, and understanding the world. However, many leaders are still operating from an 

old paradigm mindset and this makes them increasingly ineffective. The old paradigm is 

stability, control, profit/money-driven, competition/winning, uniformity, self-center/interest, 

hero, emotionless, class systems (groups at the top have enduring structural advantages over 

other groups, with executives rewarded as much as possible and workers rewarded as little as 

possible). Moreover, it is authoritarian, the organization is viewed as a pyramid with 

leadership and power flowing linearly from top to down, exclusion and privilege (people are 

determined against on the basis of race, ethnicity, gender, age, religion, sexual orientation, 

social class, politics, thinking style or other factors, limiting their access to leadership, power 

and rewards), information restricted (information is passed down the hierarchy to those who 

“need to know”.  

On the other hand, successful leaders in the twenty-first century respond to the new reality in 

a different way than those operating from the old paradigm. Thus, for today‟s managers and 

leaders, leadership should not have to be perceived from the old paradigm. They need to shift 

from the old paradigm and tune to the new paradigm of leadership facing the challenge of the 

new reality of the 21st century and intend to win. Per Steve Piersanti, 2017) some of the 

themes of the new leadership paradigm are: stewardship: choosing service over self-interest; 

humble leadership: the power of relationships, openness, and trust; lead more and control 

less; co-active leadership; peer-to-peer leadership; the outward mindset: seeing beyond 

ourselves; discovering order in a chaotic world, and the inclusion breakthrough: unleashing 

the real power of diversity.  In sum, the new paradigm is a shift from stability to change and 
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crisis management, from control to empowerment, from competition to collaboration, from 

uniformity to diversity, from self-centered to high purpose, and from hero to humble (Abeba 

Beyene and Banti Werku, 2018).  Each of them is elaborated beow. 

(a) From stability to change and crisis management 

The new paradigm of leadership as suggested by the science of chaos theory, acknowledges 

that we live in a world characterized by randomness and uncertainty and small events often 

have massive and widespread consequences. For many organizations change and crisis have 

become the norm. The inevitability of change and crisis and recognition of them as potential 

sources of energy and self-renewal are accepted by today‟s best leaders. They develop 

effective crisis management skills that help their organizations storm and move toward 

something better rather than being laid down.  

Leaders have been thought by the pervasiveness of change in the environment to actively 

embrace and create changes within the organization that can develop individual workers and 

move the organization forward. All groups participate together in planning and carrying out 

challenges that affect them, guided by shared wholesome knowledge. The best leaders know 

that the benefits associated with stability are a myth; that when things do not change, they 

die. 

(b) From control to empowerment 

Today, the old assumptions about the distribution of power are no longer valid. An emphasis 

on control and rigidity serves to squelch motivation and morale rather than produce desired 

results. Many kinds of differences and similarities among people are valued and supported, 

with access to leadership, power, participation, opportunities, and rewards open to all.  

Today‟s leaders share power rather than hoard it and find ways to increase an organization‟s 

brain power by getting everyone in the organization involved and committed. (Stephen R. 

Covey accessed at dokumen.tips/doc) The organization is viewed as an interconnected 

network, with relationships and power distributed throughout the many nodes and links of the 

network. Leadership is exercised by everyone at all levels of the organization, with each 

person sometimes leading, sometimes following, and sometimes supporting, as needed. 

(c) From competition to collaboration 

The new ways of working is emphasizing collaboration over competition. Thus, most of 

today‟s organizations are stressing teamwork and cooperation. Self-directed teams and other 

forms of horizontal collaboration are breaking down boundaries between departments and 
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helping to spread knowledge and information throughout the organization. Compromising 

and sharing are recognized as signs of strength, not weakness.  

(d) From self-centered to higher purpose 

In the new paradigm, leadership is exercised through invitation, request, dialogue, persuasion, 

respect, openness, kindness, integrity, and partnership, without compulsion. Leaders 

emphasize accountability and responsibility to something larger than individual self-interest, 

including employees, customers, the organization, and all stakeholders of the organization or 

community and benefiting the interest of the whole. Leaders are driven by the well-being of 

people, society and our globe on the road that has real and long-lasting, intrinsic value. These 

leaders emphasize on the importance of doing the right thing, even if it harms. 

(e) From hero to humble 

In the new paradigm leaders move from the celebrity “leader-as-hero” to the hard-working 

behind-the scenes leader who quietly builds a strong enduring company by supporting and 

developing others rather than touting his own abilities and successes. Leaders move from the 

celebrity “leader-as-hero” to the hard-working behind-the scenes leader in the new paradigm. 

They support and develop others rather than touting his/her own abilities and successes. Class 

systems are eliminated, and everyone is subject to the same set of norms for conduct, 

procedures for accomplishing tasks, and incentive schemes. Leaders are successful because 

they value and care for their employees, as well as everyone else who contributes to the 

organization and even by supporting their competitors. The new paradigm leader is 

distinguished by an almost deficiency of ego (Edgar H. Schein and Peter A. Schein, 2018).   

2.1.1. Theoretical literature on urban public transport management 

Transport plays an important role in the development of a nation in the contemporary era. 

Hence, urban transport, transport infrastructure, and traffic management should contain an 

ideal combination of the means and ways of mobility to ensure livability keeping the city‟s 

socioeconomic and physical integration.  

It is well understood that the modernization and urbanization processes accelerate the 

importance of this sector in providing accessibility and mobility reaches higher levels. 

Transport is an integral part of human life. Proper transport link enables efficient frequency 

of services, flow of passengers and commodity on (Rail, Roads, Air, Water) mode of travel.  
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Transport theory (or the law) stresses strongly that whatever the mode will be, it should 

primarily consider the human aspect (i.e. safety, livability, economy, satisfaction…etc.).[Peter 

Freeman & Christian Jamet, 1998] This gives every individual the right to choose the services 

that he/she desires. Transport and the different modes have evolved through time to where 

now in the quest to accommodate the complex pattern of the world trade and globalization, its 

magnitude and efficiency in the distribution process is continuously being brought into effect 

by technological and operational improvement. 

 

The urban transport system should be modified and structured to contribute and operate 

within the universally accepted key principles, strategic options and indicators of public 

transport services, considering and weighing several socioeconomic, spatial and other 

perspectives in the problem solving process. Hence, an efficient urban transport system can 

only be realized and sustainable through planning which responds adequately to movements 

requirements and offers guidelines for better and efficient use of investment serving as 

invaluable input for spatial development policy. 

2.1.2.1. Transport governance 

The concept of governance is extremely complex, leading many  to  question  how  it  would  

be  possible or  useful  to come  up with a universal concept, which could be applied to all 

spheres or areas of policy making. In their conceptual review of modes of Governance, Treib, 

Bähr and Falkner (2007), postulated the relationship between State intervention   and societal 

autonomy as a starting point. Thus, the concept of governance involves the interplay of 

several elements:  

 Interdependence   among   organizations: this relates mainly  to  the  extension  of  the  

scope  beyond  formal governmental  institutions  (hence,  different  from  the concept 

of Government) to encompass non-State actors; 

 Continuing  interactions  between  the  actors:  caused by  the  need  to  exchange  

resources  and  negotiate common purposes; 

 Game-like  interactions,  according  to  a  set  of  agreed rules and requiring a certain 

level of trust; 

 A significant degree of autonomy from the State for the non-State actors or networks 

Governance of  transport  is  often  evoked in relation to the growing complexity of the 

general transport decision making  processes due  to several  recent and inter- related 

developments, such as: The increased role of non-State actors and/or declining power of State 
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(Roe, 2013, Veneeman, 2018); Overarching development goals (climate change, smart 

mobility) (Marsden  and Rye, 2010); Cross-sectoral and policy integration challenges i.e. 

transport and land use (Stead and Meijers, 2009) and Rapid  technological  developments  and  

uncertainties and related changes of socio-technological regime i.e. modal and multi-modal 

perspectives (Roe,  2013,  Veneeman,  2018,  Docherty,  Marsden  and Anable, 2018). 

There  is  empirical  evidence  that  the  institutional arrangements at  the  city  level 

(differences in the distribution  of  responsibilities  within  the  governmental sector and 

between the public and the private sector), have a direct impact on the effective 

implementation of the policy objectives or, at least, of some policy instruments, such as 

transport investments (Marsden and May, 2006). The parts of the governance research, which 

seek to present governance as a new research framework or paradigm offer several concepts 

or perspectives on governance as particularly useful for the transport sector. The following 

are perspectives on transport governance: 

(i) Multi-level transport governance 

It  is  worth  mentioning  the  multi-level  governance perspective,  which  accounts  for  the  

fact  that  governance activities  occur  at   different  levels  (local, national, supranational), 

that  “actions  at one level change the boundary conditions of actors at other levels, thus 

generating a   hardly   controllable   dynamic” (Hoffmann,Weyer and Longen, 2017) and 

that, depending on the situation, policy formulation and implementation more typically take 

place within “a system of continuous negotiation among nested governments at several 

territorial tiers” (Marks, 1993, cited  in  Marsden  and  others, 2014).  

As summarized by Veeneman and Mulley (2018), the key premise of multi-level governance 

theory is that the national level of government is not necessarily the dominant policy making 

unit, that policy development and implementation is not often clear cut in relation to a single 

level of government and that, in practice, all levels of government interact with task-specific 

agencies (non-governmental agencies or bodies set up for a particular task).  These  task-

specific  agencies  are  often  referred  to  as Type II institutions, as opposed to Type I 

institutions, which relate  to  the  levels  of  government  responsible  for  many different  

policy  areas,  in  accordance  with  the  distinction made  by  Hooghe  and  Marks  (2001).  

This  perspective  has been used to explain the possibility of a departure from the socio-

technical  regime  of  auto mobility  system  (Hoffmann, Weyer  and  Longen,  2017) to 
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explain the budget decisions  on  public   transport   (Veeneman   and   Mulley, 2018)  and  

to  understand  climate  change  policy (Marsden and Rye, 2010) among other things. 

(ii) Network transport governance 

Another popular and quite similar governance perspective is the “network governance”, 

which has been extensively applied to the issues of public and urban transport. Sørensen and   

Gudmundsson   (2010)   highlighted the increased importance of the network mode in 

contemporary public transport governance, which increases the importance of trust, 

reciprocity and effective information exchange among actors. Poku-Boansi  and  Marsden  

(2018)  focused on the network of actors involved in decision-making as one  of  the  

elements  of  governance  in  the  introduction of  bus  rapid  transit  systems.  Legacy, Curtis 

and Sturup (2012) refer to network governance and strong regulations as a way to overcome 

the silo mentalities and deliver policy integration for land use and transport.  Mu and ong 

(2016) offer the most explicit application of network governance to the same topic, using the 

case of Urumqi, China. They use the term „network governance‟ to describe “the more or less 

stable patterns of relations between  autonomous  yet  interdependent  government, business  

and  civil  society  actors  in  processes  of  urban planning,  policy-making  and  

implementation  of  public policies  and  programs”  and  distinguish  two  aspects  of network  

governance:  (i) the  instruments  and  mechanisms that aim to enhance the voluntary or 

forced alignment of goals, tasks and efforts of networked actors, and,  (ii)  the deliberate 

strategies and conscious steering attempts of   the   actors   within   networks   aimed   at   

influencing interaction processes, facilitating  and  guiding    the interactions, and changing 

the features of networks. 

 

As   proposed by Treib, Bähr and Falkner (2007), the relationship between State intervention 

and societal autonomy in the transport sector can be considered as a starting point for the 

concept of transport governance. The evolving role of the State remains the central issue, but 

the governance should seek to address the entire complexity of this relationship, as it applies 

to transport. In more concrete terms, the governance framework should seek to address the 

four dimensions of transport governance: who governs (dimension implies map the  transport 

stakeholders (State  and  non-State), accounting  for  their increased number and diversity, 

different degrees of power and influence, as well as their interdependence and mutual 

influence; what is governed (dimension implies the spatial and temporal  characteristics  of  

the  transport  governance,  as only  by  analyzing  concrete  circumstances  and  cases  can a   
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meaningful   analysis   and   useful   recommendations   be identified.); how it is governed  

(dimension where most of the added value could be gained) and for what purpose/what for is 

governed (dimension implies the linkage of the transport issues to the overall development 

goals and concerns should be an underlying premise of the analysis). (Zhang and others, 

2018)  

 

Generally speaking, there   appears  to   be   an   increasing   convergence   on   a 

comprehensive view of transport governance, as a complex ensemble of “who governs”, 

“what  is governed”, “how  is it governed” and “what for is governed “. Zhang and others 

(2018) As  Docherty, Marsden  and  Anable  (2018)  argue,  “in  thinking  about  transport 

governance  of  the  „Smart  Mobility‟  transition,  there  is  a need to pay attention 

simultaneously to the why (the public policy  function),  what  (the  rules  of  the  game),  

who  (the networks of actors and their position, power and objectives) and  how  (the  

manner  in  which  the  public  is  involved and accountability and  transparency are  

maintained)  of  the governance system”. 

 

In contrast to the diversity of perspectives in the academic research, most policy forums and 

policy initiatives converge in invoking transport governance to promote the “good” practices 

in the   elaboration and implementation of transport polices. The  recommendations   are   

generally normatively  charged,  assuming,  in  most  cases,  that  more transparency,  rule  

of  law,  equitable  and  inclusive  policies automatically  lead  to  better  and  more  effective  

policy decisions. In some cases, indicators are offered to measure the good transport 

governance. In connection to this, World Bank  recommends the following indicators on 

Transport Governance for Sub-Saharan Africa based on the understanding of   governance   

as   an “exercise  of  authority  with  discretion  and  integrity”  and, as  a  corollary,  on  

understanding  poor  transport governance  as  the “abuse  of  power  for  inappropriate  

purposes  and  often personal gain.” World Bank (2003) 

 Instrumental mandates and responsibilities: clarity of and distinctions between 

mandates and responsibilities of key ministries, departments and agencies in 

the transport sector. 

 Strategic priorities: coherence of transport sector policy and extent to which its 

prioritization process is based on objective criteria. 
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 Budget disclosure: budget allocations based on reliable financial forecasts and 

aligned to priorities based on objective criteria 

 Program design: quality and use of key performance and value for money 

indicators 

 Procurement: comprehensive and timely disclosure of transport sector 

program plans (including bidding opportunities, contract awards, and data on 

resolution of procurement complains) 

 Delivery: comprehensive time and cost reports on progress of work major 

(Top 10) transport sector projects, disclosed to the public in a timely and 

accessible manner 

 Sustainability: transport sector agency has established benchmarks for routine 

and periodic maintenance of assets and allocates the budget accordingly 

 Information dissemination: transparency and timeliness of annual budget and 

expenditure disclosures 

 External scrutiny: rules applied to the membership and appointment process 

for key transport sector governance boards 

 Accountability: recommendation from independent technical and financial 

auditor reports implementation. 

2.1.2.2. Key principles of urban public transport management  

Below are the key principles of urban transport management which leaders of the 21
st
 century 

should take into account. Queensland (2003)   

Sustainability: Urban transport service and traffic management have far-reaching 

socioeconomic and environmental consequences. Thus, they should give emphasis to the 

long-term development visions while balancing with the short term mobility needs.  

Stakeholder Participation and Partnership: Participation of stakeholders should be ensured 

in the whole process of programs and projects from initiation to completion giving particular 

emphasis to the informal sector NMT and the urban poor in an institutionalized manner. 

Application of  Integrated Development Plan /IDP/ Approach: If the need for integration is 

more pronounced in urban transport planning, it should be approached in an integrated and 

holistic fashion where the component parts are internally consistent and mutually reinforcing.  

It is deemed to play a pivotal role in enhancing the planning and development of other 

sectors. Integration is also sought in ensuring implementation through well thought and 



 

40 
 

crafted institutional arrangements, resources management and enforcement mechanisms. The 

integrated development plan encompasses land use, demographics, industry, technology, 

community, government and environment. (Louw, J, 2002).  

The Adoption of Incremental and Flexible Approach: Due to resource limitations (finance, 

human, institutional, information and knowledge) and the dynamism of the urban needs, 

urban transport service should adopt an incremental and process based approach and be able 

to accommodate emerging needs in the future.  

Promotion of Good Governance: For the proper application, there should be appropriate 

levels of good governance manifested in the principles of transparency, affordability, 

availability, accountability, equity, and capacity at local levels. There is also the need to 

streamline the local, regional and federal level governance structures. 

Paradigm Shifts in Transport Service and Traffic Management Concepts: consider the needs 

of future generations, planning transport service and land use concurrently and iteratively, 

conserve and enhance the natural, focus on both mobility and access (to people, places, goods 

and services), making best use of existing infrastructure and services and influencing and 

managing travel demands, collaborative planning based on achieving good system-wide 

outcomes and focus on movement of people than movement of vehicles. 

Integration as a Major Paradigmatic Shift: Integration across sectors, levels of planning, 

locations, decision makers and solutions is essential for successful transport planning. There 

are two main aspects:  

 Horizontal Integration - (Integrate transport with other sectors and adjoining 

locations-national, state, regional, local and site specific). Horizontal integration 

focuses on integrating transport planning, land use planning, economic development 

planning, education and health planning, etc. This involves making sure that decision 

made in one sector complement, but not compromise decisions or interests in the 

others. Ways to plan for this include ensuring consistent land use decisions made 

across local government boundaries, and consistent and complementary policy 

decisions made across sectors and agencies. 

 Vertical Integration (top down: incorporate direction, knowledge and priorities from 

higher-order planning or bottom up: incorporate local needs, knowledge and priorities 

from lower-order planning.  
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2.1.2.3. Segregation and integration of urban public transport management 

Below are options for segregation or integration of various means of transport (Louw, J, 

2002):  

Mixed traffic refers to a fully integrated transport system where no single mode of transport 

has an exclusive right to use (specific parts of) the road; it. This mode may be applied where 

the traffic volume is small on local and collector roads. 

Visual segregation is a bicycle/pedestrian lane where a strip on the carriageway is reserved 

for bicyclists or pedestrians. Though the facility is meant to be for pedestrians or cyclists 

only, one cannot speak of a full segregation, since the facility can easily be used by other 

means of transport. 

Physical segregation is a sidewalk for pedestrians or bicycle track for cyclists. Here the 

exclusive right of the pedestrian or cyclist is recognized. The track cannot (or only very 

difficult) be accessed by motorized transport. Though the track or path itself is unimodal, at 

intersections one will always have to deal with other means of transport.  

Segregation/Integration of Traffic 

Below are types of segregation/ integration of traffic.  

Mixed/Integrated (Small town- local roads and collector roads), Medium towns (local roads 

and collector Roads), and large towns, cities, and metropolis (local roads). 

Visual Segregation (Small towns- arterial roads, Medium Towns- arterial roads, Large towns- 

cities, and metropolis- collector roads). 

Physical Segregation- large towns, cities, and metropolis- Arterials 

2.1.2.4. Principles for sustainable urban public transport development  

Start with the pedestrian; provide high-quality public transport connecting urban and 

suburban centers; encourage cycling and link it to public transport and major activity centers 

with continuous networks and secure parking/intermodal centers; employ appropriate 

transportation market incentives and pricing with intelligent transportation systems; design 

„Complete Streets‟ safely serving all users and modes of transport; manage the speed of 

motor vehicles for safety and system performance; enhance transport services with new 

information, services, travel modes, innovation, telecommunications; activate public space 

with small blocks, small streets, urban parks, and dense mixed-use people-oriented 
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development; plan, regulate, finance, & operate real estate and transport systems to meet 

sustainability goals, and re-engineer freight movement and logistics systems for efficiency 

and sustainability. (Michael, 2009) 

2.1.2. 5. Public transport system performance indicators 

Below are public transport system performance indicators that leaders of the 21st century 

should highly consider in public transport management (May, T, and Taylor, M., 2002) 

i. Economic growth, efficiency, and effectiveness 

 Delays for vehicles (by type) at intersections  

 Delays for pedestrians at the road crossing 

 Average time and money costs of journeys actually undertaken 

 Variability in journey time (by type of journey) 

 Costs of operating different transport services 

 Indicators for access and mobility/ transport infrastructure by area and economic 

sector 

 Tax revenue from vehicle use  

ii. Health, safety, and security  

 Personal injury accidents by user type per person or per vehicle kilometer traveled  

 Security incidents per person or vehicle-kilometer traveled 

 Perceptions of security while traveling 

 Percentage of trips/travel made by not-motorized modes (cycling or walking) 

iii. Access and mobility 

 Activities (such as transport infrastructure and others) by type within a given time and 

money cost for a specified origin and mode 

 Costs of travel to activities (by type) from a specified origin by a specified mode 

 Indicators as above, considered separately for different impact groups 

iv. Environmental responsibility 

 Noise levels 

 Vibration 

 Levels of different air quality (local) pollutants 

 Greenhouse gas emissions 

 Fuel consumption for the area as a whole 
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 Other environmental considerations 

 v. Livability, Connectivity, and Amenity 

 Perceptions of security while traveling 

 Perceptions of community severance 

 Visual intrusion 

 Townscape quality (subjective) 

2.1.2.6. Strategic options of public transport management 

Below are strategic options for public transport management that leaders of the 21st century 

should take into consideration. (Ibid) 

Manage land use-Influence to get better transport outcomes. 

Influence travel demand- influence travel choices- improve driver behavior, introduce 

educational measures. 

Manage operations on existing infrastructure- new services, changes to existing services, 

better services coordination and integrated ticketing, fares, and information; manage the use 

of infrastructure and services such as inspecting domestic access points to freight and public 

transport routes, application of new technologies such as travel information, traffic 

management,  and digital toll collection). 

Provide necessary new infrastructure-provide new infrastructure such as roads, rail lines, 

terminals, bus stops, and cycle ways, and upgrade/maintain existing infrastructure. 

Consider different modes- freight-truck, train, pipe, conveyor, ship, plane; passenger-car, bus, 

train, plane, bike, walk, and modal interchanges.  
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2.1.2.7. Transport modeling and technical transport planning processes 

(i) Transport planning: techno-institutional views 

Figure 3: Typical organization of a transport planning project and the influences upon it 

 

  

  

 

 

 

 

 

 

 

Source: Rick Evans, Matthew Burkeand Jago Dodson, 2014 

The majority of strategic transport plans and project investment decisions are invariably 

developed using guidance from complex and highly technical computer-based models such as 

Integrated Transport Model (ITM) and Strategic Transport Model (STM). These models 

assist in developing the future transport networks for the metropolitan strategies that guide 

urban growth and investment.  Models are also typically used to predict network flows, 

develop local transport plans, appraise specific investments, identify „corridor‟ opportunities, 

provide the necessary inputs to environmental impact assessments of projects, and for many 

other purposes. The technical-rational processes inherent in such models mean that by their 

nature their use must be „expert-led‟, and typically involve a narrow range of participants‟ 
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using highly quantitative, complex modeling procedures (Vigar, 2006). Though the use of 

models is somewhat inevitable (Ortuzar and Willumsen 1990) the technical basis for such 

modeling processes and the level of understanding necessary to comprehend their internal 

functions means that knowledge of how the models work and their capacities, and in turn 

their biases and inadequacies, are often restricted to a small number of professional experts. 

The technical complexity of transport assessment methodologies imbues these systems with 

the appearance of objectivity and universality. Yet the policy context in which transport 

decisions are framed and the political circumstances surrounding these decisions also 

influence the way assessment is undertaken and the outcomes of that assessment. Traditional 

views held by decision-makers may heavily influence the assumptions that drive transport 

policy when selecting and creating new infrastructure and transport options (Low 2003). 

 

Flyvbjerg et al, 2003) have argued that the broader context for transportation decision- 

making influences the way technical assessment is performed. And he suggests that the 

„ambitions „of project proponents may either explicitly or implicitly shape technical 

assessment processes with great potential for „strategic misrepresentation‟ of the viability of 

projects. Flyvbjerg et al (2006) have also identified traffic forecasts as particularly 

susceptible to these strategic problems such that the reliance on models itself constitutes a 

form of risk. 

 

The role of transport modeling in policy processes is represented in Figure 3, which 

illustrates the typical organizational hierarchy of a conventional transport planning project. 

The detailed technical knowledge of the modeling gradually decreases as the project moves 

up the institutional chain, with an inversely increasing amount of political influence affecting 

the outcomes of the project. Problems may arise for those higher in the chain where 

methodological concerns are not necessarily understood, or where limitations may be 

ignored. 

 

Given the influence that transport projects and schemes can have on the shape and function of 

cities and the prominence of technical-rational decision-making, the models and the 

assessment methods used can have an enormous bearing on urban trajectories. This influence 

extends to the investment cost of transport decisions, which can impose heavy burdens on 

both governments and private businesses (Flyvbjerg 2003).These issues suggest there are 
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important aspects of transport technical assessment that deserve scholarly attention. 

While the Flyvbjerg et al. (2003; 2002), Vigar (2002) and Mees and Dodson, 2007) studies 

shed some light on the techno-political nexus of strategic transport assessment, more research 

is needed to fully comprehend these processes. This perspective in particular is desperately 

needed. There is a further important task to extend inquiry beyond simply the analytical 

frame of scholarly investigation. Part of this task involves identifying the capacities and 

limitations of transport technical assessment and reporting these to planning and transport 

policy decision makers to assist with their selection of strategic and project alternatives. 

(ii) Four-Step Transport Model    

There are number of travel demand models used in urban transport studies. The predominant 

methodology used internationally in the technical assessment of urban transport networks is 

the „Four Step Transport Model‟ (FSM).FSM model is the conventional method for Urban 

Transport Planning System (UTPS), where by Transport planners have „traditionally 

considered the relationship between urban structure and travel patterns at the aggregate level‟ 

(Schwanen et al., 2005) i.e. the distribution of land use in terms of population and 

employment allocation is done exogenously. 

The FSM uses this approach, seeking to identify future travel demand and predicting the 

measures needed to cater for it (Hensher and Button, 2000).The FSM has dominated transport 

modeling since the 1960s, and still resides in most comprehensive transport models in various 

modified forms (McNally,2000). The FSM also typically supports cost-benefit analysis for 

the purposes of making assessments and obtaining justification for policy decisions. This 

modelling approach is popularly known as “sequential travel demand modelling” which has 

the following four steps: trip generation, trip distribution, mode choice analysis, route 

assignment and route choice, or traffic assignment. 
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Figure 4: Four-Step Transport Model  

 

Source: Traditional four-step transport model (adapted from Button, 1977) 

Trip generation: this is the first step of transport modelling which uses population and 

employment forecasting plus land use planning inputs to identify the magnitude of future 

total daily travel, calculated at either the household or zonal level (McNally, 2000). There are 

several different methods for calculating total daily travel within the FSM. These include 

linear and multiple regression analysis (multiple regression tending to be the most popular 

method), and cross-classification or category analysis (Ortuzar & Willumsen, 1990). 

Variables used to calculate the number of trips usually includes the number of jobs within 

zones, the number of residents, and sometimes other gross activity measures such as tertiary 

education attractors (Cervero, 2006). 

Trip distribution : this is the second step of transportation modelling which takes the outputs 

from the trip generation stage of the FSM and allocates them to routes on a transportation 

network to develop a region-wide origin-destination matrix, better known as a „destination 

choice model‟ (McNally, 2000). The most used method of allocation is the „gravity‟ model, 

which assigns travel to various land uses based on their population or employment size and 

the separation (usually expressed as travel time) between them. 

Modal assignment: this is the third phase in transport modelling which assigns the trip 

numbers derived from the results of the trip distribution analysis to mode-specific journeys 
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(McNally, 2000). Mode choice models can be aggregated if they are based on zonal 

information or disaggregate, if based on household or individual data (Ortuzar and 

Willumsen, 1990). Most models today use behaviour-oriented approaches, the most common 

of which is the „nested logit‟ model, which uses complex probabilistic mathematical 

calculations to impute individual travel mode choices (McNally, 2000). Public transport, due 

to its greater complexity (different stops, routes, possible interchanges, arrival and departure 

times of services, etc.) than car travel, is aggregated into simple networks and average 

journey and waiting times (Freidrich, 1998). Most modal assignment models use relative 

travel times for public transport modes, representing the time spent in accessing public 

transport, waiting for time (including at interchanges), and time spent in-vehicle. 

Route assignment, route choice, or traffic assignment: this is the last step of transport 

modelling which assigns the zonal mode trips to specific transport network routes using 

complex mathematical operations (McNally, 2000). Performed separately for road and public 

transport trips (non-motorised trips are generally ignored) methods are used to assign traffic 

to specific routes, usually with capacity constraints modelled, relating the volume of flow to 

the costs (in travel time) of each link. Assignment processes generally seek to assign traffic 

flows to approximate an equilibrium condition whereby all travellers have minimised their 

travel costs within the network, such that no one traveller may further reduce their travel 

costs by switching routes (Ortuzar and Willumsen, 1990). 

2.1.2.8. Urban transport network evaluation indicators (Derrible & Kennedy, 2011) 

Mobility: is the traveling time budget of people, availability of transportation modes or 

services to the people, the average speed at which the people can convey from one location to 

another by available modes, and the person carrying capacity of the network of facilities. 

(Akinyemi, 1998) Moreover, it is acceptable levels of environmental impact and costs of 

development and operation of transportation systems, etc. (Akinyemi, 1997) 

Mobility Index: is the ratio of travel time by the physical route (speed determined by the type 

of the road) between an origin and destination and the travel time by the airline distance at 

the desired speed (Ethiopian Roads Authority, 2021/2022). 

Accessibility: is the ease or possibility of reaching a desired destination from a given point in 

space by a certain mode of transport. It shows the relationship between transport and land use 
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(Liu & Zhu, 2004), Linneker & Spence, 1996). It is used to analyze the impact of motorway 

development on regional development. 

Affordability: is a reasonably priced mode of public transport. 

Equity: is the fairness of a certain mode of public transport. Broadly speaking equity in 

transport can be categorized into two types (Geurs & Ritsema van Eck, 2001).    

 Horizontal Equity: focuses on the distribution of resources between individuals or 

groups with comparable needs and abilities. Equal individuals or groups should share 

equal resources, pay equal costs, and must be treated in the same way. 

 Vertical Equity: is concerned with the distribution of resources between individuals or 

groups that differ in ability and need. From this definition transport networks are 

equitable if they favor socially and economically disadvantaged groups. Social, 

Economic, and Spatial equities are considered.   

Transport Infrastructure: one of the important factors affecting the performance of the 

transport network is the availability of adequate transport infrastructure. Transport 

infrastructures include road length, road width, public transport hubs, and even road furniture 

and these factors affect the accessibility of the transport system. Especially road length per 

area and road length per unit population indicate the accessibility of the road network.  

(Joseph, 2011; S McLafferty, 2001) 

Spatial Mismatch: helps to detect the availability of jobs for the low-income group within 

their reach depending on the cost of travel and to analyze transport mode choices and ethnic 

groups (Patacchini & Zenou, 2005). This indicator compares trip distribution among traffic 

analysis zones considering the resistance (impedance) of travelers' experience by using the 

existing real network and that experienced in the direct route (Euclidean distance between 

two zones). 

Road Density: is the measurement of the ratio of the total road network in an area to the land 

area or to the total population in that area. Given similar network topology, in different zones, 

higher road density (road per area) implies a higher availability of alternative routes (Jenelius, 

2009).  Also, this implies higher directedness and connectivity levels within the network. 

Road density evaluates the network structure only considering the supply side and whereas 

the road density per unit of population measures the availability of network distance per 
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person. The road density per unit of population shows there are some areas without road; 

especially, in areas that are situated at the periphery of the city. Even though the population is 

low in these zones, there is some demand as can be seen from the density per population 

plots. 

Proximity to the Road Network: measures how many people can access the infrastructure 

within a certain distance.   

Ancillary Impacts: are land Use (Urban sprawl), energy consumption, environmental impact, 

land consumption, aesthetics, accidents, and disruption of the urban fabric. (Silvio Noceraa 

and Federico Cavallarob, 2014) 

Transport Demand Modelling: is part of the transport planning process developed to solve 

many transport management problems by providing information for evaluation, development, 

and implementation of future transport planning proposals (Ortúzar & Willumsen, 2003). The 

approach considers ongoing and network systems, and the collection and coding of planning 

calibration of validation data (Ortúzar & Willumsen, 2011). The base year establishes 

quantifiable relationships between travel patterns and population, the spatial distribution of 

economic opportunity (employment), and the socioeconomic characteristics of the 

population. 

Travel demand modeling: is one of the important parts of the decision-making 

process/indicator in transport demand (Button & Hensher, 2000). It assists engineers and 

planners to improve road networks, better utilize current network capacity, and understand 

special impacts (Mark Zuidgeest & Maarseveen, 2011) of future transport planning proposals. 
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Figure 5: Impact of quality of services on the modal share of public transport 

 

Source: QUATTRO, 2008 

2.2. Empirical literature review 

2.2.1. History of global public transport 

Below is the history of public transport in chronological order. [Alan Black 1995]. The first 

public transportation known to history was introduced by the Romans, who established a 

system of vehicles for hire during the reigns of Emperors Augustus and Tiberius. These two- 

or four-wheel wagons were stationed at inns every five or six miles along the fine highways 

for which the Romans were famous. Coaches that ran on regular schedules between major 

towns appeared in Europe during the 16th century. Stagecoaches were introduced in the 17th 

century. However, most roads were poor, fares were high, and the service was slow and 

uncomfortable.  

The first form of public transportation to operate solely within cities was the “hackney 

carriage”, the forerunner of the taxi, which appeared in Paris and London shortly after 1600. 

The name came from the  

French word “haquenee”, meaning a horse of fair size and quality used for riding, but not for 

war or hunting. In 1662 the French philosopher-mathematician Blaise Pascal obtained a 
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patent from the King and began a low-fare coach service on five fixed routes in Paris. 

Although successful at first, the service lasted less than two years. This was partly because 

Pascal died, at the age of 39, but also because hackneys offered competition and people in 

certain classes (e.g., soldiers and servants) were not allowed to ride the coaches. Ibid 

The modern era of urban mass transit began in 1819 with a coach line in Paris [Miller 1941]. 

It used an existing type of stagecoach called “diligence”. The first transit service in the 

United States was started by Abraham Brower on Broadway in New York City in 1827. For 

this he designed a modified stagecoach seating 12 passengers, it was named “the 

accommodation”. The second generation of this stagecoach had a different design: all the 

seats ran lengthwise, and there was a door at the rear with an iron stairway to the ground. 

This vehicle was named the “Sociable”. 

Development of Public Transport 

i. Omnibus 

In 1825, a coach builder named George Shillibeer built specially designed coaches with large 

seating capacities for use in Paris. The vehicle was called an omnibus. 

ii. Horse-Drawn Street Railway 

A major advance came in the form of the horse-drawn street railway. The first one in the 

world was the New York & Harlem Railroad, which began service in 1832. The use of horses 

was first considered temporary, but the horses performed well and were never replaced by 

steam engines. 

iii. Cable Car 

In this system, a cable is laid in a small trough between the rails and is kept in continuous 

motion by a steam engine located at the end of the line. A car is propelled by gripping onto 

the cable with a metal arm that reaches down; the grip is released when the car brakes to a 

stop. The car itself has no motor. Besides a driver-conductor, each car carries a grip man, who 

must develop skills in the trade. 
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iv. Electric Streetcar 

The streetcar-also called the electric railway, trolley, or tram-was the next and most important 

innovation. 

v. The Steam Railroads 

The 19th century also witnessed the development of steam railroads. The first intercity 

railroad service began in 1830 between Liverpool and Manchester in England. This 

inaugurated a century in which steel wheels on steel rails became the dominant form of 

intercity transportation. The railroad industry formed a major part of the economy, much as 

the automotive industry does now. 

vi. Subway and Elevated Systems 

Several attempts were made to introduce steam trains into the heart of cities. The first 

Subway in the world, 3.7 miles long, opened in London on January 10, 1863 [Bobrick 1981]. 

The trains were pulled by steam locomotives, and while special efforts were made to expel 

the smoke, ventilation remained a major problem. The line was popularly called “the sewer 

railway”. However, it continued to operate for many years and eventually was electrified. 

vii. Arrival of the Motor Vehicle 

The forerunner of the private motor vehicle was the road locomotive or steam carriage. This 

was a steam engine on wheels-something like a railroad locomotive, but with flat-surfaced 

wheels to run on highways. 

The automobile was soon accompanied by the truck, the tractor, and the bus. The first motor 

bus service in the world began in London in 1899 and by 1911 the London General Omnibus 

Company had completely replaced Horse-Drawn Omnibus with motor buses [Miller 1941]. 

Because of the narrow streets, double-decker buses were designed to increase seating 

capacity. Early buses ran on gasoline, but its high price in Europe led to experimentation with 

the invention by the German Rudolf Diesel back in the 1890s. The pace of transit-related 

inventions during the 19th century was very rapid. In 75 years most western countries went 

from the horse-drawn omnibus to the motor bus and electric subway trains. All the major 

technologies were developed by 1900.  
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In the last century, there have been incremental improvements but no breakthroughs 

comparable in impact to those of the 19th century.  The dissemination of innovations and the 

construction of facilities also happened very rapidly. When a new technology such as the 

cable car or electric streetcar was proved viable in one city, it spread like proverbial wildfire 

to other cities. Almost all the street railways in these countries switched from animals to 

electricity within a dozen years. 

It is significant that major improvements in the technology of building construction occurred 

while mass transit was the primary mode of urban travel. Elisha Otis perfected the elevator in 

1852; without this, tall buildings would have been impractical. The first steel-frame 

skyscraper was erected in Chicago in 1885. A wave of skyscraper construction followed, and 

heights rose higher and higher. [Alan Black 1995]  

Classification of modern public transport:  

A.   Classification based on the nature operation  

Modern public transport is classified into five general categories based on their nature of 

operation [Dandena Tuffa & Tsegaye Girmay 2001]. 

i. Buses and trolley buses: - operate on public streets in either mixed traffic or bus-only lanes 

or exclusive busways. They employ engines that use fuel and or electric energy. Electric 

buses usually run with the help of cables that are mounted on electric poles which run along 

the whole line. 

ii. Light rail transit Trains: - operate in mixed traffic along public streets to semi-metro rail 

systems on exclusive trucks. 

iii. Light rail transit Trains: - operate in mixed traffic along public streets to semi-metro rail 

systems on exclusive trucks. 

iv. Rapid rail transit (Metro, subways, or underground): - operates on exclusively right-of-

ways at high speed, and high capacity passengers‟ board from high-level to facilitate rapid 

loading. 

v . Sub-urban rail transit (Commuter rail system): - operates on trucks shared with inter-city 

passenger crews and freight. 
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 B.  Classification based on the line system employed 

Urban Mass Transport systems can also be classified based on the line system they employ. 

Ibid 

i. On-street systems: buses; trolley-buses; trams 

ii. Mixed on-street and off-street systems: bus lanes; bus ways; light rail. 

iii. Off-street systems: metros; commuter rail. 

2.2.2. International experiences on urban public transport management 

Empirical evidences or cases have been considered for this study from different countries 

having different levels of development. In this regard, best practices of Curitiba in Brazil 

from Latin America; Philippines, Japan and South Korea from Far East; India from South 

Asia; Benin, Kenya, Nigeria, South Africa, Tanzania and Uganda from Africa; and the 

Netherlands from Europe are considered. The cases of these countries have been presented in 

a bid to draw lessons from these varieties of experiences in terms of the role of leadership in 

addressing urban public transport management problems in Addis Ababa.    

(i) Case 1: Curitiba’s experience (based on V. Parasram, 2006) 

Brazil's State of Paraná capital experienced some of the remarkable growth rates in the nation 

between 1950 and 1980. The State of Paraná's unchecked population growth necessitated 

efficient city planning, which included creating a consolidated public transportation network 

to carry people easily throughout the metro area and its neighboring municipalities. 

 

Urban planners understood that transportation land use and road networks could be 

materialized as the integrative instrument of development with the endorsement of Curitiba's 

Master Plan in 1966. The planners came up with a highly regarded mass transport system that 

today connects eight nearby cities and move two million passengers daily. They consider 

transportation as the backbone that could support the growth and development of the city. 

 

According to the land use and road network plan, the land fronting the central road is zoned 

for high-density commercial and residential development; the inner frontages of the lateral 

highways are zoned for medium-density residential and commercial uses and the outer 

frontages are reserved for low-density residential development. 
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Curitiba decided to use buses as the most cost-effective primary means of public transport. 

Slowly, bus routes began to replace trolley routes and later the trolley system stopped 

transporting passengers completely. They also regulated bus fare and established unified fare. 

 

In the city's heart, they also built Brazil's first pedestrian network. In the past, the city was 

divided into various zones that were served by various bus companies. However, with the 

introduction of the Inter-District Networks (ITNs), and the unified fare, passengers could pay 

just one company at a terminal in a certain zone and use the system without paying to the 

other bus companies. The creation of dedicated bus lanes, articulated and bi-articulated buses, 

and thus an express system operating much like a surface subway system enabled to transport 

a large number of passengers to various locations along with the structural corridors.  

 

The transportation system in Curitiba serves as an illustration of smart urban planning and 

provides evidence that the development of the city's infrastructure can direct the city's 

growth. The city has successfully implemented and built a self-sustaining and cost-effective 

transportation system. 

 

At the moment, Urbanization de Curitiba (URBS), a publicly managed, privately funded firm 

that was established in 1963, runs the entire Metro Transportes do Sul (MTS). In coordination 

with Instituto de Pesquisa Planejamento Urbano de Curitiba (IPPUC), the company needs to 

implement land use development, maintenance, and expansion of the city's mass 

transportation system. 

 

The case of Curitiba in urban transport planning shows that an integrated and visionary urban 

planning system results not only in the efficiency of the urban transportation system but also 

generates urban development. The integrated system itself has been used as a point of 

reference for cities around the world that are planning to implement an efficient transport 

network. 
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Case 2: The Far East Experience (based on PADECO Co LTD 2000 and Nag, D., Manoj 

BS, A. K. Goswami, and S. Bharule. 2019) 

Urban rail becomes particularly important when high-density urban development expands to 

create distances that are too great for efficient bus transport, and usually when employment 

remains centralized Manila, Tokyo and Seoul are the obvious cases. In the 1980s, the 

emphasis was placed more on traffic management measures to pursue more optimal use of 

limited road space and on improving public transport service levels. 

 

Metro Manila, the capital of the Republic of the Philippines accommodates a population of 

about 9.5 million (1996 data) within a land area of 636 square kilometers. Disorderly 

development with highly mixed land use and squatter settlements prevailed in Manila. In the 

1970s the city formulated urban transport master plans and undertook major road 

construction and transport improvements. Minibus taxis named Jeepneys in Manila (as 

Matatus in Kenya and Wuyiyit in Ethiopia) are very common and important urban transport 

providers. Manila‟s Jeepneys are the mainstay of the city‟s transport system carrying nearly 

one-half of all peak-period passenger trips. Metro Manila successfully incorporated Jeepneys 

and bus services, but since the metropolis eventually reached a stage where the concentration 

of travel demand could not be efficiently handled by the road-based system, the development 

of an urban rail system has become essential. Along small to medium-demand corridors, 

road-based public transport with exclusive facilities served as an efficient urban transport 

system. The Manila Metro is currently underused largely due to high fares and difficult 

access arrangements. 

 

A comprehensive legal framework supporting integrated development is the key success 

factor in Japanese Style Integrated Development. Integrated land use and transport planning 

process at national and local levels; well-respected government policies on land use and 

transport development, which provide incentives to attract investment along corridors, are 

also noted as success factors for the Spatial Planning Strategies. 

 

The Seoul Station, HSR (High-Speed Rail) offers light rail transportation facilities with a 

transit center at the transfer hub that connects feeder lines and provides shorter transfer 

distances with light rail transit, subway metro, inter-city bus terminal, and urban rapid bus 

service. It delivers paratransit services such as cab, minibus, and bicycle transportation. 
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Additionally, parking places are offered for cars, bicycles, buses, and bikes. The regional 

plan and the railroad station are integrated. Apps and websites for smartphones provide 

information about train, bus, and taxi services. Apps provide the real-time location of all 

types of public transportation. The commuter receives detailed travel information regarding 

the trip on the beneficiary‟s smart device. The Seoul Metropolitan Government's Transport 

Operation and Information Service (TOPIS) collects and analyzes real-time data on the 

city's subway and road traffic in order to effectively manage the time between buses and 

trains. In monetary terms, public transport fare payment is executed through cashless and e-

ticketing facilities. Transfer from bus to bus and even bus to subways at the station is 

allowed free. This provides the benefit of 30% discount on public transport fares. The smart 

card can also be used at convenience stores, parking lots, and online shopping malls. 

Supportive elements such as the development of integrated administration between land use, 

transportation, and infrastructure to create institutional integration; network and operational 

integration between intercity transportation via multimodal connectivity, via rail and rapid 

bus, inner-city connectivity via suburb bus and taxis, and last mile. Furthermore, the 

development of economic generation areas such as shopping malls, office spaces, and retail 

and commercial spaces are integrated with walking from the station. In addition, public 

spaces are established to entice beneficiaries in areas closer to the station and ensure transit 

alliance.  

 

The Tokyo, Manila, and Seoul experiences suggest that public transport development can 

best be approached with rigorous traffic demand management measures as an integral part of 

the strategy. It can be concluded that, without traffic demand management or car restraint, the 

viability of mass transit is undermined. Successful urban rail development is usually 

associated with careful planning of network and modal integration. Rail passengers typically 

depend on walking, cycling, or bus rides as feeder modes. A number of other developing 

country metropolitan areas have addressed the problems of geographic/jurisdictional and/or 

functional fragmentation with a more incremental approach by establishing metropolitan-

region-wide transport and coordinating agencies. 
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Case 3: The Indian urban transport best practices (based on report presented by Indian 

Institute of Urban Transport (2013)) 

Indian cities are engines of economic activity and contribute about two third of the GDP to 

the country. However, the cities are currently overwhelmed by the increasing use of personal 

vehicles (at the rate of9-12 % per annum in the last two decades) and reduced share of public 

transport leading to severe congestion on roads, deteriorating air quality, road accidents, 

fatalities and a host of other mobility-related issues. These unchecked or unsolved problems 

seriously hampered economic growth, increased travel time and costs, and adversely 

impacted the productive capacity of the city and the quality of life of its inhabitants. Thus, the 

Indian Ministry of Urban Development honors exemplary work shown by different state 

organizations and presents Awards for “Best Practices “in Urban Transport. The following 

are selected best practices of the Indian public transport companies to be considered as 

empirical evidence through which lessons can be drawn with adjustment to Ethiopian 

domestic situations. 

Innovative Sustainable Urban Public Transport-BMTC Model 

Bangalore, a metropolis of 13.6 million people and the fifth-largest metropolitan population 

in India, has been served by the Bangalore Metropolitan Transport Corporation (BMTC) with 

extraordinary degrees of success in providing public transport. The company has established 

itself as a model of excellence for other service providers in India and abroad due to sound 

management principles that encourage innovation and improvements, strong leadership, 

transparency, public relations, and supreme branding. 

 

BMTC steadily generates surplus revenue, which is unusual for a transit provider of its 

capacity. It introduces new technologies, supporting its buses with GPS, Intelligent Transport 

Systems (ITS), and Passenger Information Systems (PIS); it has set up several Traffic Transit 

Management Centers; Electronic Ticketing Machines (ETMs); smart cards; and it avails all 

important information about passenger travel available online. By utilizing Ultra Low 

Sulphur High-Speed Diesel and other alternative fuels, as well as outfitting all bus depots 

with the most modern emission testing equipment, BMTC is also dedicated to conserving the 

environment. 

 

 



 

60 

 

Furthermore, according to its HR regulations, drivers must be vetted, trained, and paid fairly 

in order to maintain a high level of safety. With 6476 buses, BMTC should continue to 

expand and improve side by side with Bangalore City. Recently, the BMTC launched 

"AtalSarige," a special subsidized operation targeted toward the city's urban poor, and 

"Vajra," a new, high-quality, airport direct service employing Volvo buses.  

 

The project under the PPP model helps to increase ridership by 19 % from 2008 to 2011, 

reduces accidents by 0.10 per lakh km (2011-12), increases per kilometer earnings by 31 % 

from 2008 to 2011, and exhibits a financially self-sustaining system with a surplus of Rs 676 

crore in 2011 and transparency in the management process. In line with this, to combat 

pollution and improve the “green” image of the city, extra trees have been planted. Twenty-

one depots have been outfitted with rainwater harvesting and water recycling plants, and 

energy-saving solar and compact fluorescent lights have been installed.  

 

At present several State Transport Corporations across India have replicated the BMTC 

model in their own organizations. In terms of public responses, passenger satisfaction surveys 

recorded 96% satisfaction in 2003-04 & 2006. 

Delhi MRTS  

Delhi Metro is one of the largest rail-based mass transit systems, which started its operations 

in 2002. The system is equipped with a state-of-the-art communication and train control 

system. It has modern air-conditioned coaches and ticketing through the Automatic Fare 

Collection System (AFCS) introduced for the first time in India. With peak-hour headway of 

as little as three minutes, traveling on the Delhi metro is often the most enjoyable and 

efficient way to get across the city.  

 

The project has also introduced the Clean Development Mechanism (CDM), which replaces 

conventional transport modes with ones that are more efficient, faster, safer, and more 

reliable. The project also helped to develop a new methodology-ACM016, which can be used 

by other cities developing metro systems in India to generate income from carbon credits in 

foreign exchange with selected countries according to the Kyoto Protocol. The Delhi Metro 

Transport System (MRTS) project has been divided into three phases-Phase I, consisting of 

65 km of track and 59 stations. Phase II, adds an additional 124.63 km and 83 stations and 

phase III of 41 km and 28 underground stations. Delhi Metro boasts a daily weekday 
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ridership of 2.2 million and seeks to eventually serve all areas of the city with efficient, clean, 

modern metro rail. 

 

The benefits of the project are: an increase in ridership by 128 % from 2008 to 2011, earning 

per km by 55%, a reduction in 3 hrs. journey to 80 mins, revenue generation by 205% from 

2010 to 2011, generation of income from carbon credits in foreign exchange, an annual 

reduction of  2, 08,780 CO2 tones in greenhouse gas and 9446 tons of air pollution,, along 

with a significant reduction in noise pollution and in energy consumption by 23% giga joule. 

 

The project helps for an average daily reduction of 117,249 vehicles from the city streets-

more and more people forego their private vehicles in favor of the Metro, annual fuel 

consumption drop of 106,493 liters which means less vehicle reliance means less fuel burned 

and quantity of fuel saved per day is 273 tones. As more and more people shift from 

motorized transport to the metro, for the year 2011 alone, the total social-economic benefits 

in monetary terms were nearly Rs. 4000 crores. In terms of public responses, the people of 

NCT Delhi have embraced Delhi metro as the arterial mode of transport in the region. 

 

Janmarg BRTS, Ahmedabad 

Janmarg-BRTS Ahmedabad is a fast, reliable, secure, high-capacity Bus Rapid Transit 

Service /BRTS/, which has a distinct identity. The system has been in operation for the past 

years. A network of 90 km was executed under Phases I and II of BRTS. At present both 

phases covering 89 km are operational. The system carries about 1.13 lakh passengers daily 

with a fleet of 118 buses at peak headway of 150 sec. Stations have been provided on the 

median that is accessed at grade through signalized zebra crossings. 

 

All BRTS Stations are provided with ticketing, display, audio systems, and other support 

infrastructure. Extensive use of ITS applications provides useful data for efficient monitoring, 

operations, and maintaining service quality of BRTS. The BRTS uses an Integrated Transit 

Management System (ITMS) extensively including the major components: passenger 

information system, vehicle tracking system (GPS/GPRS based), electronic off-board fare 

collection system, Area Traffic Control Systems (ATCS), and traffic signal management. All 

the above-stated services are managed by Ahmedabad Janmarg Limited, a special-purpose 

vehicle. The BRTS system has also entered into a PPP Option for a total of nine PPP 
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arrangements to ensure efficient operation. The gross cost model has been implemented for 

bus procurement and operational maintenance, with the rate per kilometer retained by the 

operator of Rs. 40 at 2009 prices. Rs incrore  

 

The key benefits of the project are an increase in ridership by 28% from 2011 to 2012; speeds 

by 24kmph, all buses recover operating cost up to 95%, and create greater reliability, 

punctuality, and customer satisfaction. The new BRTS network effectively distributes traffic 

to keep the trip length short, reducing CO2 emissions by 15%. In addition, 65% of riders 

access Janmarg on foot, which translates into a further reduction of vehicle travel. There is a 

reduction in PM-18% and NOX-20%. The ratio of fuel consumption of AMTS and BRTS 

buses per passenger km is 1:0.65. Passenger surveys conducted in the corridor have shown 

general public approval of the system and the average satisfaction stood at 8.5/10.  

 

Traffic Transit Management Centers, Bangalore 

In its bus terminals, Bangalore, a metropolis of 13.6 million people, has made a laudable step 

toward inclusive transit-oriented development. The city provides the necessary space for 

multimodal integration under one roof by building 10 contemporary, mixed-land-use Traffic 

Transit Management Centers (TTMCs). Now that users can park their cars and board a bus in 

the same spot makes public transportation more convenient and appealing. 

 

Bangalore has taken a commendable step towards inclusive Transit-Oriented Development in 

its bus stations. By constructing 10 modern, mixed-land-use TTMCs, the city provides 

needed space for multimodal integration under one roof. Users can now park their cars and 

board a bus in one location, making public transport easier and more attractive. These depots' 

upper floors are leased out to businesses, which brings in money for BMTC that it can put 

toward maintenance or use elsewhere in the bus system.  

 

This initiative is a development strategy that other Indian cities have imitated throughout 

because it encompasses many of the fundamental ideas of the National Urban Transport 

Policy, such as promoting public transportation and fostering inter-modality. Due to the 

profitable leasing of commercial office space, the project is financially viable. 8.6% is listed 

as the Economic Internal Rate of Return. The public has given the TTMCs excellent feedback 
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for their accessibility and "park and ride" services, which among other things help to relieve 

traffic congestion on the roadways. 

 

Green Bike-Ambedkar Nagar to Moolchand, Delhi  

The population of Delhi is on a trajectory for massive population growth over the coming 

years, from the 138 lakhs recorded in the 2001 census to 230 lakhs by 2021. 

Correspondingly, the number of motorized vehicles on Delhi‟s roads has also increased and 

by 2021 Delhi catered to 287 lakhs trips/day. This has resulted in lowering the share allotted 

to public transport and bicycles-and pressing issue in a city where nearly 10% of road 

accident victims are cyclists. To make the new Bicycle Road Transport (BRT) corridor of 

Delhi eco-friendly, encourage changes in legislation, refine policy guidelines, and promote 

cycle use in Delhi, the “Green Bike” project was initiated by Delhi Integrated Multimodal 

Transit System (DIMTS) - a joint venture company of Government of National Capital 

Territory, Delhi. In a standard bike-sharing scheme, cyclists rent a cycle at one of the stations 

along the BRT corridor and return it to one of the stations when finished.  

 

The Delhi BRT cycling corridor, containing a designated cycle lane, is 14.5 km long and runs 

from Ahmedkar Nagar to Delhi Gate. This was the first initiative in Delhi (and also the whole 

country) which seeks to integrate a bus-based transport system with cycling. To date, DIMTS 

has constructed 9 cycle rental stations through the Build-Own-Transfer (BOT) PPP model for 

a period of 5 years at 10 designated locations. A total of 10 cycles are available at each 

station, with rental rates of Rs. 10 for 4 hours, and Rs. 5 for every hour after that.  The total 

project cost is Rs. 36.5 lahks, all of which is borne by the private sector PPP partner. 

 

The key benefits of the project are an increase in ridership by 80%, a reduction of accidents 

by 99% and 6 liters of petrol saving by two-wheelers, and a promotion of healthy lifestyles. 

The Customer satisfaction rates topped 99%. 

 

Mumbai Area Traffic Control System  

As part of a multi-modal project viz Mumbai Urban Transport Project (MUTP), which aims 

to bring about improvement in the current traffic and transportation situation in the Mumbai 

Metropolitan Region (MMR) Mumbai Metropolitan Region Development Authority 

(MMRDA), with the assistance of the World Bank implemented Area Traffic Control(ATC) 
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system in the island city of Mumbai. The ATC is a system of centrally coordinated traffic 

signal using real-time data collected through detectors which helps to maximize traffic flow, 

reduce congestion & reduces junction stops & delays to suit traffic condition at a different 

time of the day. 

 

Two control rooms and 255 ATC signal junctions (Milestone I-53 junctions and Milestone II 

- 202 junctions) were established and installed respectively. On behalf of the Mumbai Traffic 

Police (MTP), the Municipal Corporation of Greater Mumbai (MCGM) carried out the 

project in Mumbai. Under the project 255 ATC signal junctions (Milestone I -53 junctions 

and Milestone II-202 junctions) were installed and two control rooms were established. The 

project in Mumbai was implemented by the MCGM on behalf of MTP. 

 

Under the support of World Bank, the Mumbai Metropolitan Region Development Authority 

(MMRDA) served as a contact institution. The project contributed to a 13-14% increase in 

speed, a 19% decrease in accidents, a stoppage delay of 18–21% during peak hours and 25% 

off-peak, and a 30% increase in electricity costs because of the LED signal head. This 

translates to annual fuel savings of almost 1.8 million liters. Other advantages include a 

decrease in maintenance work, little signal downtime due to the integrated online Fault 

Management System, and adaptive control, which enables signal-time signal timing 

adjustments based on traffic conditions in real time.  

 

CGRAPS, Pune 

Pune has implemented an ITS project that seeks to improve the city‟s transportation through a 

variety of goals: to reduce congestion, travel time, and travel costs; to improve safety and 

energy efficiency; to track public vehicles; and to promote the use of public transit. These 

goals are achieved through 6 independent ITS aspects in an umbrella system called 

“CGRAPS” that, when combined together; promise to ensure effective, safe, and sustainable 

traffic flow for Pune. Critical Public Place Surveillance System (CPPSS) includes 70 

surveillance cameras installed at 52 locations around the city, while the Garbage/Octroi 

Vehicular Management System (GVMS) tracks 57 garbage vehicles, 10 Octroi, and 33 

PMPML buses. GVMS collects movement data of the vehicles including distance traveled, 

speed, duration of halt, and arrival/departure times.  
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Forty /40/ Red Light Violation Systems (RVDS) are installed at 21 junctions in Pune, 

providing snapshots and videos of traffic violations. The Area Traffic Control System 

(ATCS) is now found at 68 intersections, covering six major corridors, and helps to ensure 

smooth traffic flow. Passenger Information Systems (PIS) have been proposed for use in the 

15.3 km BRT corridor. Finally, Speed Violation Detection Systems (SVDS) have been 

installed at 10 locations, providing helpful evidence of speed violations through photographs.  

 

The project's main benefits include a 12% increase in travel speeds, a 9% average drop in 

fatal accidents, and improved 24/7 monitoring of public transportation, which has reduced 

greenhouse gas emissions. Other advantages of the project include support for ITS, which 

enables round-the-clock observation of public vehicles; support for PMPML and garbage 

vehicles, which now operate more efficiently and productively; support for the use of photo 

and video evidence as a tool to control traffic violations, which increases deterrence; and 

encourage motorists to be abided by traffic laws. Pune's model was copied by other Indian 

business firms including the Pimpri-Chinchwad Corporation. 

 

Intelligent Public Transport System Integrated With PIS, Delhi 

Delhi Integrated Multi-Modal Transit System (DITMS) has begun an Intelligent Transport 

System (ITS) project that seeks to enhance the bus experience in the Delhi region (population 

approx. 16 million). This extensive project involves several separate components, several of 

which have already been implemented. Presently, all 581 of the privately run orange “cluster” 

buses, and 3949 buses in DTC‟s fleet, have been installed with GPS, 165 Passenger 

Information System (PIS) display boards (90 of which are in the BRT corridor) have been 

introduced, and a high-tech backend data center, also known as a Traffic Management and 

Information Centre (TMIC), has been set up to analyze the vast amounts of data (about 6 to 7 

GB) received by DIMTS daily. Moreover, bus information has been made accessible online, 

with real-time data soon to be available through SMS messaging and mobile phone 

applications.  

 

This project becomes the single largest public transit AVL system in the region. DIMTS has 

implemented a unique self-learning algorithm for the accurate calculation of ETA driven by 

historic data. The system has been developed with the capability to integrate with multiple 

map providers. Finally, automated fare collection and Electronic Ticketing Machines (ETMs) 
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are also currently in operation and promise to make bus travel more convenient and user-

friendly, thus encouraging people to opt for public transportation in lieu of their private 

vehicles. The total cost of setting up the infrastructure has been provided by the Transport 

Department of the Government of Delhi. 

 

The key benefits of the project are: planning and scheduling drivers and enforcing adherence 

to a schedule, increasing driver and passenger safety by tracking vehicles in real-time and 

best practices in Urban Transport, The project has gained wide acceptance by the Indian 

public, it is replicated to different parts of Delhi and other regional states.    

 

Bangalore Traffic Improvement (BTRAC)  

With an estimated 42 lakh vehicles and a 10% annual growth in vehicle population, 

Bangalore is one of India's fastest growing cities. The metropolis, which has 13.6 million 

residents and occupies an area of 741 square kilometers, is a traffic planner's worst 

nightmare. The city police introduced the B-TRAC Scheme, or Bangalore Traffic 

Improvement Plan, in anticipation of an increase in the number of vehicles and major issues 

with traffic management. The project, which spans the entire city, aims to identify all 

systematic shortcomings in traffic management and enforcement in a planned way and 

making use of ICT in the activities of the department of traffic police. 

 

With an estimated 42 lakh automobiles and a 10% annual growth in vehicle population, 

Bangalore is one of India's fastest-growing cities. The metropolis, which has 13.6 million 

residents and occupies an area of 741 square kilometers, is a traffic planner's worst 

nightmare. The city police created the B-TRAC Scheme, or Bangalore Traffic Improvement 

Plan, in anticipation of an increase in the number of vehicles and major issues with traffic 

management. The project, which spans the entire city, aims to identify all systematic 

shortcomings in traffic management and enforcement in a deliberate manner and with the 

appropriate application of ICT in the day-to-day activities of the Department of Traffic 

Police. 

 

There were 5 phases of the B-TRAC project: Junction Improvement, Intelligent Transport 

System, Surveillance & Enforcement cameras. The majority of BTRAC initiatives are 

comprised of street furniture such as road signage, painting of roads, education and public 



 

67 

 

awareness campaigns, and capacity building. The project entails 179 surveillance cameras, 5 

traffic enforcement cameras, 340 solar-powered traffic signals, 49 pedestrian pelican light 

signals, and 20 Variable Message Signs (VMS) to convey live traffic data that are useful for 

regulation, monitoring, and enforcement. The Traffic Management Control (TMC) integrates 

all the above data and this ensures the city's traffic flow. The project also encompasses road 

junctions‟ improvements plan. The Government of Karnataka State took accountability in 

financing the project cost amounting to $364. 

 

The key benefits of the project are: accidents reduction by 35%, increase in speed by 28%, 

saving in time by 15% due to signal synchronization, increase in revenue collection by 13% 

and stricter enforcement leading to compliance of traffic laws. Hyderabad has already set up 

its new TMC. Authorities of other cities have also shown interest to copy this project and 

replicate this in their city. 

 

Case 4: African experiences (based on Poverty and Urban Transport in East Africa, by 

IHE, 

Netherlands, 2006 and Report of Transport Vision Goal of Ethiopia, by Ramboll MIC, 

2019)  

Here below are the experiences of seven metropolitan cities (Cape-town, Dares Salaam, 

Johannesburg, Kampala, Lagos, Nairobi and Porto-Novo) are presented. The discussion 

focuses on how transport infrastructure and services affect the well-being of poor households. 

The experiences in these cities proved that in transport planning and policy, it is better to 

think in terms of poor cities characterized by significant personal mobility constraints rather 

than treating the city‟s poor as isolated cases with special travel and transport needs. 

Employment is so crucial that there is an argument for regarding it as a direct approach to 

poverty alleviation, and this consideration could be beneficially incorporated into 

assessments of transport investments. Positive influences on the livelihoods of the poor have 

resulted from employment-intensive, settlement infrastructure upgrading schemes; the 

privatization of bus passenger services which generated unskilled employment opportunities; 

and the new services provided by non-motorized goods vehicles. From a household 

perspective, these are pre-eminently cities in which walking dominates. Public transport is 



 

68 

 

next in importance, with cycling as the potentially third most important mode-a potential that 

presently, for safety reasons, can only be fulfilled in the secondary cities. 

Spatially and temporally diversified urban activities appear to require more flexible transport 

systems for people and goods than the heavily radial movements provided by existing public 

transport systems. Evidence from Dar es Salaam proved that the informal privatization of 

transport services has reduced the former radial orientation, by the creation of feeder 

operations, and in so doing is producing a denser pattern of urban settlement. 

On the other hand, motorcycle-based passenger services are established in both West (Porto-

Novo and Lagos) and East (Kampala) Africa. Although they give rise to significant 

environmental problems-air pollution, accidents-their ability to operate under low demand 

densities, penetrate congested areas, and flexibility gives them inherent advantages over 

conventional services. Travel by private car meets less than 10% of demand but incurs over 

50% of total system costs. By contrast, walking meets almost half of the trip demand but 

accounts for only 1% of total costs. These distorted cost distribution patterns represent a 

serious misallocation of economic resources, and transport policies should aim at their 

reduction. Road and footpath improvement was successfully embedded in a diverse program 

of employment-intensive works in the case of Dar es Salaam. Improved mobility and 

facilitation of solid waste collection were immediate effects. 

In South Africa and Johannesburg, in Traffic Zones, where necessary, motorized private 

mobility is limited and non-motorized transports are greatly facilitated. As part of the 2013 

initiative for Corridors of Freedom the City of Johannesburg, South Africa introduced Traffic 

Control zones in some of the Northern Suburbs areas. This formed part of the wider Transit 

Oriented Development Strategy. The two concepts were developed using six criteria-spatial 

transformation, mobility, affordable accommodation, jobs and livelihoods, social vehicle 

integration, and participation. Good examples of Traffic Control Zones are found in parts of 

Johannesburg in Sandton such as Rosebank. These initiatives were further endorsed by the 

adoption of the Spatial Development Framework, 2016 which has seen more Traffic Control 

Zones being developed in and around Johannesburg. 

The other experience from African cities is related to mapping public transport which is 

paramount to all public transport problems and in particular to meeting climate goals in the 
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region. This can be done by improving the quality of minibus taxi services which is useful 

both in terms of public transport service. Though minibuses consume more energy compared 

to other vehicles on a vehicle-for-vehicle comparison. However, such comparisons are 

misleading when it comes to vehicle efficiency. According to a report for the city of Cape 

Town, minibuses are more efficient and emit less emission per passenger than private cars. 

Minibuses consume more energy relative to others on a vehicle-for-vehicle comparison, but 

such comparisons do not tell you the exact reality when it comes to the efficiency of vehicles. 

According to the report, Cape Town‟s minibuses are more efficient and emit less carbon 

emissions per passenger than private cars. In terms of energy efficiency of vehicles, 

(MJ/Vehicle-km) Cape Town exhibits (Minibus taxi petrol 5.2, car petrol 3.12, car hybrid 

2.2, car electric 0.75). On the other hand, with regard to energy intensity of people 

(MJ/Passenger km), the city of Cape Town shows (Car petrol 2.22, car hybrid 1.56, mini-bus 

taxi petrol 0.66, car electric 0.55, bicycle 0 and walk (0) while the vehicle occupancy for each 

is: car petrol (1.4), car hybrid (1.4), mini-bus taxi petrol (0.66), car electric (0.55), bicycle (1) 

and walk (1). SLOCAT Partnership, 2022 

Informal public transportation has negative environmental effects. In this regard, efforts to 

electrify minibuses have been implemented effectively in Kenya and Nigeria. In fact, the 

infrastructure required to implement the electrification of the minibuses has also been in 

place (Remeredzai Joseph Kuhudzai, 2022). 

In relation to this, a South African firm, GoMetro, received a DT4A innovation challenge 

award for a project that resulted in the conversion of diesel minibuses to electric ones. The 

GoMetro team, 2022 accessed at https://gometroapp.com/first-electric-minibus-taxi-coming-

to-south-africa/ 

Case 5: Developing Countries Urban Transport Planning (based on the Dutch 

Experience, M. Servaas, I-ce, (2000)) 

The Netherlands opted for the approach of decentralization in policy execution. An important 

role has been laid down for parties other than the central government, such as provinces and 

municipalities. Experiences of the Netherlands have shown that compact city spatial planning 

has to be duly considered since short trip distances increase the chance of bicycle use. Three 

scenarios were developed for the valuation of interest between NMT and MT: The Ivory 

Tower Model, The Populistic Model and The Balanced Model.  

https://cleantechnica.com/author/remeredzaijosephkuhudzai/
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The Ivory Tower Model 

It is a quantifiable measure of accessibility which allows transportation professionals to 

account for many factors that affect destination access-traffic congestion; transit service; 

proximity of origins and destinations; and accommodation for people who walk, bike, or roll. 

They make it possible to measure how well people can get where they need to go. They tend 

to base decisions on longstanding, mode-specific measures of speed and level of service 

(LOS), which imperfectly capture accessibility. Most practitioners are not exposed to Ivory 

Tower Model measures or the methods behind them. 

The Populistic Model 

It is a mobility system measurement that represents three primary approaches: car-free zones 

(avoid) light rail expansion (shift) and electric vehicle improvement. They are conceived of 

as part of policy mix that constitutes the systematic parameters of social inclusion in a city at 

the forefront of implementing sustainable mobility policies. This model lacks 

complementarity between policies, together with increasing inequality driven by decolonized 

neoliberal agendas, creates the conditions for elite capture and related challenges to the 

legitimacy of transition decision-makers. 

The Balanced Model 

It is a balanced scorecard application (customers, financial, internal processes, and learning 

and development), in a public transport organization using Key Performance Indicators 

(KPIs). In addition, environmental and health, safety and security dimensions are added to the 

above four for public transport organizations, according to this model.  

 

In connection with Balanced Model, the customer dimension can be renamed as the 

passenger/service receiver dimension for public transport organizations. The indicators used 

to measure all aspects of the passenger/service receiver dimension are the ratio of 

passenger/customer satisfaction, service quality measurement score (SQMS), and the ratio of 

mobile passenger information.  

 

The indicator used to measure the financial sustainability of public transport organizations 

(efficient and effective use of resources) are operating cost coverage ratio, ratio of expense 

budget realized and operating cost per journey, and operating cost per kilometer.   
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Although environmental dimension is not included in the dimensions of a standard balanced 

scorecard, it is a very important performance indicator for public transport organizations. 

Public transport organizations must develop a vision, mission and strategies in order to 

minimize the environmental damage they cause. The indicators to measure environmental 

viability are amount of emission per journey, amount of fuel consumption per kilometer, ratio 

of alternative fuel vehicles and total amount of carbon footprint per kilometer.  

 

Although health, safety and security dimension is not included in the dimensions of standard 

balanced scorecards, it is a very important performance indicator for the public transport 

organizations. The indicators are number of occupational accidents per 1.000.000 working 

hours, number of vehicle accidents per 1.000.000 kilometers, number of passenger accidents 

per 1.000.000 kilometers and number of security incidents during service per 1.000.000 

journeys. 

 

Public transport organizations are also responsible for delivering transportation services in a 

timely manner. The indicators of this are public transport operators, which stick to a 

dependable timetable and deliver services with the minimum number of accidents, are more 

efficient. Efficiency and effectiveness of internal processes can be measured by using the 

following performance indicators: regularity and punctuality ratios, ratio of dead kilometers 

with regards to the efficient use of resources, ratio of vehicle use during peak times, and the 

average distance between two failures.  

 

The learning and growth dimension is the most important factor triggering the improvements 

with respect to other dimensions in the balanced scorecard. Internal capacities like human 

resources, intellectual capital, and organizational culture provide helps create corporate 

values. These elements, which can be regarded as the invisible assets of an organization, 

contribute to the sustainability of corporate development. Public transport organizations, as 

public institutions, should give due importance to this dimension and support the 

developments in other dimensions, as well. The learning and growth dimension employs the 

following KPIs measures: the ratio of employee satisfaction, self-evaluation score, average 

duration of training per employee and ratio of suggestions put into practice. 
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Of all the three valuation scenarios of interest between NMT and MT, the Balanced Model 

proved realistic because various stakeholders are involved in different phases of policy 

making, planning, design, and valuation of interests of road /public transport users. 

Though not meant to be a blue print, the experience recommends the following stages to be 

followed:  

 Establishment of a proper organizational set-up for urban mobility planning and 

implementation of user participation set-up and of financing arrangements for 

interventions. 

 Preparation of an inventory of user needs and of an NMT route network inventory and 

problem inventory. 

 Preparation of an NMT action plan („pilots‟) preparation of a long-term urban 

network plans 

 Design of a first package of interventions 

 Appraisal of the proposed interventions 

 Development of a complete long-term mobility plan and policies. 

Servaas identifies three main categories of roads: 

(i) Transit roads- designed for large flows of traffic on longer distances. On these roads there 

is no direct access to individual addresses. 

(ii) Distributor roads- designed to enable the road users to find their way to the area of their 

destination, but don‟t give direct access to individual addresses. The distributor roads should 

allow for turning maneuvers of road users finding their way. A moderate low speed is 

appropriated to allow road users to react to sudden maneuvers, and to „negotiate‟ with other 

road users. 

(iii) Access roads- primarily meant to give access to individual addresses. 

The same assessment recommends that in order to have sustainable success, cities in 

developing countries should:  

 Develop an urban mobility plan for bicycle and pedestrian transport as an integral part 

of a city‟s transport and traffic policies and plan. 

 Develop an action plan with immediate or short-term, tangible results prior or parallel 

to the urban mobility plan. 

 Distinguish between non-cycling cities/areas and places where cycling has already an 

important share in traffic. 
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 Make a functional hierarchy of roads (access, distribution, transit) so that for each 

category specific measures can be taken. 

 Plan NMT interventions following an area-wide approach. For instance, based on an 

overview of costs and benefits of interventions tested in SSATP (Sub-Saharan Africa 

Transport Policy) Projects, the cost-benefits analysis of road reconstruction in Delhi 

has shown a net value of total costs of Rs (Rupees) 121 million and a net present 

value of benefits of Rs 2,444 million. The cost benefit cost ratio is thus 20:1. Based 

on the potential benefits of the bicycle master plan in Bogota, benefit-cost ratio 

turned out to be 7.3:1 

Lessons learnt from international experiences  

1. An urban transport system has a profound effect on a city and on the way it develops. 

It influences locations of new commercial and residential areas and how people travel 

thereby affecting the character and lifestyle of the city. This according to Curitiba 

(based on V. Parasram, 2006) and PADECO (2000), requires the application of 

visionary IDP that necessitates the adoption of incremental and flexible approach in 

transport planning, promotion of good governance (sustainability, affordability, 

availability, accessibility and mobility, accountability, transparency, equity, livability, 

connectivity and amenity, and capacity at local levels etc.), seeking for strategic 

options for public transport management (managing land use, influence travel 

demand, manage operations on existing infrastructure, provision of necessary new 

infrastructure and consideration of different transport modes ) etc.    

2. Per developing countries urban transport planning (based on the Dutch Experience, 

M. Servaas,    I-ce, (2000)) on urban transport planning and management, an urban 

transport model that meets the transport system performance indicators is the 

Balanced Model by which stakeholders are involved at different phases of policy 

making, planning, design and valuation of interests of road users. Thus, cities in 

developing countries in order to exhibit sustainable success should deploy their 

stakeholders in initiation, implementation/intervention and evaluation of an urban 

mobility plan for bicycle and pedestrian transport development, as an integral part of a 

city‟s transport and traffic policies and plan.  

3. Learning experiences proved that public transport system in developing countries 

must be as affordable as possible to the poor and that NMT facilities should also be 

improved. Thus, there is a need to improve NMT facilities and reduce barriers to the 
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supply of informal transport services. As low-income groups are particularly 

vulnerable to accidents, improvement of pedestrian and NMV facilities would provide 

them with safer means of transport as well as improve their mobility. The biases 

against NMT built into policy decisions in a number of cities originate from 

policymakers‟ common misunderstanding of the goal of urban transport in securing 

mobility for “vehicles” rather than “people.” (PADECO, 2000) Vehicular traffic in 

urban areas generates negative externalities to the urban environment (air and noise 

pollution, traffic accidents etc.). This is managed and controlled by vehicle inspection 

system to ensure the roadworthiness of vehicles on public roads with respect to 

security, health, safety and environmental regulations through appropriate institutional 

framework with the support of modern technology for its effective implementation.  

4. According to PADECO (2000), general observation of cities in developing countries 

reveals the following problems: weak institutions, insufficient and low capacity staff; 

chronic shortage of financial resources; often not well coordinated policies; non-

existent or underdeveloped urban rail system and in-efficient public railway 

management. In the face of the above problems, strategies for the development of 

inter and multi-modal urban transport in general and high-capacity fast moving rail in 

particular should be devised with proper land-use management in developing 

countries which include: securing of rail rights-of-way at an early stage of 

urbanization and the rights-of-way can be used, for example, for a dedicated bus way 

until demand warrants the construction of a fixed track system; involvement of the 

private sector (domestic or foreign) to introduce technology and efficient 

management, although public financing of railway construction may be necessary ; 

and provision of technical assistance to promote policy coordination and training of 

staff capable of planning, design and public financing.   

5. Per African Experiences on Poverty and Urban Transport in East Africa (2006), the 

documented approaches to the upgrading of low-income settlement transport 

infrastructure, and improving the mobility of the low-income population, are two 

means of providing immediate benefits to the poor. In both cases the focus is on 

improving the transport system available to poor people rather than to vehicles i.e. 

focus on movement of people than movement of vehicles. They can easily be targeted 

on specific locations. Urban transport is influenced by the layout of the city. Cities in 
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developing countries are mega cities with strong integration of activities. The urban 

goods and person flows are dependent on the organization of the city.  

Furthermore, according to the Report on Transport Vision Goal, by Ramboll MIC, 

(2019), other learning experience in the continent shows that Traffic Zones areas 

should be established, considering: The type of vehicles (public/ private); the vehicle 

weight, preferential access times during the day for loading and unloading operations 

that are not in contrast with the times of greater access of the population to such areas; 

users (resident/ non-resident, disabled); and vehicle emissions. In these areas, 

motorized private mobility should be severely limited and unnecessary through-traffic 

discouraged (except for police, firefighters and other operating vehicles related to 

public services such as water and sanitation). On the other hand, public and non-

motorized transport needs to be greatly facilitated through modal interchange 

platforms, wide and comfortable walkways, elimination of all architectural barriers to 

favor the disabled, women with children and the elderly. Mapping out public transport 

and establish ways to digitize transport as well as going beyond mapping is important 

to improve the quality of public transport services and identify climate-friendly 

pathways in Africa. In this connection, as an entry point it is important to improve the 

quality of minibus taxi services and electrification of the informal transport in Africa 

to take advantage of energy efficiency of vehicles and energy intensity of people. 

6. Learning experiences show that most weaknesses in urban transport policy 

implementation in developing countries stem from inadequate administrative and 

institutional arrangements. To address these issues, both the vertical and horizontal 

equity perspectives need to be considered. The reduction of barriers to the supply of 

informal transport services is advantageous subject to reasonable and enforceable 

levels of safety. It is important that the orientation of investment identification and 

planning be changed from a focus on vehicles to one on people. 

7. Per India‟s public transport best practice: integrated, people-centered, efficient and 

cost-effective, environmentally friendly and sustainable public transport service and 

traffic management require employing innovative urban public transport technologies 

such as digitization and modern transport equipment and communication tools. This is 

paramount in order to address the growing transport/travel demand and complex 

transport management problems of cities in developing countries which could one 
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way or the other be realized through public, private and public-private-partnership 

/PPP/ modes of engagement. 

8. The experiences of urban transport in cities of developing countries in general show 

that the most effective immediate pro-poor public transport management policies 

require proper transport governance that would combine: restoration of an efficient 

network of walking routes by rebuilding sidewalks and construction of missing links, 

especially footbridges; direct targeting of the severe access problems experienced in 

the informal settlements; and measures to reduce accidents on the arterial roads where 

they are concentrated; labor intensive working methods can be regarded as the 

cheapest and most effective working methods for developing countries and the 

„learning by doing‟ approach would imply that feedback stages are an essential part of 

the process. Education and awareness activities should be combined with other 

interventions since they seem to have little impact when carried out in isolation.  

9. Unlike Western strategies that are often based on the creation of independent districts 

with their own segregated residential, commercial and industrial zones, developing 

countries urban transport strategies should be based on the mixed mode of urban 

functions. 
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2.3. Conceptual framework 

Figure-6 

Independent variables                                                                    Dependent variables 

Resilient leadership:        Urban public transport 

management Transformational-transactional leadership-mix             problems  

  

  

   

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Source: North House (2019) &                May, T, and Taylor, M. (2002), Louw, 

J, (2002) Kwasi Dartey-Baah, (2015)                        & Queensland (2003)  
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This model serves as a basis for this research. The research helps to find out the relationship 

between two independent variables: transformational and transactional leadership and six 

dependent variables:(i) economic growth, efficiency and effectiveness (delays for vehicles (by 

type) at intersections, delays for pedestrians at road crossing, average time and money costs 

of journeys actually undertaken, variability in journey time (by type of journey),costs of 

operating different transport services, indicators for access and mobility/transport 

infrastructure by area and economic sector andtax revenue from vehicle use); (ii) health, 

safety and security (personal injury accidents by user type per person or per vehicle kilometre 

travelled, security incidents per person or vehicle-kilometre travelled, perceptions of security 

while travelling, percentage of trips/travel made by non-motorized modes (cycling or 

walking)),(iii) access and mobility (transport infrastructure/ activities (by type within a given 

time and money cost for a specified origin and mode, costs of travel to activities (by type) 

from a specified origin by a specified mode &indicators as above, considered separately for 

different impact groups);(iv) environmental responsibility (noise levels, vibration, levels of 

different air quality (local) pollutants, greenhouse gas emissions, fuel consumption for the 

area as a whole and other environmental considerations);(v) livability, connectivity and 

amenity (perceptions of security while travelling, perceptions of community severance ,visual 

intrusion and townscape quality (subjective)) and (vi) other public transport management 

issues (stakeholder participation and partnership, application of Integrated Development Plan 

/IDP/ approach, adoption of incremental and flexible /process-based approach, promotion of 

good governance , and paradigm shift in transport services, including transport infrastructure, 

and transport management policy). 

 

Thus, the researcher based on the above independent and dependent variables conducted 

research on the role of leadership in addressing urban public transport management problems 

in Addis Ababa City.  
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CHAPTER THREE 

RESEARCH METHODOLOGY 

This chapter deals with research methodology which is to be employed in this study. It 

includes descriptive of the study area, research approach, research design, population and 

sample, data sources and types, data collection tools, data analysis, validity and reliability, 

and ethical consideration. 

3.1. Descriptive of the study area 

Addis Ababa serves as Ethiopia's capital. Its historical, diplomatic, and political significance 

for Africa makes the city "the political capital" of Africa. Geographically, Addis is situated in 

the centre of the country.  For administrative purposes, the city is divided into 11 sub-cities 

and 107 werdeas. Addis covers 540 square kilometres of land. The Ethiopian Central 

Statistics Service, based on the 2007 census, estimates the population of Addis Ababa to 

3,435,028 in 2017. By the same prediction, the population of the city is estimated to 5.5 

million at present. Approximately 70% of the registered vehicles found in Ethiopia are in 

Addis Ababa, and vehicle ownership is expected to increase in the same way (AATB, 2017).  

 

The institution responsible for the management of the Addis Ababa city transport established 

by decree 74/2014 and accountable to the Addis Ababa City Administration, is Addis Ababa 

City Transport Bureau with four institutions accountable to it: Vehicles and Drivers Licence 

Control Authority, Addis Ababa Traffic Management Agency, Sheger and Anbessa Buses 

Transport Enterprise and Addis Ababa Light Rail Train /LRT/.  

 

One of the challenges the city of Addis Ababa face is rapid motorization and an increase in 

private vehicle ownership. Although the dominant mode of transportation in Addis is walking 

and public transport, the 15% modal share of personal vehicles is disproportionately 

increasing compared to the rate of infrastructure development. The share of the city‟s 

population in terms of transport usage in % is: 54 walking, 31 public transports and 15 car 

while the share of the cycling is negligible (Road safety annual report, 2018). 31% of the 

city‟s population that are using public transportation depend on minibus taxis, midi-bus taxis, 

Sheger buses, Anbessa buses, and Light Rail Transit. The components of the Ababa transport 

system are the road network, Anbesa city (812), Sheger transport including students services 

(425), Higer transport buses (421), public service employees buses (460), support service 
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buses (125), midi-bus taxis (nearly 23,000), bajage 10,991, uber transport services, private 

vehicles (about10,000), saloon taxis (1500), light train transport (LRT) covering 34 km, with 

an average carrying capacity of 113,500 daily passengers, and large pedestrians (Mitiku, 

2022). 

There is a daily transport demand gap of 1.5 million persons in Addis Ababa. The gap is the 

difference between 2.8 million trips generated and the 4.3 million trips actually needed per 

day. The city‟s public transport capacity is constrained in the Central Business District (CBD) 

region, where there is heavy generation of traffic by all modes, due to destination traffic 

volumes on the street and on-street parking. Ibid 

 

The total road surface length of Addis Ababa and road network coverage area according to 

AACRA‟s 2018 fiscal year report is 3698.20 kilo meters and 40.48 meters square 

respectively. Of which, the length of each road in meters is: asphalt (954,323.93m), coble 

(1,786,294.56m), gravel (421,568.68m), paved by CARE (273,452m), and earth covered 

(262,558.69m). The road network coverage in kilometers is asphalt (17,776,534m), coble 

(14,606,836.31m), gravel (4,278,444m), paved by CARE (1,550,887.33m), and earth covered 

(2,269,798.55m) (AARCA, 2018). Based on this, a 17.77-meter square of the city's roads is 

surfaced with asphalt, around 43.89% of the total network. Given the above, with the total 

urban space is about 540 sq. km, the gross road density is even less than 10%. This shows 

that the road infrastructure is not enough to support smooth vehicle movement (Addis Ababa 

City Road Authority, 2018). 

 

Bus depots and taxi hubs are a part of the city's public transportation system in Addis. At 

Gerji (AMCE), Lebu/Jemo, Akaki Tulu Dimtu, and Shegole, there are four bus depots that 

only serve Anbessa buses. Additionally, there are 36 intra-city terminals (main bus and taxi 

origin and destination sites) in the city. The installation and management of traffic control 

systems, such as signals, signs, and road markings, as well as improvements of parking lots 

and intersection designs, constitute the other public transportation infrastructure. They lag 

significantly behind the city‟s demand. 

 

Traffic accident is a growing concern in the transport sector of the city. In 2022 the number of 

fatalities in the city which came as a result of traffic accidents is 411, of which serious 

injuries count 1900 and light ones 1213, and property damages 29,170. In the same year, the 



 

81 

 

number of traffic inspectors/controllers at the bureau level is 554. High-traffic accidents are 

the result of constraints in road infrastructure, an increase in private vehicle ownership, and 

drivers' and pedestrians‟ behaviour (AATA, 2022). 

 

With regard to environmental-related transport issues, according to the Addis Ababa 

Greenhouse Gas Emission Inventory of 2018, transportation accounts for 47% of the total 

emission. On-road transportation generates 1.41 MtCO2e and accounts for ~29% of the total 

emission which is caused by the increase in the number of cars on the street. Besides, poor 

quality of fuel and the age of cars contribute to transportation-related emissions (AATB, 

2018). 

The transport management of Addis Ababa city as stated earlier is managed in a Business As 

Usual (BAU) Scenario. Reports of AATB show that the present public transport demand of 

the city is multitude and observable by residents of the city. Thus, the public transport 

demands of residents of the city should be tackled with consistency and timeliness that 

require a paradigm shift of policy reform combined with operational efficiency and 

effectiveness (AATB, 2022). 

3.2. Research approach 

According to Creswell (2015), a research approach includes plan and procedure for research 

that cover all steps from general hypotheses to specific methods of data collecting, analysis, 

and interpretation. Similar to this, Grover (2015) describes a research approach as an inquiry 

strategy. Per Kumar (2016), a research approach is a plan and procedure that includes broad 

phases for data gathering, analysis, and interpretation. 

According to Grover, the three main research approaches are quantitative, qualitative, and 

mixed methods. Quantitative research deals with numerical data and qualitative research 

deals with non-numerical data analysis and mixed a combination of the two. The research 

approach of this study is quantitative deductive approach. The researcher prefers to use this 

approach because it confirms the existing theories or what other researchers have done in the 

area before and is also concerned with situations in which data can be analysed in terms of 

numbers.  
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3.3. Research design 

Each research methodology has advantages and disadvantages, and some concepts are more 

properly studied than others with the use of appropriate methods. According to Cooper & 

Schindler (2000), a research design is a thorough plan outlining how research is supposed to 

be conducted. It serves as a framework or guide for carrying out research. In actual fact, the 

research design a researcher employs to carry out a study is in line with the research's 

objective and how much is known about the problem of the research and its purpose (Sloman, 

2010).   

Given this, descriptive research design with cross-sectional type is used as the research 

design for this study. The researcher prefers to use this research because it assisted to offer 

details of a situation, circumstances, or connections related to the study area. As the name 

suggests, the main purpose of descriptive research is to describe the behaviours of a 

population or phenomenon. It seeks to identify the responses to the questions: who, what, 

when, where, and how. 

In the context of this particular research work, descriptive research helped the researcher to 

conduct the role of leadership in addressing the public transport management problems of 

Addis Ababa in specific details or characteristics of the population/ phenomenon in question. 

The researcher prefers to use cross-sectional research type of descriptive research design 

because helped the researcher to observe the data at one point in time and is the simplest and 

least costly alternative in terms of resource limitation (time and money) from the researcher‟s 

end and is most consistent with a descriptive approach to research. 

3.4. Population and sample 

3.4.1. Target population 

Population refers to the ecological resource about which information is wanted. It is a 

universe the study findings are generalized or the population to which the study is restricted. 

In this regard, Coopers and Schindler (2008) define a population as a set of people, events, or 

variables that can be investigated to draw a conclusion. Frankfort-Nachmias and Nachmais 

(1996) define a sampling frame as a list that comprises all the sampling units from which a 

sample can be drawn from a population of members. Thus, establishing a population that will 

cater to the specific needs of the researcher is very crucial in the research process. 
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In this research the target population of the study are employees (leaders and non-leaders) 

and customers of Addis Ababa City Transport Bureau. According to the 2022 annual report of 

the Bureau, AATB, (2022), the organization has 884 staff members. The organization has an 

average of 266 daily customers. The data of daily customers of the bureau is generated out of 

98,200 yearly customers. (AATB, 2022) Both independently constitute the target population 

of the study.  
 

3.4.2. Sampling design, technique and sample size 

According to Orodho and Kombo (2002), sampling is the process of selecting a number of 

individuals or objects from a population such that the selected group contains elements 

representative of the characteristics found in the entire group. 

 

A sample design, according to Kothari (2004), is a plan for attaining a sample from a certain 

population. It is a procedure or tool which assists the researcher to select items from the 

population. It includes the number of items to be part of the sample size. Sample design is a 

decision to be taken before data collection. Some designs are easier to implement and more 

precise than others. A sampling technique, according to Collins and Hussey (2006), is the 

method of choosing variables from the population that adequately represents the population. 

 

As stated above, one of the things to be considered in the sampling design is determining a 

sample size. A sample is a subset of the study population or is extracted from the target 

population. A sample is a group from the population that will be representative of the 

population (Coopers and Schindler, 2008). According to Frankfort-Nachmias (1996), a 

sample size is a group of sampling units that does not include the entire set of sampling units 

from the population. This gives a platform for all population in the organization to be 

represented. Thietart et al. (2001), also defines sample size as a set of variables from which 

data are collected. Kothari reinforces this idea by stating that representative and adequate 

number of sample size to perform a meaningful analysis in the research is important. 

Determination of sample size is based on the nature of the population (heterogeneity or 

homogeneity), the nature of the study (qualitative or quantitative), and the availability of 

finance and other resources. Thus, in the context of this study, sampling was needed by the 



 

84 

 

fact that the population was relatively large and it would be cumbersome to include all 

members of the target population in the study due to financial and time constraints. 

 

Accordingly, the sampling method/techniques employed in this study are: probability random 

sampling via survey for leaders and non-leaders and non-probability convincing sampling for 

customers of AATB. To establish the percentage of respondents from each department in the 

bureau, the sampled AATB leaders and non-leaders are chosen at random from the target 

population using the cluster random sampling method.  

 

To decide the number of respondents from each department in the bureau, the sample is 

chosen at random from the target population using the cluster random sampling method. As 

stated above, this sampling technique was chosen for the study because it would be 

impossible for the researcher to approach every member of the population. Instead, it is more 

practical to divide the area into several smaller, non-overlapping areas, then randomly select a 

number of these smaller areas (often referred to as clusters), with the final sample consisting 

of all (or samples of) the units in these small areas. 

The convenience non-probability sampling method is chosen for customers of AATB because 

it helped the researcher to select from the target population on the basis of their accessibility 

or convenience to the researcher. Convenience samples are „accidental samples‟ for the 

reason that elements may be drawn into the sample simply because they just happen to be 

situated, spatially or administratively, near where the researcher is conducting the data 

collection. 

Since sample size determination is an important issue to be considered in research, it requires 

an effective method. To address this, Krejcie & Morgan (1970) came up with the following 

table for determining the sample size for a given population for easy reference.  
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Table 3.1 Table for Determining Sample Size for a Finite Population  

 

While constructing the table, the authors used the following formula and assumptions for 

determining sample size: 

s (n)= X2 NP (1-P) + r2 (N-1) + X2P (1-P) 

s (n)= required sample size 

X2= the table value of Chi-square for 1 degree of freedom at the desired confidential level 

3.841 

N= the population proportion (assumed to be 50 since this would provide the maximum 

sample 

d (r)= the degree of accuracy expressed as a proportion 0.05 or margins of error of 5% 

(e=5%) 
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As stated earlier, the target population (non-leaders of AATB) is 884 and the average daily 

customers of the bureau are 270.  

Thus, based on the above table, the sample the size of AATB (leaders and non-leaders) and 

average daily customers is 269 and 159. 

3.5. Data sources and types 

The source of data used to conduct the study is both primary and secondary data. The primary 

data is gathered via a survey from the sample size target population through a structured 

questionnaire that comprises close-ended questions and one open-ended question.  The 

secondary data is collected through reviewing books, journals, related research works, 

annually published reports, and verbatim interviews undertaken by the Ethiopian 

Broadcasting Corporation with Heads of relevant Transport Bureau and agencies, etc. Both 

data helped to fill the knowledge gap and understand the concepts, definitions, theories and 

empirical results on the subject area. 

3.6. Data collection tools 

According to Mugenda (2003), data collection is defined as the collection of information 

from a list of respondents in order to draw a conclusion. The structure of the questionnaires is 

based on the research questions and objectives of the research objectives. The questionnaire 

is developed based on previous theoretical and empirical literature on the subject area.  

 

The questionnaires are open and close-ended with three parts. The first part is concerned with 

the general information of respondents, the second part contains questionnaires related to 

independent variable and the third part contains questions related to dependent variable in 

connection to Addis Ababa Transport Bureau. 

 

For this study, the method for gathering data is the Likert scale. As a result, participants in the 

study are requested to measure each item on a five-point Likert scale, with 5 being the 

strongest agreement and 1 being the strongest measurement of disagreement. To this effect, 

the questionnaire are submitted to the sample population (leaders, non-leaders and customers 

of AATB) and collected. The researcher distributed and collected the questionnaire through 

established contacts at AATB.  
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Table 3.2: Summary of Measures   

S. No. Variables 

 

Sources of measures (data instruments) 

1 Independent variables-resilient 

leadership: transformational- 

transactional-mix 

 Transformational 

leadership 

 Transactional leadership 

Kwasi Dartey-Baah, (2015) and North house 

(2019) 

2 Dependent variables: urban public 

transport management problems 

 Economic growth,  

efficiency and effectiveness;  

 Health, safety, and security;  

 Access and mobility;  

 Environmental responsibility; 

 Livability, connectivity  

and amenity; and 

 Other public  

transport management issues          
 

M , T and Taylor (2002), Louw, J, (2002) and 

Queensland (2003)  

    Source: Developed by the researcher                                                 

3.7. Methods of data analysis 

To ensure easy analysis, the questionnaire are edited, sorted, coded and checked to have the 

required quality, accuracy and completeness according to each variable of the study and the 

margin of errors and omissions during data analysis (Kothari, 2004),with the help of 

Statistical Package for Social Sciences/SPSS/. 

Quantitative research is the data analysis method employed for this research. As the model 

has multiple dependent variables to be predicted from two independent variables, the data 

analysis tool used for the study is multivariate regression.Multivariate refers to the modeling 

of data that are often derived from the modeling of nested/clustered data, wherein there are 

multiple individuals in each cluster. A multivariate regression model would have the form 

of:- 

 

Where the relationships between multiple dependent variables (i.e., Ys)-measures of multiple 

outcomes-and a set of predicted or variables (i.e., Xs) are assessed and “e” is the error term 

(residual). 
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In addition, descriptive statistics is used to analyze the data. In this regard, empirical data 

from public transport operations in Sydney proved that the mean end-to-end runtime, and its 

standard deviation, are useful measurements to monitor the reliability and efficiency of the 

public transport services delivered. And based on this empirical evidence, it was possible to 

testify that both mean and standard deviation are considered as effective estimator of the 97% 

percentile for the headway and timetable-based services studied in Sydney (Hounsell (2021). 

Thus, the researcher employed descriptive statistics where and when necessary in the study.  

Eventually, the results are presented using tables, bar graphs and pie charts, as the case may 

be to give a clear picture of the research. 

3.8. Reliability and validity 

Bless and Higson-Smith (1995) highlight that reliability is “concerned with the consistency of 

measures”, thus, the level of an instrument‟s reliability is dependent on its ability to produce 

the same score when used repeatedly (Babbie and Mouton, 1998). Per Kothari (2004), a 

measuring instrument is reliable if it provides consistent results. According to Bryma and 

Bell (2003), Cronbach‟s Alpha result of 0.7 and above implies an acceptable level of internal 

reliability. To meet the consistency and reliability of the data instruments, the researcher used 

Cronbach‟s alpha and makes sure that the result is 0.7 and above. 

 

Validity shows whether an instrument measures the intended outcome given the setting it is 

applied (Babbie and Mouton, 1998; Bless and Higson-Smith, 1995). In order to ensure 

validity in the research work, data instruments are designed using validated questionnaires 

from prior studies and review of relevant literature. 

3.9. Ethical Considerations  

Ethical issues are expected to be considered in any kind of research study. Therefore, this 

paper took into consideration those ethical issues on access and use of data, analysis, and 

reporting of the findings in a moral and responsible way. In the questionnaire, the 

respondents are clearly informed of the purpose of the study and asked for their permission. 

Participants were assured that the data collected from them remains confidential and 

anonymity is maintained. 
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CHAPTER FOUR 

RESULTS AND DISCUSSION 

This chapter deals with results and discussions of data instruments. Thus, the chapter presents 

outputs of descriptive statistics (frequency, mean and standard deviation) to analyze the role 

of leadership in addressing urban public transport management problems in Addis Ababa 

City.  Multivariate regression analysis is employed to analyze the extent to which the 

independent variables affect dependent variables. Furthermore, it assesses how the current 

transport infrastructure and operation of Addis Ababa affects the city‟s public transportation 

performance and how effective is the role of leadership of Addis Ababa Transport Bureau in 

tackling the existing public transport management problems in Addis Ababa. 

4.1 Background of the respondents 

 Leaders  

Bar chart 1: Sex of the of leaders 

 

Bar chart 2: Age category of leaders 

 

Out of 12 leaders that participated in this study 66.67% were male and 33.33% were female. 

As it can be observed from different public organizations, the number of males at the 

leadership position outnumbers females, which is also the reflection of AATB. However, now 

day‟s the number of female leaders in public institutions is improving and this might be due 

to the opportunity given to females to advance in their knowledge and position and the fact 

that 33.33% number of females at AATB could be the reflection of this. When we see the age 

category of leaders from bar chart 2, it shows that 33.33 % of the leaders are above 50 years, 

25 % are from 20-30, 25% from 30-50 and the remaining 16.67% of leaders are between 40-

50 years. This implies that AATB incorporates different age groups at the leadership level 
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and the researcher believes that this is important as the difference in energy between age 

groups may help to enhance the organizational performance. 

 

Bar chart 3: Years of experience of leaders  

Additionally, bar chart 3 above depicts that most of the leaders have good experience; the 

highest percentage being 33.33% which stands for the experience ranging from 10-12 years. 

The next highest percentage is 25% with experience ranging from 7-9 years and 4-6 years. 

Also 16.67% of the leaders have experiences above 13 years. The researcher believes that 

work experience is an understanding of the work environment and better capacity to 

effectively lead the organization provided the leadership makes use of these vast experiences 

for the benefit of the organization. 

Non-leaders 

Bar chart 4: Sex of non-leaders 

 

                                                        Bar chart 5: Age category of non-leaders 

For this study, 257 non-leaders from AATB were randomly selected of which 52.92% were 

male and 47.08% female. The females‟ number in the non-leaders group is closer to males 

and this could be an asset to the bureau provided they are well nurtured in line with the 

mission, vision and objective of the bureau. Bar chart 5 presents the age group of non-leaders.  
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Accordingly, 0.74% is found in the age group of 20-30 years, 29.96 % falls between 40-50 

years, 22.96% between 30-40 years and the remaining 16.34% are above 50 years. This 

implies that the majority of the non-leaders at AATB are young and energetic workforce 

(30.74% from 20-30 years) followed by adults (29.96 % from 40-50). If well managed, 

AATB can utilize this productive workforce in addressing the public transport management 

problems of the city. 

Bar chart 6: Service years of non-leaders 

 

Service Year     Percent 

The above chart (Bar chart 6) presents the experience of the non-leaders. Accordingly, 

15.18% of the non-leaders have 13 and above years‟ experience while 26.85% have 

experience ranging from 10 to 12 years and 23.74% have 7 to 9 years of experience. 17.90% 

and 16.14% of the non-leaders have experiences of 4 to 6 and less than 4 years respectively.  

Bar chart 7: Job title of non-leaders 

 

Job title 

From this frequency analysis (Bar chart 6 and 7), it can be inferred that most of the non-

leaders are seniors with sufficient work experiences that can contribute to the bureau to solve 

the major public transportation management problems of the city as long as they are properly 
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nurtured for the purpose the institution stands for. Moreover, bar chart 7 indicates that more 

than half of the non-leaders are senior and above officers.  

 

 Customers  

Pie chart 1: Sex of customers Pie chart 2: Age category of customers  

  

 

Out of the159 customers of AATB, 49.06% are male and 50.94% female. This shows that the 

number of female customers is as good as the number of male participants. We can infer from 

this that both male and female respondents have almost equal chance to use the bureau‟s 

service without discrimination. The age group of customers from Pie chart 2 shows that 

almost all age group  of customers indiscriminately gets service from the bureau: 15.72 % 

from 50 years and above, 28.93 % from 20-30, 36.48% from      40-50 and the remaining 

18.87% from 30-40, the highest being adults from 40-50 followed by youngsters from 20-30 

(28,93%).  

Pie chart 3: Type of service requested from customers 

   

Pie chart 4: Educational qualification of customers 
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With regard to the type of service requested from customers, the highest percentage (32.06%) 

goes to traffic management related followed by Anbessa and Sheger bus related (23.9%), 

driver and vehicle service related (20.13%)and other (14.47%). The last but not least service 

requested from customers is “others”, with 9.43% share from the overall service requested 

from customers. Issues related to traffic management such as road congestion, breach of 

traffic laws, traffic accidents might have consisted the highest in terms of service requested 

from customers, issues related to Anbessa and Sheger transport service in which a number of 

people use the service and file complaint could be the reason attached to it. Issues related to 

LRT service may be due to the decreasing number of light rail transport service as the result 

of the decreasing number of rail fleets. 

 

It was also necessary for the study to know the academic qualification of customers in order 

to know their level of understanding toward the service the bureau provides and the public 

transport management problems associated to it. The collected data shows that customer‟s 

possess a range of educational qualifications from secondary school to PhD level. Majority of 

the customers are degree holders which accounted to 35.22%. The other 22.01% of customers 

are high school or secondary school level respondents whereas 5.03% of the customers hold 

Master‟s degree. The remaining 12.58% of customers are diploma holders and 19.50% of 

customers did not specify their educational level. The academic qualification implies that all 

the respondents can conceptualize, analyze and interpret urban public transport management 

variables that are expected to be affected by the leadership and non-leadership of the bureau.  

Response rate  

The study used questionnaire to collect data from the respondents. The number of distributed 

questionnaire is more than the sample size but the collected ones are as good as the sample 

size stated in the research methodology of the study: 12 leaders, 257 non-leaders and 159 

customers. The respondents completed the questionnaires in appropriate manner and the 

researcher made use of them for analysis. The data analysis was done using SPSS software. 

Finally, the analysis was presented using tables and charts and narrated. The researcher made 

sure that the desired sample size is met per the procedure and technique stated in the research 

methodology. Accordingly, 428 respondents replied to the questionnaire with the appropriate 

and relevant response.  
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4.2 Reliability analysis 

As Kothari (2004) noted, sound measurement is essential to conduct a good research and test 

of reliability is important test of sound measurement. Nunnaly (1978) provided rules of 

thumb of Cronbach‟s alpha (α≥0.9-excellent, 0.9>α≥0.8-good, 0.8>α≥0.7-acceptable, 

0.7>α≥0.6-questionable, 0.6>α≥0.5-poor and 0.5>α-unacceptable). According to these rules, 

reliability coefficients should be at least 0.70 and higher to use for other statistical purposes. 

Thus, to maintain reliability of the instruments and to make sure that the data instruments are 

providing consistent results, reliability analysis is conducted based on the response rate. 

Accordingly, the Cronbach‟s alpha coefficient scores of each value of leaders, non-leaders 

and customers are presented as follows. 

Table 4.1: Cronbach’s alpha coefficient of each value from leaders  

Cronbach‟s 

alpha  

Internal 

consistency  

Items  Value based 

on 

standardized 

items  

Interpretation 

α≥0.9 Excellent  Transformational 0.944 Excellent 

0.9>α≥0.8 Good  Transactional 0.703 Acceptable 

0.8>α≥0.7 Acceptable  Economic growth, efficiency 

and effectiveness 

0.928 Excellent 

0.7>α≥0.6 Questionable  Health, safety and security 0.904 Excellent 

0.6>α≥0.5 Poor  Access and mobility 0.916 Excellent 

0.5>α Unacceptable  Environmental responsibility 0.932 Excellent 

  Livability, connectivity and 

amenity 

0.956 Excellent 

  Other urban public transport 

 management issues 

0.824 Good 

Source: Nunnaly (1978) and SPSS result and own survey (2023) 

 

As shown in table 4.1. Cronbach‟s Alpha coefficients of all variables is greater than 0.7, 

therefore it is statistically acceptable. The Cronbach‟s alpha value for all items suggested that 

the data collected through questionnaires is reliable and can be used for further statistical 

analysis.  



 

95 

 

Table 4.2: Cronbach’s alpha coefficient value of each variable from non-leaders  

Cronbach‟s 

alpha 

 Internal 

consistency  

Items  Value based 

on 

standardized 

items  

Interpretation 

α≥0.9 Excellent  Transformational 0.837 Good 

0.9>α≥0.8 Good  Transactional 0.745 Acceptable 

0.8>α≥0.7 Acceptable  Economic growth efficiency 

effectiveness 

0.909 Excellent  

0.7>α≥0.6 Questionable  Health, safety and security 0.863 Good 

0.6>α≥0.5 Poor  Access and mobility 0.789 Acceptable 

0.5>α Unacceptable  Environmental responsibility 0.871 Good 

  Livability, connectivity and 

amenity 

0.891 Good 

  Other urban public transport 

management issues 

0.934 Excellent 

Source: Nunnaly (1978) and SPSS result and own survey (2023) 

 

As shown in table 4.2. Cronbach‟s Alpha coefficients of all variables is greater than 0.7, 

therefore it is statistically acceptable. The Cronbach‟s alpha value for all items suggested that 

the data collected through questionnaires is reliable and can be used for further statistical 

analysis. 

Table 4.3: Cronbach’s alpha coefficient value for each variable from customers 

Cronbach‟s 

alpha 

Internal 

consistency  

Items  Value based 

on 

standardized 

items  

Interpretation 

α≥0.9 Excellent  Transformational 0.906 Excellent  

0.9>α≥0.8 Good  Transactional 0.89 Good  

0.8>α≥0.7 Acceptable  Economic growth efficiency 

effectiveness 

0.765 Acceptable  

0.7>α≥0.6 Questionable  Health, safety and security 0.821 Good 

0.6>α≥0.5 Poor  Access and mobility 0.867 Good 

0.5>α Unacceptable  Environmental responsibility 0.891 Good 

  Livability, connectivity and 

amenity 

0.829 Good 

  Other urban public transport 

management issues 

0.720 Acceptable 

Nunnaly (1978) and SPSS result and own survey (2023) 
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As shown in table 4.3. Cronbach‟s Alpha coefficients of all variables is greater than 0.7, 

therefore it is statistically acceptable. The Cronbach‟s alpha value for all items suggested that 

the data collected through questionnaires is reliable and can be used for further statistical 

analysis.  

4.3 Descriptive statistics analysis (frequency, mean and standard deviation) 

4.3.1. Leaders 

Table 4.4 Descriptive statistics analysis of transformational leadership from leaders 

 Transformati

onal 

leadership 

Idealized 

Influence/ 

Charisma 1:  

Transforma

tional 

leadership 

Idealized 

Influence 2:  

Transformati

onal 

leadership 

Inspirational  

Motivation1:  

Transformati

onal 

leadership 

Intellectual 

Simulation 

1:  

Transformatio

nal leadership 

Individual 

Consideration 

1:  

N Valid 12 12 12 12 12 

Missing 0 0 0 0 0 

Mean 3.83 3.67 4.25 4.42 4.25 

Std. Deviation .718 .492 .754 .515 .754 

Strongly disagree      

Disagree      

Neutral 33.3 33.3 16.7  16.7 

Agree 50.0 66.7 41.7 58.3 41.7 

Strongly agree 16.7  41.7 41.7 41.7 

Total 100.0 100.0 100.0 100.0 100.0 

Source: SPSS result and own survey (2023) 

 

As it is shown on table above, the responses of leaders on transformational four variables: 

Idealized Influence (II) 1 and 2, Inspirational Motivation (IM) 1, Intellectual Simulation (IS) 

1 and Individual Consideration (IC) 1 were presented to analyze the role of leaders in 

addressing urban public transport management problems in Addis Ababa City at AATB. 

 

Accordingly, leaders were requested questions related to Idealized Influence/Charisma (II) 1: 

which stands whether they go beyond self-interest for the good of their institution /attributes/ 

and their response was 33% neutral, 50% agree and 16.7% strongly agree. In connection to II 

(2), the responses of leaders in considerations of moral and ethical consequences of decision 

/behaviors/ were 33.6% neutral and 66.7% agree. As to IM, leaders were asked if they think 
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that they talk optimistically about the future and their response was 16.7% neutral, 41.7% 

agree and 41.7% strongly agree. Regarding IS, leaders were asked if they re-examine critical 

assumptions to question whether they are appropriate and their response was 58.3% agree and 

41.7% strongly agree. In relation to IC, the leaders were asked whether they help others to 

develop their strengths and their response was 16.7% neutral, 41.7% agree and 41.7% 

strongly agree. In general, results from leaders, with agree and strongly agree constitute II (1) 

66.7 %, II (2) 66.7 %, IM 83.4 %, IS % and IC 83.4 %. 

 

On the other hand, the mean score of all transformational leadership variables show that the 

response rate of leaders is above 3.67 and the average pooled mean is 4.084. The standard 

deviation (SD) is low or closer to zero (less than 1) which means the data are clustered 

around the mean. This shows that results of mean and standard deviation are aligned and in 

conformity with the result of the Likert scale measurement in %.  

 

In general descriptive statistics analysis from leaders implies that most of the leaders believe 

their role in addressing the public transport management problems of the city, in relation to 

the transformational leadership variables, is significant at AATB. 

Table 4.5 Descriptive statistics analysis of transactional leadership from leaders 

 Transactional 

leadership 

Contingent 

Reward 1: 

Transactional 

leadership 

Management 

By Exception 

Active: I  

Transactional 

leadership 

Management 

By Exception 

Passive: I  

Transactional 

leadership/Laissez-

Faire: I  

N Valid 12 12 12 12 

Missing 0 0 0 0 

Mean 3.58 3.75 1.75 2.00 

Std. Deviation .515 1.485 .622 .603 

Strongly 

disagree  

 
16.7 33.3  

Disagree   58.3  

Neutral  41.7 16.7 8.3 16.7 

Agree  58.3 25.0  16.7 

Strongly agree   41.7  66.7 

Total  100.0 100.0 100.0 100.0 

Source: SPSS result and own survey (2023) 
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As it is depicted on table above, the responses of leaders on transactional leadership 

variables: Contingent Reward (CR) 1, Management By Exception (MBE/Active) 1, 

MBE/Passive 1 and Laissez-Faire 1 were presented to analyze the role of leaders in 

addressing urban public transport management problems in Addis Ababa City at AATB. 

 

Accordingly, leaders were asked whether they make clear on what one can expect to receive 

when performance goals are achieved (CR) 1, their responses were 41.7% neutral and 58.3% 

agree. The leaders were also requested whether they keep track of all mistakes (MBE/Active 

1) and their responses were 16.7% strongly disagree, 16.7% neutral, 25% agree and 41.7% 

strongly agree. The leaders were further requested whether they wait for things to go wrong 

before taking action (MBE/Passive 1) and their responses were 33.3% strongly disagree, 58.3% 

disagree and 8.3% neutral. The last question paused to the leaders was whether they avoid 

making decisions /Laissez-Faire/ and their responses were 16.7% neutral, 16.7% agree and 

66.7% strongly agree. In general, results from leaders, with agree and strongly agree response 

constitute 58.3% (CR1), 66.7% (MBE/Active1) and 83.45% (Laissez-Faire 1) while 

MBE/Passive constitute 91.6% strongly disagree and disagree.  

 

On the other hand, the mean score of transactional leadership variables shows that the 

response rate of leaders is between 1.75 and 3.75 and the average pooled mean score is 2.77. 

Based on the mean score, it can be concluded that respondents were moderated during their 

response.  The standard deviation (SD) is low or closer to zero (less than 1) which means that 

the data are more clustered around the mean.  

 

In general the descriptive statistics analysis from leaders implies that most of the leaders 

believe their role in addressing the public transport management problems of the city, in 

relation to the transactional leadership variables, is more or less significant at AATB. 
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Table 4.6 Grand mean value of urban public transport management problems from 

leaders 

Descriptive Statistics 

 Mean Std. 

Deviation 

                N 

Economic growth, effectiveness and 

efficiency 

3.4286 1.07078 12 

Health, safety  and security 3.7083 1.31354 12 

Access and mobility 4.0278 .95831 12 

Environmental responsibility 3.6528 1.16874 12 

Livability, connectivity and amenity 3.8333 1.20761 12 

Other public transport management issues 3.9500 1.28523 12 

Source: SPSS result and own survey (2023) 

 

The above table shows the grand or pooled mean result of the dependent variables: economic 

growth, effectiveness and efficiency; health safety security; access and mobility, 

environmental responsibility; liveability connectivity, amenity; and other urban public 

transport management issues from the leaders‟ at AATB. 

Thus, based on the pooled mean value from leaders the following results are observed:- 

 From economic growth, effectiveness and efficiency (mean value=3.4286) 

perspective, most of the leaders believe that delays for vehicles (by type) at 

intersections/ road congestion and for pedestrians at road crossing/ road congestion 

are witnessed, average time and money costs of journeys actually undertaken are 

high, variability in journey time (by type of journey) are seen, cost of operating 

different transport services are high, indicators for access and mobility/ transport 

infrastructure/ by area and economic sector are poor.  

 From health, safety and security (mean value=3.7083) perspective, most of the 

leaders believe that traffic accident/personal injury/fatal and property accidents by 

user type per person or per vehicle kilometre travelled are many, security incidents 

per person or vehicle-kilometre travelled are many, perceptions of security while 

travelling and percentage of trips/travel made by not-motorized modes (cycling or 

walking) particularly walking are high.  
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 From accessibility and mobility (mean value=4.0278) perspective, most of the leaders 

are not satisfied with activities/ transport infrastructure (by type within a given time 

and money cost for a specified origin and mode), the costs of travel to activities (by 

type) from a specified origin by a specified mode are generally beyond the means of 

travellers and the different impact groups      /gap between trip generated and travel 

demand/ are not sufficiently addressed by the service provider.  

 From environmental responsibility (mean value=3.6528) perspective, majority of the 

leaders believe that noise levels are too much, vibration is high, the levels of different 

air quality (local) pollutants are high, greenhouse gas emissions are too much, the 

fuel consumption for the city as a whole is high and other sustainable public transport 

development problems related to urban transportation are significant. 

 From liveability connectivity and amenity (mean value=3.8333) perspective, majority 

of the leaders are of the opinion that perceptions of security while travelling, 

perceptions of community severance and visual intrusion and townscape quality 

(subjective) are high.  

 Furthermore, public transport management issues (mean value=3.9500) perspective, 

most of  the leaders are of the opinion that (i) the level of stakeholder participation 

and partnership (participation of stakeholders in the whole process of programs and 

projects from initiation to completion giving particular emphasis to the informal 

sector, Non-Motorized Transport /NMT/ and the urban poor in an institutionalized 

manner) is low (ii) application of Integrated Development Plan (IDP) approach 

(enhancing the planning and development of other sectors and ensuring 

implementation through well thought and crafted institutional arrangements, 

resources management and enforcement mechanisms) is not satisfactory;  (iii) the 

adoption of incremental and flexible / process- based approach (accommodate 

emerging needs in the future due to resource limitations (finance, human, 

institutional, information and knowledge etc.)) is not satisfactory (iv) the promotion 

of good governance (transparency, affordability, availability, accountability, equity, 

and capacity at local levels and also streamline the local, regional and federal level 

governance structures) is not satisfactory and (v) no paradigm shift in public 

transport service and traffic management (consider the needs of future generations, 

planning transport service and land use concurrently and iteratively, conserve and 

enhance the natural, focus on both mobility and access (to people, places, goods and 
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services), making best use of existing transport infrastructure and services and 

influencing and managing travel demands, collaborative planning based on achieving 

good system-wide outcomes and focus on movement of people than movement of 

vehicles). 

 

On the other side, the pooled mean score of all dependent variables from leaders is greater 

than 3.4286 and average pooled mean score is 3.7675. The pooled standard deviation score of 

dependent variables from leaders with exception of access and mobility (0.95831) is greater 

than 1 (not closer to 0) which means that the data are less clustered around the mean.  

 

In general the descriptive statistics analysis from leaders implies that the results of the pooled 

mean score and standard deviation are not aligned. However, based on the results of the 

pooled mean, it can be concluded that most of the leaders believe that the urban public 

transport management problems in the city exist at AATB. 

4.3.2. Non-leaders 

 Transformational  

Table 4.7 Descriptive statistics analysis of transformational leadership from non-leaders 

Statistics 

 Transformatio

nal leadership 

Idealized 

Influence/Cha

risma 1:  

Transformat

ional 

leadership 

Idealized 

Influence 2: 

Transformat

ional 

leadership 

Inspirational  

Motivation1

:  

Transformat

ional 

leadership 

Intellectual 

Simulation 

1: 

Transformat

ional 

leadership 

Individual 

Considerati

on 1:  

N Valid 255 257 255 255 255 

Missi

ng 

2 0 2 2 2 

Mean 3.09 2.96 2.94 3.02 2.91 

Std. 

Deviation 

1.293 1.257 1.222 1.258 1.275 

Strongly 

disagree  
14.4 15.2 15.2 15.6 16.7 

Disagree 19.1 23.7 23.3 19.5 27.2 

Neutral  25.3 21.8 21.4 22.2 11.3 

Agree  24.1 28.0 31.1 31.1 36.2 

Strongly 

agree  
16.3 11.3 8.2 10.9 7.8 

Missing .8  .8 .8 .8 

Total  100.0 100.0 100.0 100.0 100.0 

Source: SPSS result and own survey (2023) 
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As it is shown on table above, the responses of non-leaders on transformational leadership 

four variables: Idealized Influence (II) 1 and 2, Inspirational Motivation (IM) 1, Intellectual 

Simulation (IS) 1 and Individual Consideration (IC) 1 were presented to analyze their 

response in relation to the role of their leaders in addressing urban public transport 

management problems in Addis Ababa City at AATB. 

 

Accordingly, non-leaders were requested about the role of their leaders related to Idealized 

Influence/Charisma (II) 1: which stands whether their leaders go beyond self-interest for the 

good of their institution /attributes/ and their response was 14.4 % strongly disagree, 19.1 % 

disagree, 25.3% % neutral, 24.1% agree and 16.3% % strongly agree. In connection to II (2), 

the response of non-leaders in considerations of moral and ethical consequences of decision 

/behaviors/ of their leaders was 15.2% strongly disagree, 23.7% disagree, 21.8% neutral, 28% 

agree, and 11.3% strongly agree. As to IM1, non-leaders were asked if their leaders think that 

they talk optimistically about the future and 15.2 % responded strongly disagree, 23.3 % 

disagree, 21.4 % neutral, 31.1 % agree and 8.2 % strongly agree. Regarding IS1, non-leaders 

were asked if their leaders re-examine critical assumptions to question whether they are 

appropriate and their response was 15.6% strongly disagree, 19.5% disagree, 22.2% neutral, 

13.1% agree, and 10.9 % strongly agree. In relation to IC1, the non-leaders were asked 

whether their leaders help others to develop their strengths and their response was 16.7% 

strongly disagree, 27.2% disagree, 11.3% neutral, 36.2 % agree, and 7.8 % strongly agree. In 

general, results from non-leaders about the role of their leaders, with agree and strongly agree 

constitute 40.4 % for (II) 1, 39.3% for II (2), 39.3% for IM 2, 24 % for IS1 and 44% for IC.  

 

On the other hand, the mean score of transformational leadership from non-leaders variables 

is above 2.91 and the average pooled mean is 2.984. The standard deviation (SD) is greater 

than 1 (not closer to 0) which means the data are not clustered around the mean. This shows 

that results of mean and standard deviation are not aligned.  

 

In general the descriptive statistics analysis from non-leaders implies that most of them 

believe that the role of their leaders in addressing the public transport management problems 

of the city, in relation to the transformational leadership variables, is not significant at AATB. 
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 Transactional  

Table 4.8 Descriptive statistics analysis of transactional leadership from non-leaders 

 Transactional 

leadership 

Contingent 

Reward 1: 

Transactional 

leadership 

Management By 

Exception 

Active: 

Transactional 

leadership 

Management By 

Exception 

Passive: 

Transactional 

leadership  

Laissez-Faire1: 

N Valid 256 256 257 257 

Missing 1 1 0 0 

Mean 2.93 2.85 2.10 2.36 

Std. 

Deviation 

1.325 1.193 1.133 1.201 

Strongly 

disagree  
14.8 15.2 33.9 26.8 

Disagree 31.5 28.0 41.6 36.6 

Neutral  13.6 19.1 12.1 17.9 

Agree  24.9 31.5 5.8 11.3 

Strongly 

agree  
14.8 5.8 6.6 7.4 

Missing  .4 .4  100.0 

Total  100.0 100.0 100.0  

Source: SPSS result and own survey (2023) 

 

As it is depicted on table above, the responses of non-leaders on transactional leadership 

variables: Contingent Reward (CR) 1, Management By Exception (MBE/Active) 1, 

MBE/Passive 1 and Laissez-Faire 1 were presented to analyze their response in relation to the 

role of their leaders in addressing urban public transport management problems in Addis 

Ababa City at AATB. 

 

Accordingly, non-leaders were asked whether their leaders make clear on what one can 

expect to receive when performance goals are achieved (CR) 1, their responses were 14.8% 

strongly disagree, 31.5 % disagree, 13.6% neutral, 24.9% agree and 14.8% strongly agree. 

The non-leaders were also requested whether their leaders keep track of all mistakes 

(MBE/Active 1) and their responses were 15.2% strongly disagree, 28% disagree, 19.1 % 

neutral, 31.5.% agree and 5.8 % strongly agree. The non-leaders were further requested 

whether their leaders wait for things to go wrong before taking action (MBE/Passive 1) , their 
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responses  were 33.9 % strongly disagree, 41.6 % disagree and 12.1.% neutral , 5.8% agree and 

6.8% strongly agree. The last question paused to the non-leaders was whether their leaders 

avoid making decisions /Laissez-Faire/ and their responses were 26.8 strongly disagree, 36.6% 

disagree, 17.9 % neutral, 11.3% % agree, 7.4 % strongly agree. In general, results from non-

leaders about the role of their leaders, with disagree and strongly disagree response constitute 

only 46.3% for CR1, 43.2 % for MBE/Active 1, 75.5 % for MBE 1 Passive and  63.4% for 

Laissez-Faire 1. 

 

On the other hand, the mean score of transactional leadership variables show that the 

response rate of non-leaders is between 2.1 and 2.93 and the average pooled mean score is 

2.56. The standard deviation is (SD) is greater than 1 (not close to zero) which means that the 

data are not clustered around the mean. This implies that the pooled mean score and standard 

deviation are not aligned. However, the result of the mean is in conformity with the result of 

the Likert scale measurement in %.  

 

In general the descriptive statistics analysis from non-leaders implies that the role their leaders‟ 

in addressing urban public transport management problems in Addis Ababa city, in relation to 

transactional leadership variables, is not significant at AATB. 

Table 4.9 Grand mean value of urban public transport management problems from 

non-leaders 

Descriptive Statistics 

 Mean Std. 

Deviation 

              N 

Economic growth, effectiveness and efficiency 3.7999 1.05643 257 

Health safety and security 4.0827 1.01103 257 

Access and mobility 3.9974 1.07891 257 

Environmental responsibility 3.9047 .95487 257 

Livability connectivity and amenity 3.9047 1.13686 257 

Other public transport management issues 3.4377 1.27684 257 

 

Source: SPSS result and own survey (2023) 

 

 



 

105 

 

The above table shows the grand or pooled mean result of the dependent variables from the 

non-leaders‟ perspective: economic growth, effectiveness and efficiency; health safety 

security; access and mobility, environmental responsibility; liveability connectivity, amenity; 

and other urban public transport management issues at AATB. 

 

Thus, based on the pooled mean value from non-leaders the following results are observed:- 

 From economic growth, effectiveness and efficiency (mean value=3.7999) 

perspective, most of the non-leaders believe that delays for vehicles (by type) at 

intersections/ road congestion and for pedestrians at road crossing/ road congestion 

are witnessed, average time and money costs of journeys actually undertaken are 

high, variability in journey time (by type of journey) are seen, cost of operating 

different transport services are high, indicators for access and mobility/ transport 

infrastructure/ by area and economic sector are poor.  

 From health, safety and security (mean value=4.0827) perspective, most of the non-

leaders believe that traffic accident/personal injury/fatal and property accidents by 

user type per person or per vehicle kilometre travelled are many, security incidents 

per person or vehicle-kilometre travelled are many, perceptions of security while 

travelling and percentage of trips/travel made by not-motorized modes (cycling or 

walking) particularly walking are high.  

 From accessibility and mobility (mean value=3.9974) perspective, most of the non-

leaders are not satisfied with activities/ transport infrastructure (by type within a 

given time and money cost for a specified origin and mode), the costs of travel to 

activities (by type) from a specified origin by a specified mode are generally beyond 

the means of travellers and the different impact groups /gap between trip generated 

and travel demand/ are not sufficiently addressed by the service provider.  

 From environmental responsibility (mean value=3.9047) perspective, most of the 

non-leaders believe that noise levels are too much, vibration is high, the levels of 

different air quality (local) pollutants are high, greenhouse gas emissions are too 

much, the fuel consumption for the city as a whole is high and other sustainable 

public transport development problems related to urban transportation are significant. 

 From liveability connectivity and amenity (mean value=3.9047) perspective, most of 

the non-leaders are of the opinion that perceptions of security while traveling, 
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perceptions of community severance and visual intrusion and townscape quality 

(subjective) are high.  

 Furthermore, public transport management issues (mean value=3.4377) perspective 

most of  the non-leaders  are of the opinion that (i) the level of stakeholder 

participation and partnership (participation of stakeholders in the whole process of 

programs and projects from initiation to completion giving particular emphasis to the 

informal sector, Non-Motorized Transport /NMT/ and the urban poor in an 

institutionalized manner) is low (ii) application of Integrated Development Plan 

(IDP) approach (enhancing the planning and development of other sectors and 

ensuring implementation through well thought and crafted institutional arrangements, 

resources management and enforcement mechanisms) is not satisfactory;  (iii) the 

adoption of incremental and flexible / process- based approach (accommodate 

emerging needs in the future due to resource limitations (finance, human, 

institutional, information and knowledge etc.)) is not satisfactory (iv) the promotion 

of good governance (transparency, affordability, availability, accountability, equity, 

and capacity at local levels and also streamline the local, regional and federal level 

governance structures) is not satisfactory and (v) no paradigm shift in public 

transport service and traffic management (consider the needs of future generations, 

planning transport service and land use concurrently and iteratively, conserve and 

enhance the natural, focus on both mobility and access (to people, places, goods and 

services), making best use of existing transport infrastructure and services and 

influencing and managing travel demands, collaborative planning based on achieving 

good system-wide outcomes and focus on movement of people than movement of 

vehicles). 

 

On the other side, the pooled mean score of dependent variables from non-leaders is greater 

than 3.4377 and average pooled mean score is 3.8545. The pooled standard deviation score of 

dependent variables from non-leaders with exception of environmental responsibility 

(0.95487) is greater than 1 (not closer to 0) which means that the data are less clustered 

around the mean.  
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In general the descriptive statistics analysis from non-leaders on almost all dependent 

variables implies that the results of the pooled mean score and standard deviation are not 

aligned. However, based on the results of the pooled mean, it can be concluded that most of 

the non-leaders believe that the urban public transport management problems in the city exist 

at AATB. 

4.3.3. Customers 

 Transformational  

Table 4.10 Descriptive statistics analysis of transformational leadership from customers 

 Transfor

mational 

leadership 

Idealized 

Influence/

Charisma 

1:  

Transformat

ional 

leadership 

Idealized 

Influence 2: 

Transformat

ional 

leadership 

Inspirational  

Motivation1

:  

Transformat

ional 

leadership 

Intellectual 

Simulation 

1 

Transformat

ional 

leadership 

Individual 

Consideratio

n 1:  

N Valid 159 159 159 159 159 

Missing 0 0 0 0 0 

Mean 3.16 3.05 2.81 3.08 2.81 

Std. 

Deviation 

1.573 1.509 1.343 1.524 1.478 

Strongly 

disagree 
12.6 14.5 15.7 15.1 22.6 

Disagree 40.3 38.4 40.3 36.5 32.1 

Neutral 4.4 3.8 5.7 4.4 7.5 

Agree 4.4 14.5 24.5 13.8 17.6 

Strongly 

agree 
38.4 28.9 13.8 30.2 20.1 

Total 100.0 100.0 100.0 100.0 100.0 

Source: SPSS result and own survey (2023) 

As it is shown on table above, the responses of customers on transformational leadership four 

variables: Idealized Influence (II) 1 and 2, Inspirational Motivation (IM) 1, Intellectual 

Simulation (IS) 1 and Individual Consideration (IC) 1 were presented to analyze their 

response related to the role of AATB in addressing urban public transport management 

problems in Addis Ababa City. 

 

Accordingly, customers were requested about the role of AATB related to Idealized 

Influence/Charisma (II) 1: which stands whether AATB goes beyond self-interest for the 

good of the institution /attributes/ and their response was 12.6 % strongly disagree, 40.3 % 
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disagree, 4.4 % % neutral, 4.4 % agree and    38.4 % strongly agree. In connection to II (2), 

the response of customers in consideration of moral and ethical consequences of decision 

/behaviors/ of AATB was 14.5% strongly disagree, 38.4 % disagree, 3.8% neutral, 14.5% 

agree, and 28.9 % strongly agree. As to IM1, customers were asked if AATB think that it talks 

optimistically about the future of the organization and 15.7 % responded strongly disagree, 

40.3 % disagree, 5.7 % neutral, 24.5 % agree and 13.8 % strongly agree. Regarding IS1, 

customers were asked if AATB re-examines critical assumptions to question whether it is 

appropriate and their response was 15.1% strongly disagree, 36.5% disagree, 4.4% neutral, 

13.8% agree, and 30.2 % strongly agree. In relation to IC1, customers were asked whether 

AATB helps others to develop their strengths and their response was 22.6 % strongly 

disagree, 32.1 % disagree, 7.5 % neutral, 17.6 % agree, and 20.1 % strongly agree. In general, 

results from customers about AATB, with disagree and strongly disagree, constitute 52.9 % 

for (II) 1, 52.9 % for II (2), 56 for IM 2, 51.6 % for IS1 and 54.7 % for IC.  

On the other hand, the mean score of transformational leadership from customers is above 

2.81 and the average pooled mean is 2.982. The standard deviation (SD) is greater than 1 (not 

closer to 0) which means the data are not clustered around the mean. This shows that results 

of mean and standard deviation are not aligned.  

In general the descriptive statistics analysis from customers implies that majority of them 

believe that the role of AATB in addressing the public transport management problems of the 

city exist at AATB. 

 Transactional  

Table 4.11 Descriptive statistics analysis of transactional leadership from customers 

 Transactional 

leadership 

Contingent 

Reward 1: 

Transactional 

leadership 

Management 

By Exception 

Active: 

Transactional 

leadership 

Management 

By Exception 

Passive: 

Transactional 

leadership 

Laissez-Faire: 

N Valid 159 159 159 159 

Missing 0 0 0 0 

Mean 3.16 3.28 3.23 2.81 

Std. Deviation 1.475 1.580 1.530 1.392 

Strongly disagree 19.5 19.5 19.5 21.4 

Disagree 22.6 22.6 22.6 28.9 

Neutral  .6  11.3 

Agree 37.7 24.5 31.4 23.9 

Strongly agree 20.1 32.7 26.4 14.5 

Total 100.0 100.0 100.0 100.0 

Source: SPSS result and own survey (2023) 
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As it is depicted on table above, the responses of customers on transactional leadership 

variables: Contingent Reward (CR) 1, Management By Exception (MBE/Active) 1, 

MBE/Passive 1 and Laissez-Faire 1 were presented to analyze their response related to 

AATB in addressing urban public transport management problems in Addis Ababa City. 

 

Accordingly, customers were asked whether AATB makes clear on what one can expect to 

receive when performance goals are achieved (CR) 1, their responses were 19.5 % strongly 

disagree, 22.6 % disagree, 37.7% agree and 20.1 % strongly agree. Customers were also 

requested whether AATB keeps track of all mistakes (MBE/Active 1) and their responses 

were 19.5 % strongly disagree, 22.6 % disagree, 6 % neutral, 24.5 % agree and 32.7 % 

strongly agree. Customers were further requested whether AATB waits for things to go 

wrong before taking action (MBE/Passive 1), their responses were 19.5 % strongly disagree, 

22.6 % disagree, 31.4 % agree and 26.4 % strongly agree. The last question paused to 

customers was whether AATB avoids making decisions /Laissez-Faire/ and their responses 

were 21.4% strongly disagree, 28.9 % disagree, 11.3 % neutral, 23.9 % agree, 14.5 % strongly 

agree. In general, results from customers on AATB, with strongly disagree and disagree 

response, constitute only 42.1 % for CR1, 42.1 % for MBE/Active 1, 42.1 % for MBE 1 

Passive and 50.3 % for Laissez-Faire 1. 

 

On the other hand, the mean score of customers on transactional leadership variables show 

that it is between 2.81 and 3.28 and the average pooled mean score is 3.12. The standard 

deviation (SD) is greater than 1 (not closer to 0) which means that the data are not clustered 

around the mean. This shows that the pooled mean score and standard deviation are not 

aligned. However, the mean score is in conformity with the result of the Likert scale 

measurement in %.  

 

In general the descriptive statistics analysis from customers implies that the role of AATB in 

addressing urban public transport management problems in Addis Ababa city, in relation to 

transactional leadership variables, is not significant. 
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Table 4.12 Grand mean value of urban public transport management problems from 

customers 

Descriptive Statistics 

 Mean Std. 

Deviation 

             N 

Economic growth, efficiency and 

effectiveness 

4.1008 .55152 159 

Health safety and security 4.2579 .66586 159 

Access and mobility 3.9308 .72438 159 

Environmental and responsibility 4.0828 .50171 159 

Livability connectivity and amenity 4.0755 .80335 159 

Other public transport management 

issues 

3.4805 .87269 159 

Source: SPSS result and own survey (2023) 

The above table shows the grand or pooled mean result of the dependent variables from 

customers‟ perspective: economic growth, effectiveness and efficiency; health safety 

security; access and mobility, environmental responsibility; liveability connectivity, amenity; 

and other urban public transport management issues at AATB. Thus, based on the pooled 

mean value from customers the following results are observed:- 

 From economic growth, effectiveness and efficiency (mean value=4.1008) 

perspective, most of the customers believe that delays for vehicles (by type) at 

intersections/ road congestion and for pedestrians at road crossing/ road congestion 

are witnessed, average time and money costs of journeys actually undertaken are 

high, variability in journey time (by type of journey) are seen, cost of operating 

different transport services are high, indicators for access and mobility/ transport 

infrastructure/ by area and economic sector are poor.  

 From health, safety and security (mean value= 4.2579) perspective, most of the 

customers believe that traffic accident/personal injury/fatal and property accidents by 

user type per person or per vehicle kilometre travelled are many, security incidents 

per person or vehicle-kilometre travelled are many, perceptions of security while 

travelling and percentage of trips/travel made by not-motorized modes (cycling or 

walking) particularly walking are high.  

 From accessibility and mobility (mean value=3.9308) perspective, most of the 

customers are not satisfied with activities/ transport infrastructure (by type within a 

given time and money cost for a specified origin and mode), the costs of travel to 
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activities (by type) from a specified origin by a specified mode are generally beyond 

the means of travellers and the different impact groups      /gap between trip 

generated and travel demand/ are not sufficiently addressed by the service provider.  

 From environmental responsibility (mean value=4.0828) perspective, most of the 

customers believe that noise levels are too much, vibration is high, the levels of 

different air quality (local) pollutants are high, greenhouse gas emissions are too 

much, the fuel consumption for the city as a whole is high and other sustainable 

public transport development problems related to urban transportation are significant. 

 From liveability connectivity and amenity (mean value=4.0755) perspective, most of 

the customers are of the opinion that perceptions of security while travelling, 

perceptions of community severance and visual intrusion and townscape quality 

(subjective) are high.  

 Furthermore, mother public transport management issues (mean value=3.4805) 

perspective most of  the customers are of the opinion that (i) the level of stakeholder 

participation and partnership (participation of stakeholders in the whole process of 

programs and projects from initiation to completion giving particular emphasis to the 

informal sector, Non-Motorized Transport /NMT/ and the urban poor in an 

institutionalized manner) is low (ii) application of Integrated Development Plan 

(IDP) approach (enhancing the planning and development of other sectors and 

ensuring implementation through well thought and crafted institutional arrangements, 

resources management and enforcement mechanisms) is not satisfactory;  (iii) the 

adoption of incremental and flexible / process- based approach (accommodate 

emerging needs in the future due to resource limitations (finance, human, 

institutional, information and knowledge etc.)) is not satisfactory (iv) the promotion 

of good governance (transparency, affordability, availability, accountability, equity, 

and capacity at local levels and also streamline the local, regional and federal level 

governance structures) is not satisfactory and (v) no paradigm shift in public 

transport service and traffic management (consider the needs of future generations, 

planning transport service and land use concurrently and iteratively, conserve and 

enhance the natural, focus on both mobility and access (to people, places, goods and 

services), making best use of existing transport infrastructure and services and 

influencing and managing travel demands, collaborative planning based on achieving 
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good system-wide outcomes and focus on movement of people than movement of 

vehicles). 

On the other side, the pooled mean score of all dependent variables from customers is greater 

than 3.4805 and average pooled mean score is 3.4194. The pooled standard deviation score of 

dependent variables from customer is less than 1 (closer to 0) which means that the data are 

more clustered around the mean.  

 

In general the descriptive statistics analysis from customers implies that the results of the 

pooled mean score and standard deviation are aligned. Thus, based on the results of the 

pooled mean and SD, it can be concluded that most of the customers believe that the urban 

public transport management problems exist at AATB. 

4.4. Multivariate test 

 Assumptions 

 When the degree of freedom, h, is 1, all four test statistics will lead to identical 

results. But when h>1, the four statistics will usually lead to the same result. When 

they do not, Tabachnick (1989) recommends Wilks‟ Lambda, Lawley‟s trace, and 

Roy‟s largest root are often more powerful than Pillai‟s trace if h>1 and one 

dimension accounts for most of the separation among groups. Pillai‟s trace is more 

robust to departures from assumptions than the other three.   

 The other test assumptions in multivariate are Box's Test of Equality of covariance 

matrices, multicollinearity and singularity as well as multivariate normality and 

outliers using Mahalanobis Distance. Outlier for Mahalanob distance is checked for 

leaders, non-leaders and customers. Thus, probability-MD greater than 0.001 implies 

there is no problem of outlier (probability-MD<0.001=0 implies there is no value 

below 0.001) 

 When the dependent variables are moderately associated and the correlation 

coefficients are low singularity is violated.  

 Multicollinearity is an issue when the correlation coefficients are very high like above 

0.8            (a general rule of thumb is that if a Pearson correlation is above 0.8).  

The following correlation table from leaders, non-leaders and customers shows that the 

significant value (p-value<0.005). This indicates that the two independent variables are 

significantly correlated. And since the value of Pearson correlation coefficient is not around 
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0.8 or 0.9, it is possible to conclude that there is no problem of multicollinearity as well as 

singularity problem (see the following table) 

Table 4:13 Correlations (leaders) 

 Transformation Transactional 

Transformation Pearson Correlation 1 .629
*
 

Sig. (2-tailed)  .028 

N 12 12 

Transactional Pearson Correlation .629
*
 1 

Sig. (2-tailed) .028  

N 12 12 

*. Correlation is significant at the 0.05 level (2-tailed). 

Source: SPSS result and own survey (2023) 

Table 4:14 Correlations (Non-leaders) 

 Transformation Transactional 

Transformation Pearson Correlation 1 .766
**

 

Sig. (2-tailed)  .000 

N 257 257 

Transactional Pearson Correlation .766
**

 1 

Sig. (2-tailed) .000  

N 257 257 

**. Correlation is significant at the 0.01 level (2-tailed). 

 

Table 4:15 Correlations (customers) 

 Transformational Transactional 

Transformational Pearson Correlation 1 .603
**

 

Sig. (2-tailed)  .000 

N 159 159 

Transactional Pearson Correlation .603
**

 1 

Sig. (2-tailed) .000  

N 159 159 

**. Correlation is significant at the 0.01 level (2-tailed). 

 

 The test for homogeneity of variances and homogeneity of covariance is carried out using 

Levene's Test of Equality of Error. Variances and Box‟s test (shown) and the assumption 
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of homogeneity of variance-covariance is not tenable based on the Box‟s test M=420.751, 

F (63, 2888.865) =5.042, p=0.00.   

 The results of the Levene‟s test of  equality of error provided evidence that the 

assumption of homogeneity of variance across groups is also not tenable for economic 

growth, effectiveness and 

efficiency F 

(85,171)=1.734, p=0.001; 

health, safety security                             

F (85,171)=2.995, p=0.000; 

Access and mobility F 

(85,171)=2.948, p=0.000; 

environmental responsibility                  F (85,171)=1.434, p=0.024;  

Livability, connectivity and amenity            F (85,171) = 4.546, p=0.000; other public 

transport management issues F (85,171) = 6.373, p=0.000 (see the following tables) 

 

 Tests the null hypothesis that the observed covariance matrices of the dependent 

variables are equal across groups. a. Design: Intercept + transformation + 

transactional + transformation * transactional. 

Table 4:17 Levene's Test of Equality of Error Variances 

 F df1 df2 Sig. 

Economic growth, 

effectiveness and efficiency 

1.734 85 171 .001 

Health, safety security 2.995 85 171 .000 

Access mobility 2.948 85 171 .000 

Environmental responsibility 1.434 85 171 .024 

Livability connectivity amenity 4.546 85 171 .000 

Other public transport 

management  issues 

6.373 85 171 .000 

Source: SPSS result and own survey (2023) 

Table 4:16 Box's Test of Equality of Covariance Matrices
a
 

Box's M 420.751 

F 5.042 

df1 63 

df2 2888.865 

Sig. .000 
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 Tests the null hypothesis that the error variance of the dependent variable is equal across 

groups. a. Design: Intercept + transformation + transactional + transformation * 

transactional 

4.4.1. Model Summary and MANOVA test from leaders 

Table 4:18 Multivariate tests from leaders 

Effect Value F Hypothes

is df 

Erro

r df 

Sig

. 

Partial 

Eta 

Squared 

In
te

rc
ep

t 

Pillai's Trace .848 4.656
b
 6.000 5.00

0 

.05

6 

.848 

Wilks' Lambda .152 4.656
b
 6.000 5.00

0 

.05

6 

.848 

Hotelling's Trace 5.587 4.656
b
 6.000 5.00

0 

.05

6 

.848 

Roy's Largest Root 5.587 4.656
b
 6.000 5.00

0 

.05

6 

.848 

tr
an

sf
o
rm

at
io

n
 *

 

tr
an

sa
ct

io
n
al

 

Pillai's Trace .957 18.396
b
 

6.000 5.00

0 

.00

3 

.957 

Wilks' Lambda .043 18.396
b
 

6.000 5.00

0 

.00

3 

.957 

Hotelling's Trace 22.07

6 

18.396
b
 

6.000 5.00

0 

.00

3 

.957 

Roy's Largest Root 22.07

6 

18.396
b
 

6.000 5.00

0 

.00

3 

.957 

a. Design: Intercept + transformation * transactional 

b. Exact statistic 

Source: SPSS result and own survey (2023) 

 

Table 4.18 shows the value of partial Eta squared and Pillai‟s Trace (If the design is 

unbalanced, one should test the equality of covariance matrices using Box‟s M test. If this 

test is significant at less than 0.001 as seen in the above table, there may be severe distortion 

in the alpha levels of the tests. Therefore, we only use Pillai‟s trace criterion in this situation) 

which shows the interaction of the independent variables of transformational and 

transactional leadership is 95.7% responsible for the effect of urban public transport 

management problems while the rest 4.3% are explained by other leadership related factors 

which are not considered here. 
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Table 4:19 Parameteric test from leaders 

Dependent 

Variable 

Parameter B Std. 

Error 

T Sig. Partial 

Eta 

Squared 

Economic growth, 

effectiveness and 

efficiency 

Intercept .582 .496 1.172 .268 .121 

transformation * 

transactional 

.247 .041 6.019 .000 .784 

Health, safety and 

security 

Intercept 1.020 .958 1.064 .312 .102 

transformation * 

transactional 

.233 .079 2.945 .015 .465 

Access and 

mobility 

Intercept 1.759 .588 2.993 .014 .472 

transformation * 

transactional 

.197 .049 4.051 .002 .621 

Environmental 

responsibility 

Intercept .373 .415 .899 .390 .075 

transformation * 

transactional 

.284 .034 8.294 .000 .873 

Livability, 

connectivity and 

amenity 

Intercept .768 .643 1.193 .260 .125 

transformation * 

transactional 

.266 .053 5.003 .001 .715 

Other public 

transport 

management 

issues 

Intercept 1.098 .863 1.272 .232 .139 

transformation * 

transactional 

.247 .071 3.468 .006 .546 

Source: SPSS result and own survey (2023) 

Based on the methods stated in the methodology with multivariate regression model, which 

are used to show the effect of independent variables on dependent variables the following 

regression model can be developed: 

Ymi= ßXni+ intercept  

Where Ymi = are the dependent variables and Xni are the independent variables, ß the 

coefficient of the predictors or the independent variables. 

 

In identifying the effect of leadership on the urban public transport management problems, 

the findings based on the results of multivariate regression analysis from leaders show that 

except access and mobility and environmental mobility, transformational and transactional 

leadership have effects on the urban public transport problems at 1%. Transformational and 

transactional leadership with beta coefficient 0.247 and sig value of 0.000 show that at 1% 

significant value the interaction of transformational and transactional leadership has 24.7 % 
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effects on urban public transport management problems in particular economic growth, 

effectiveness and efficiency. 

 

Additionally, transformational and transactional leadership with value of beta‟s 0.233 and 

0.266 with sig value of 0.015 and 0.001 implies that of 1% change in transformational and 

transactional leadership interaction accounts to 23.3% and 26.6% change in urban 

transportation problems in particular health, safety and security. Moreover, transformational 

and transactional leadership with beta values of 0.197, 0.284 and 0.247 and sig value of 

0.002, 0.000 and 0.001 interpreted to 1% change in transformational and transactional 

leadership interaction accounts to 19.7%, 28.4% and 24.7% change in urban public transport 

management problems of access and mobility, environmental responsibility and other urban 

public transport management issues.   

 

The analysis of coefficients shows the relationship between the independent variables and 

their effect on the change in urban public transportation problems in which the coefficient sig 

value of 0.000 implies that the determining factors are significant at 1% significant level.  

Economic growth, efficiency and effectiveness = (0.247*) transformational * 

transactional 

Healt, safety and security = (0.233) transformational * transactional 

Access and mobility = 1.759 + (0.197) transformational * transactional 

Environmental responsibility = (0.284) transformational * transactional 

Livability, connectivity and amenity = (0.266) transformational * transactional 

Other public transport management issues = (0.247) transformational * transactional 

4.4.2. Model Summary and MANOVA test from non-leaders 

Table 4:20 Multivariate Tests  from non-leaders 

Effect Value F Hypothesis 

df 

Error df Sig. Partial 

Eta 

Squared 

In
te

rc
ep

t 

Pillai's Trace .837 213.684
b
 6.000 250.000 .000 .837 

Wilks' Lambda .163 213.684
b
 6.000 250.000 .000 .837 

Hotelling's Trace 5.128 213.684
b
 6.000 250.000 .000 .837 

Roy's Largest Root 5.128 213.684
b
 6.000 250.000 .000 .837 

tr a n sf o
r

m at io n
 

*
 

tr a n sa ct io n al
 

Pillai's Trace .384 26.008
b
 6.000 250.000 .000 .384 
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Wilks' Lambda .616 26.008
b
 6.000 250.000 .000 .384 

Hotelling's Trace .624 26.008
b
 6.000 250.000 .000 .384 

Roy's Largest Root .624 26.008
b
 6.000 250.000 .000 .384 

a. Design: Intercept + transformation * transactional 

b. Exact statistic 

Source: SPSS result and own survey (2023) 

 

Table 4.20 depicts the value of partial Eta squared and Pillai‟s Trace (If the design is 

unbalanced, one should test the equality of covariance matrices using Box‟s M test. If this 

test is significant at less than 0.001 as seen in the above table 4.17, there may be severe 

distortion in the alpha levels of the tests. Thus, we only use Pillai‟s trace criterion in this 

situation) which shows the interaction of the independent variables of transformational and 

transactional leadership is 38.4%responsible for the effect of urban public transport 

management problems while the rest 61.6 % are explained by other leadership related factors 

which are not considered here. 

Table 4:21 Parametric test from non-leaders 

Dependent 

Variable 

Parameter B Std. 

Error 

T Sig. Partial 

Eta 

Squared 

Economic 

growth, 

effectiveness 

and efficiency 

Intercept 3.048 .114 26.773 .000 .738 

transformation * 

transactional 

.090 .012 7.742 .000 .190 

Health, safety 

and security 

Intercept 3.415 .111 30.844 .000 .789 

transformation * 

transactional 

.080 .011 7.069 .000 .164 

Access and 

mobility 

Intercept 3.266 .118 27.789 .000 .752 

transformation * 

transactional 

.088 .012 7.295 .000 .173 

Environmental 

responsibility 

 

Intercept 3.365 .107 31.368 .000 .794 

transformation * 

transactional 

.065 .011 5.896 .000 .120 

Livability, 

connectivity 

and amenity 

Intercept 3.059 .126 24.305 .000 .698 

transformation * 

transactional 

.085 .013 6.593 .000 .146 

Other public 

transport 

management 

issues 

Intercept 2.456 .135 18.210 .000 .565 

transformation * 

transactional 

.118 .014 8.536 .000 .222 

Source: SPSS result and own survey (2023) 
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Based on the methods stated in the methodology with multivariate regression model which 

are used to show the effect of independent variables on dependent variables the following 

regression model can be developed: 

 

Ymi= ßXni+ intercept  

Where Ymi = are the dependent variables and Xni are the independent variables, ß the 

coefficient of the predictors or the independent variables. 

In identifying the effect of leadership on urban public transport management problems, the 

findings based on the results of multivariate regression analysis from non-leaders shows 

except access and mobility and environmental responsibility, transformational and 

transactional leadership have effect on the urban transportation problems at 1%. 

Transformational and transactional leadership with beta coefficient 0.090 and sig value of 

0.000 show that at 1% significant value the interaction of transformational and transactional 

leadership have 9% effects on urban public transport management problems in particular 

economic growth, effectiveness and efficiency. 

 

Additionally, transformational and transactional leadership with value of beta‟s 0.080, 0.088, 

0.065 and 0.085 with sig value of all being 0.000 implies that of 1% change in 

transformational and transactional leadership interaction accounts to 8%, 8.%, 6.5% and 8.5% 

change in urban public transport management problems. Moreover, transformational and 

transactional leadership with beta values of 0.118 and sig value of 0.000 interpreted to 1% 

change in transformational and transactional leadership interaction accounts to 11.8% change 

in urban public transport management problems in particular on other urban public transport 

management related issues.   

 

The analysis of coefficients shows the relationship between the independent variables and 

their effect on the change in urban transport management problems in which the coefficient 

sig value of 0.000 implies that the determining factors are significant at 1% significant level.  

 

Economic growth, efficiency and effectiveness = 3.048 + (0.090*) transformational * 

transactional 

Health, safety and security = 3.415 + (0.080) transformational * transactional  

Access and mobility = 3.266 + (0.088) transformational * transactional 
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Environmental responsibility = 3.365 + (0.065) transformational * transactional 

Livability, connectivity and amenity = 3.059 + (0.085) transformational * transactional 

Other public transport management issues = 2.456 + (0.118) transformational * 

transactional 

4.4.3. Model Summary and MANOVA test from customers 

Table 4:22 Multivariate Tests from customers 

Effect Value F Hypothesis 

df 

Error df Sig. Partial 

Eta 

Squared 

In
te

rc
ep

t 

Pillai's Trace .950 484.182
b
 6.000 152.000 .000 .950 

Wilks' Lambda .050 484.182
b
 6.000 152.000 .000 .950 

Hotelling's 

Trace 

19.112 484.182
b
 6.000 152.000 .000 .950 

Roy's Largest 

Root 

19.112 484.182
b
 6.000 152.000 .000 .950 

tr
an

sf
o
rm

at
io

n
al

 *
 

tr
an

sa
ct

io
n
al

 

Pillai's Trace .642 45.470
b
 6.000 152.000 .000 .642 

Wilks' Lambda .358 45.470
b
 6.000 152.000 .000 .642 

Hotelling's 

Trace 

1.795 45.470
b
 6.000 152.000 .000 .642 

Roy's Largest 

Root 

1.795 45.470
b
 6.000 152.000 .000 .642 

a. Design: Intercept + transformational * transactional 

b. Exact statistic 

Source: SPSS result and own survey (2023) 

Table 4.22 shows the value of partial Eta squared and Pillai‟s Trace (If the design is 

unbalanced, one should test the equality of covariance matrices using Box‟s M test. If this 

test is significant at less than 0.001 as seen in the above table 4.17, there may be severe 

distortion in the alpha levels of the tests. Thus, we only use Pillai‟s trace criterion in this 

situation) which shows the interaction of the independent variables of transformational and 

transactional leadership is 64.2% responsible for the effect of urban public transport 

management problems while the rest 35.8% are explained by other leadership related factors 

which are not considered here. 
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Table 4:23 Parametric test from customers 

Dependent 

Variable 

Parameter B Std. 

Error 

T Sig. Partial 

Eta 

Squared 

Economic 

growth, 

efficiency and 

effectiveness 

Intercept 2.879 .119 24.155 .000 .788 

transformational * 

transactional 

.073 .007 10.675 .000 .421 

Health safety 

and security 

Intercept 3.167 .166 19.091 .000 .699 

transformational * 

transactional 

.066 .010 6.854 .000 .230 

Access and 

mobility 

 

Intercept 3.554 .203 17.484 .000 .661 

transformational * 

transactional 

 

.023 .012 1.930 .055 .023 

Environmental 

responsibility 

Intercept 3.899 .142 27.528 .000 .828 

transformational * 

transactional 

.011 .008 1.354 .178 .012 

Livability, 

connectivity 

and amenity 

Intercept 2.619 .193 13.548 .000 .539 

transformational * 

transactional 

.087 .011 7.851 .000 .282 

Other public 

transport 

management 

issues 

Intercept 2.197 .224 9.823 .000 .381 

transformational * 

transactional 

.077 .013 5.981 .000 .186 

Source: SPSS result and own survey (2023) 

 

Based on the methods stated in the methodology with multivariate regression model which 

are used to show the effect of independent variables on dependent variable the following 

regression model can be developed: 

Ymi= ßXni+ intercept  

Where Ymi = are the dependent variables and Xni are the independent variables, ß the 

coefficient of the predictors or the independent variables. 

 

In identifying the effect of leadership on urban public transport management problems, the 

findings based on the results of multivariate regression analysis from customers show except 

access and mobility and environmental responsibility, transformational and transactional 

leadership have effects on urban public transport management problems at 1%. 
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Transformational and transactional leadership with beta coefficient 0.073 and sig value of 

0.000 show that at 1% significant value the interaction of transformational and transactional 

leadership have 7.3% effects on the urban public transport management problems. 

Additionally, transformational and transactional leadership with value of beta‟s 0.066 and 

0.087 with sig value of 0.000 and 0.000 implies that of 1% change in transformational and 

transactional leadership interaction accounts to 6.6% and 8.7% change in urban public 

transport management problems.  Moreover, transformational and transactional leadership 

with beta values of 0.077 and sig value of 0.000 interpreted to 1% change in transformational 

and transactional leadership interaction accounts to 7.7% change in urban public transport 

management problems in particular on other urban public transport management related 

issues. 

The analysis of coefficients shows the relationship between the independent variables and 

their effect on the change in urban public transport management problems in which the 

coefficient sig value of 0.000 implies that the determining factors are significant at 1% 

significant level.  

 

Economic growth, efficiency and effectiveness = 2.879 + (0.073) transformational * 

transactional 

Health, safety and security = 3.167 + (0.066) transformational * transactional 

Access and mobility = 3.554 + (0.023) transformational * transactional 

Livability, connectivity and amenity = 2.619 + (0.087) transformational * transactional 

Other public transport management issues = 2.197 + (0.077) transformational * 

transactional 

Environmental responsibility =0.011*transformational * transactional 
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CHAPTER FIVE 

SUMMARY, CONCLUSION, RECOMMENDATIONS 

AND 

SUGGESTIONS FOR FUTURE RESEARCH 

The purpose of this study is to assess the public transport management problems of Addis 

Ababa against measures of public transport system performance indicators, to examine how 

the current transport infrastructure and operation affect the city‟s public transportation 

performance and mainly to examine the role of leadership of Addis Ababa City 

Administration, particularly the Addis Ababa Transport Bureau in tackling the prevailing 

public transport management problems in Addis Ababa. Based on this the following 

summary, conclusion and recommendations are given. 

5.1. Summary 

The researcher conducted descriptive and multivariate regression analysis to assess the role of 

leadership in addressing public transport management problems of Addis Ababa Transport 

from leaders, non-leaders and customers and results are summarized here below.  

 

In this research, the independent variables are: transformational and transactional leadership 

and the dependent variables in relation to urban public transport management problems are 

economic growth, efficiency and effectiveness; health, safety and security; accessibility and 

mobility; environmental responsibility;livability, connectivity and amenity; and other public 

transport management issues (stakeholders participation and partnership, application of  

Comprehensive Integrated Development Plan (CIDP) approach, adoption of incremental and 

flexible / process-based approach, and promotion of good governance (transparency, 

affordability, availability, accountability, equity, and capacity at local levels and also 

streamline the local, regional and federal level governance structures) and paradigm shift in 

public transport service and traffic management).  

Summary of descriptive statistics analysis (mean, frequency and standard deviation)  

Results of descriptive statistics analysis from leaders showed that most of them believe that 

their role in addressing the public transport management problems of the city, in relation to 

the transformational and transactional leadership variables, is significant at AATB. In 
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addition, in general, most of the leaders are of the opinion that urban public transport 

management problems exist at AATB. 

Results of descriptive statistics analysis from non-leaders showed that majority of them 

believe that the role of their leaders in addressing the public transport management problems 

of the city, in relation to the transformational and transactional leadership variables, is not 

significant at AATB. In addition, most of the non-leaders responded that urban public 

transport management problems exist at AATB.  

 

Descriptive statistics analysis results from customers showed that majority of them believe 

that the role of AATB in addressing the public transport management problems of the city, in 

relation to the transformational and transactional leadership variables, is not significant at 

AATB. In addition, most of the customers believe that urban public transport management 

problems exist at AATB.  

 

Summary of Multivariate Analysis of Variance (MANOVA)  

The results of multivariate regression analysis from leaders showed that the interaction of the 

independent variables ( transformational and transactional leadership) is 95.7% responsible 

for the effect of urban public transport management problems while the rest 4.3% are 

explained by other leadership related factors which are not considered in the analysis. In 

addition, in identifying the effect of leadership on urban public transport management 

problems, the findings from leaders show that except access and mobility and environmental 

responsibility, transformational and transactional leadership have effects on urban public 

transport problems management issues at 1%. Furthermore, the findings of parametric test of 

coefficients from leaders showed that the relationship between independent variables and 

their effect on change in dependent variables in which the coefficient sig value of 0.000 

implies that the determining factors are significant at 1% significant level. Given this, the 

independent variables have effect on dependent variables, though their effect varies with each 

dependent variable.   

The results of multivariate regression analysis from non-leaders showed that the interaction 

of the independent variables (transformational and transactional leadership) is 38.4% 

responsible for the effect of urban public transport management problems while the rest 

61.4% are explained by other leadership related factors which are not considered in the 

analysis. In addition, in identifying the effect of leadership on urban public transport 
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management problems, findings from non-leaders showed that with the exception of access 

and mobility and environmental responsibility, transformational and transactional leadership 

have effect on urban transport management problems at 1%. Furthermore, the results of the 

parametric test analysis of coefficients from non-leaders showed that the relationship between 

the independent variables and their effect on the change in urban public transport 

management problems in which the coefficient sig value of 0.000 implies that the 

determining factors are significant at 1% significant level. Given this, the independent 

variables have effect on dependent variables, though their effect varies with each dependent 

variable.   

The results of multivariate regression analysis from customers showed that the interaction of 

the independent variables (transformational and transactional leadership) is 64.2% 

responsible for the effect of urban public transport management problems while the rest 

35.8% are explained by other leadership related factors which are not considered in the 

analysis. In addition, in identifying the effect of leadership on urban public transport 

management problems, findings from customers showed that with the exception of access 

and mobility and environmental responsibility, transformational and transactional leadership 

have effects on urban public transport management problems at 1%. Furthermore, results of 

parametric test analysis of coefficients from customers showed that the relationship between 

the independent variables and their effect on the change in urban public transport 

management problems in which the coefficient sig value of 0.000 implies that the 

determining factors are significant at 1% significant level. Given this, the independent 

variables have significant effect on dependent variables, though their effect varies with each 

dependent variable.  

5.2. Conclusion 

The following are conclusions drawn from the summary. 

• The leaders at AATB believe that their role in addressing the public transport 

management problems of Addis Ababa city is significant while the non-leaders 

and customers believe to the contrary: the role of their leaders in addressing urban 

public transport management problems of the city is not significant. 

• Leaders, non-leaders and customers commonly believe in the existence of urban 

public transport management problems in Addis Ababa city. 
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• The major reason for the current transport infrastructure and operation problems 

of the city which is related to transformational and transactional leadership 

interaction with urban public transport management problems is significantly high 

from leaders but not from non-leaders and customers. 

5.3. Recommendations 

As inferred from the conclusion which is based on the findings of the study, the role of 

leadership of AATB in addressing the public transport management‟s problems of the city is 

minimal. The remedies to these problems based on the literature review (theoretical and 

empirical) are partly associated to mapping out the public transport needs and demands of the 

people which begins from identifying the public transport management problems of the city 

and partly linked to enhancing the capacity of leadership and institutional and administrative 

bodies of the industry in the city. This again turns around to policy and operational issues that 

require the commitment of the AATB with smart, integrated, people-centered, efficient and 

cost-effective (higher benefit-cost ratio), participative, inclusive, eco-friendly and sustainable 

public transport service and traffic management that employ innovative urban public 

transport technologies such as digitization and modern transport equipment and 

communication tools. Given this, the following recommendations are given to the leadership 

of AATB in order to address the deep-rooted urban public transport management problems 

prevailing in Addis Ababa city:- 

(i) Building the capacity of the leadership  

Addis Ababa Transport bureau should engage in building its capability (knowledge, skill and 

ability-KSA) particularly its leadership in order to deliver effective leadership that highly 

demands working in a very complex and dynamic political, economic social etc. 

environment. This seeks selection of appropriate leadership model and leadership styles. As 

described in the theoretical literature of this study, other than resilient leadership: 

transformational-transactional-mix, which is thoroughly discussed in this paper, there are also 

other leadership models (skills leadership, situational/contingency leadership, servant 

leadership etc.) and styles that are currently in practice in our globe. Therefore, the leadership 

of AATB can adopt them to its reality as there is no universally accepted leadership model 

and style prescribed for leaders of the 21
st
 century.  
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Furthermore, the leadership of AATB, should also look the contemporary issues on the role of 

leadership (For instance: effective leadership and the new leadership reality for today‟s 

organizations/21
st
 century that requires paradigm shift: from stability to change and crisis 

management, from control to empowerment, from competition to collaboration, from 

uniformity to diversity, from self-centered to high purpose, and from hero to humble) and re-

visit its leadership approach and use them to address the public transport management 

problems prevailing in the city. 

(ii) Policy and operational issues 

Trying to deal with policy and operational issues in public transport management badly 

requires high commitment from leadership of the City Administration in particular AATB. As 

the current public transport management problems of the city are deep-rooted, the solution 

requires multitude approach and overhauling the transport governance of the city. In this 

connection, it is important to take strategic decisions and take the best international 

experiences explained in this paper and try to customize to the reality of the city and 

implement them on priority bases in a short, medium and long-term. In a nut shell, here 

below are the major areas of intervention to be considered/improved/enhanced by the 

leadership of AATB to address the public transport management problems of city. 

 Introduce the following strategic options for public transport management that leaders 

of the 21st century need to take into consideration: (i) manage land use: influence to 

get better transport outcomes, influence travel demand through public transport 

modeling and technical transport planning processes and influence travel choices, 

improve drivers behavior, introduce educational measures); managing operations on 

existing infrastructure (new services, changes to existing services, better services 

coordination and integrated ticketing, fares, and information(ii) manage the use of the 

existing infrastructure and services such as inspecting domestic access points to 

public transport routes, application of new technologies such as travel information, 

traffic management, and digital toll collection) and expanding the existing public 

transport infrastructure (provide new infrastructure such as: roads (road density), rail 

lines, terminals, bus stops, and cycle ways (iii) upgrade/maintain the existing 

infrastructure and making a functional hierarchy of roads (access, distribution and 

transit) and develop new infrastructures, as the case may be, so that for each category 

specific measures can be taken)by coordinating relevant offices and the community 

and (iv) employ balanced model of public transport (customer/passenger; financial 
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sustainability; environmental responsibility; health, safety and security; internal 

process; and learning and growth dimensions) for valuation of interest between NMT 

and MT which is considered as realistic because various stakeholders are involved at 

different phases of policy making, planning, design and valuation of road users and in 

sum contribute to the economic growth, efficiency and effectiveness of the city; 

 Integrate land use and transport plan and work at all levels of transport governance 

(multi-level and network transport governance): national, regional, and local and site 

specific. For instance, working in coordination with Oromia Regional Government on 

issues pertaining to city development and transport with regard to Sheger City of 

Oromia which are in proximity to Addis. Develop satellite cities and contain the in 

migration from other regional states by providing the basic services the people need in 

their localities so that it won‟t create unnecessary pressure on the public transport 

service delivery of Addis Ababa; 

 Enhance incremental and flexible approach and multimodal and integrated mode of 

public transport service provision that influence travel demand with emphasis to 

modern, multi-mode, and inter mass transport; 

 Ensure health, safety and security in traffic management by introducing innovative, 

digital safety and controlling and inspecting measures and establishing traffic safety 

council at different levels and encourage the public and private sectors to contribute to 

traffic management and implement comprehensive insurance policy on all motorized 

transport particularly on commercial vehicles in the country; 

 Employ visionary, smart/intelligent, and integrated public transport and traffic 

management system to ensure healthy and fast transport services and traffic 

management in collaboration with pertinent stake-holders; 

 Ensure pro-poor public transport policy and transport governance (transparency, 

accountability, availability, affordability, accessibility (proximity to the road, 

minimizing spatial mismatch, etc.), mobility, equity (vertical and horizontal), 

equality/inclusivity, etc.) and assure livability, connectivity and amenity to the 

residents of the city. In other words, focus on “people” rather than “vehicles”; 

 Induce green public transport: improve environmental protection and energy use by 

reducing or avoiding air pollution in the transport service; improve fuel quality and 

use fuel substitute (green energy) sources and ensure innovative sustainable urban 

transport development (such as introducing/expanding eco-friendly-electric/hybrid 
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vehicles in relation to MT and devising NMT urban mobility plan for bicycle and 

pedestrian transport as an integral part of a city‟s public transport and traffic policies 

and strategies) considering the needs of future generation. 

 Focus on social issues and eliminate architectural barriers on roads and buildings in 

the city that hamper the public transport service of people with special needs 

(disabled, senior citizens/elderly and women with children) and accordingly improve 

the public transport service based on prudent strategy and programs. 

 Strengthen the financial and enforcement capacity of the sector: through law 

enforcement and allocation of adequate budget for covering the required infrastructure 

development for MT and NMT and collect direct and indirect revenues from services 

and set favorable conditions for the private sector to mobilize and participate in the 

development of the public transport sector to reduce the financial shortages observed. 

Furthermore, consider Public-Private Partnership/PPP/ model as a tool to finance the 

sector, beyond stand-alone private or public sector projects, that would help to 

enhance the sector; 

 Coordinate public transport service providing institutions byestablishing “Transport 

Council” that would coordinate activities of the Addis Ababa City Transport to lead as 

a higher body and coordinate activities of transport planning and service, transport 

infrastructure development and construction, traffic management, research and 

development in public transport, and ensure the enforcement of traffic and transport 

laws and systems and 

 Establish/ strengthen international, regional, national etc. partnership in the making, 

designing, implementation and evaluation of public transport policies, strategies, 

programs, projects, plans etc. Furthermore, cooperation with countries and institutions 

that have useful experience in urban public transport management, new transportation 

technologies, and modern traffic management and implement agreements signed in 

the sector. Consider the private sector as it has a wider role in developing the public 

transport services, terminals and parking facilities. It has a role to make the service 

dependable and effective by adopting new systems of public transport service 

provision. Educational institutions should be involved in research and provide training 

in the sector. Non-governmental organizations need to be considered in contributing 

their part such as in influencing policy on the environmental effects, safer transport, 

and access to mobility, safety, security and other advocacy issues in improving the 
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sector. Other civil society organizations are also expected to play a crucial role in the 

efforts of educating the wider public on sectoral laws. The participation of the 

transport community in general inclusive of internal and external customers such as: 

employees of AATB, vehicle owners, drivers, transport conductors, line-attendants, 

controllers, inspectors, public transport ticket issuers, passengers, taxi associations, 

etc. need to be part in contribution of valuable inputs to the sector. 

5.4. Suggestions for future research  

The researcher recommends the following future research works on the way forward. 

 Make an independent and thorough study on the public transport management 

problems of the city on each of the public institutions that are accountable to AATB 

(Vehicles and Drivers Licence Control Authority, Addis Ababa Traffic Management 

Agency, Sheger and Anbessa Buses Transport Enterprise, and Addis Ababa Light Rail 

Train /LRT/) 

 Conduct an independent study on the major public transport management problems of 

Addis Ababa such as : mobility and access; transport infrastructure; traffic health, 

security and  safety etc. vis a vis public transport system indicators 

  Undertake a study on incremental and multi-modal integrated approach to public 

transport management in Addis Ababa city vis a vis key principles of urban public 

transport management /development   

 Conduct a study on green transport as a tool to address the prevailing public transport 

management problems of Addis Ababa city.  
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Appendix I: Data instruments (questionnaire) 

Addis Ababa University 

College of Business and Economics 

School of Commerce 

Graduate Programme in Business Leadership 

 

Dear Respondents, 

The purpose of this questionnaire is to collect primary data for conducting a study on the 

topic,   “The role of leadership in addressing urban public transport management problems: 

The case of Addis Ababa City”, as partial fulfillment to requirement for Master of Arts in 

Business Leadership (MBL) at Addis Ababa University, College of Business and Economics, 

School of Commerce graduate program. In this regard, the researcher kindly requests you to 

provide reliable information to the best of your knowledge so that the findings of the study 

would meet the intended purpose. The researcher strongly assures you of the confidential 

treatment of your answers and would like to extend deep-heart thanks in advance for being a 

volunteer to devote your valuable time in completing this form. 

General Guideline: 

  No need to write your name 

  Answer by putting a “  “mark, by circling or in writing wherever appropriate.  

Thank you again! 
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Part I: General Information 

1. Gender     [] Male    [] Female  

2. Age  

[] 20-30    [] 30-40      [] 40-50                [] 50 and above 

3. Year of   service   

[] <4 years  [] 4-6 years   [] 7-9 years    [] 10 -12 years [] 13 and above years 

4. Current job title  

      [ ] junior officer  [ ] officer           [ ]   senior officer    

 [] principal officer   [] Managerial/ supervisory  

5. Educational qualification 

[ ] Doctoral Degree/ PhD   [ ] Master‟s Degree                     [ ] Bachelor‟s Degree

  

[] Diploma     [] Higher/Secondary Education    [ ] Other 
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II. Close-ended questions 

Part II: Questions on the role of leadership in addressing urban public transport 

management problems in Addis Ababa City 

Please indicate, on the scale of 1-5 (1 being strongly disagree and 5 strongly agree) the 

degree of your agreement on the following statements about your opinion on the role of 

leadership in addressing causes and remedies of urban public transport management problems 

of Addis Ababa City.   

(1= strongly disagree ; 2= disagree ; 3= neutral; 4= agree; 5= strongly agree) 

Resilient-leadership: a transformational-transactional leadership-mix  

(a) To be completed by leaders from AATB 

 Statement to evaluation 1 2 3 4 5 

Transformational 

 Idealized Influence (II) /Charisma 

1 I go beyond self-interest for the good of the organization 

/attributes/ mainly in addressing urban public transport 

management problems 

[ ] [ ] [ ] [ ] [ ] 

2 I consider the moral and ethical consequences of decisions               

/ behaviors/ in managing urban public transport management 

problems  

[ ] [ ] [ ] [ ] [ ] 

 Inspirational Motivation (IM) 

3 I talk optimistically about the future organization particularly in  

addressing urban public transport management problems  

[ ] [ ] [ ] [ ] [ ] 

 Intellectual Simulation (IS) 

4 I re-examine critical assumptions to question whether they are 

appropriate related to addressing urban public transport 

management problems  

[ ] [ ] [ ] [ ] [ ] 

  Individual Consideration (IC) 

5 I help others to develop their strengths towards managing urban 

public transport management problems  

 

 

 

[ ] [ ] [ ] [ ] [ ] 
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Transactional 

 Contingent Reward (CR) 

6 I make clear what one can expect to receive when performance 

goals related to urban public transport management problems are 

achieved  

[ ] [ ] [ ] [ ] [ ] 

 Management by Exception (MBE) 

7 I keep track of all mistakes pertinent to urban public transport 

management problems (Active)  

[ ] [ ] [ ] [ ] [ ] 

8 I wait for things to go wrong before taking action related to urban 

public transport management problems /Passive/  

[ ] [ ] [ ] [ ] [ ] 

9 I avoid making decisions pertaining to urban public transport 

management problems  / Laissez-Faire/  

[ ] [ ] [ ] [ ] [ ] 

Source: (i) KwasiDartey-Baah, 2015) (ii) North House, 2019), reproduced by special 

permission of the publisher, MIND GARDEN, Inc., www.mindgarden.com from the 

Multifactor Leadership Questionnaire by Bernard M. Bass and Bruce J. Avolio.Copyright © 

1995, 2000, 2004 by Bernard M. Bass and Bruce J. Avolio. (Customized by the researcher) 

Urban public transport management problems    

No Statement to evaluate 1 2 3 4 5 

 
Economic growth, efficiency and effectiveness 

     

1 I believe that there are too much delays for vehicles (by type) at 

intersections/ road congestion 

[ ] [ ] [ ] [ ] [ ] 

2 I think that there are too much delays for pedestrians at road 

crossing/ road congestion 

[ ] [ ] [ ] [ ] [ ] 

3 I am of the opinion that the average time and money costs of 

journeys actually undertaken are high 

[ ] [ ] [ ] [ ] [ ] 

4 I think that there is variability in journey time (by type of journey)  [ ] [ ] [ ] [ ] [ ] 

5 I believe that costs of operating different transport services are 

high 

[ ] [ ] [ ] [ ] [ ] 

6 I think that indicators for access and mobility/ transport 

infrastructure/ by area and economic sector are poor 

[ ] [ ] [ ] [ ] [ ] 

7 I think that there is tax revenue from vehicle use  [ ] [ ] [ ] [ ] [ ] 

 

http://www.mindgarden.com/
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 Health, safety and security      

8 I believe that there are many traffic accidents/personal injury/fatal 

and property/by user type per person or per vehicle kilometre 

travelled 

[ ] [ ] [ ] [ ] [ ] 

9 I think that there are many security incidents per person or 

vehicle-kilometre travelled  

[ ] [ ] [ ] [ ] [ ] 

10 I am of the opinion that there are high perceptions of security 

while traveling  

[ ] [ ] [ ] [ ] [ ] 

11 I believe that percentage of trips/travel made by non-motorized 

modes (cycling or walking) particularly walking are high 

[ ] [ ] [ ] [ ] [ ] 

 Access and mobility      

12 I am not satisfied with activities/ transport infrastructure (by type 

within a given time and money cost for a specified origin and 

mode)  

[ ] [ ] [ ] [ ] [ ] 

13 I believe that costs of travel to activities (by type) from a specified 

origin by a specified mode are generally beyond the means of 

travellers 

[ ] [ ] [ ] [ ] [ ] 

14 I believe that indicators as above, considered separately for 

different impact groups are not sufficiently addressed by the 

service provider / huge gap between trip generated and travel 

demand/ 

[ ] [ ] [ ] [ ] [ ] 

 Environmental responsibility      

15 I believe that there are too much noise levels [ ] [ ] [ ] [ ] [ ] 

16 I am of the opinion that there is high vibration [ ] [ ] [ ] [ ] [ ] 

17 I think that there are high levels of different air quality (local) 

pollutants  

[ ] [ ] [ ] [ ] [ ] 

18 I believe that there are too much greenhouse gas emissions  [ ] [ ] [ ] [ ] [ ] 

19 I think that the fuel consumption for the area as a whole is high [ ] [ ] [ ] [ ] [ ] 

20 I am of the opinion that there are other sustainable public 

transport development problems 

[ ] [ ] [ ] [ ] [ ] 

 Livability, Connectivity and Amenity      

21 I believe that there are high perceptions of security while traveling  [ ] [ ] [ ] [ ] [ ] 



 

145 

 

22 I think that there are perceptions of community severance [ ] [ ] [ ] [ ] [ ] 

23 I believe that there is high visual intrusion [ ] [ ] [ ] [ ] [ ] 

24 I am of the opinion that there is townscape quality (subjective) 

problem 

[ ] [ ] [ ] [ ] [ ] 

 Other public transport management issues      

25 I believe that there is low level stakeholder participation and 

partnership in addressing urban public transport management 

problems (participation of stakeholders in the whole process of 

programs and projects from initiation to completion giving 

particular emphasis to the informal sector Non-Motorized 

Transport /NMT/ and the urban poor in an institutionalized 

manner) 

[ ] [ ] [ ] [ ] [ ] 

26 I am of the opinion that application of Integrated Development 

Plan (IDP) approach in addressing urban public transport 

management problems (enhancing the planning and development 

of other sectors and ensuring implementation through well 

thought and crafted institutional arrangements, resources 

management and enforcement mechanisms) is not satisfactory 

[ ] [ ] [ ] [ ] [ ] 

27 I think that the adoption of incremental and flexible / process- 

based approach in addressing urban public transport management 

problems (accommodate emerging needs in the future due to 

resource limitations (finance, human, institutional, information 

and knowledge etc.)) is not satisfactory 

[ ] [ ] [ ] [ ] [ ] 

28 The promotion of good governance (transparency, affordability, 

availability, accountability, equity, and capacity at local levels and 

also streamline the local, regional and federal level governance 

structures) in addressing urban public transport management 

problems is not satisfactory 

[ ] [ ] [ ] [ ] [ ] 

29 I believe that there is no paradigm shift in urban public transport 

service and traffic management (consider the needs of future 

generations, planning transport service and land use concurrently 

and iteratively, conserve and enhance the natural, focus on both 

[ ] [ ] [ ] [ ] [ ] 
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mobility and access (to people, places, goods and services), 

making best use of existing transport infrastructure and services 

and influencing and managing travel demands, collaborative 

planning based on achieving good system-wide outcomes and 

focus on movement of people than movement of vehicles) 

Source: May, T, and Taylor, M. (2002), Louw, J, (2002) & Queensland (2003) (Customized 

by the researcher)  

(b) To be completed by non-leaders from AATB   

  Statement to evaluate 1 2 3 4 5 

Transformational 

 Idealized Influence (II) /Charisma 

1 My supervisor go beyond self-interest for the good of the 

organization /attributes/ mainly in addressing urban public transport 

management problems 

[ ] [ ] [ ] [ ] [ ] 

2 My supervisor consider the moral and ethical consequences of 

decision /behaviors/ in managing urban public transport management 

problems  

[ ] [ ] [ ] [ ] [ ] 

 Inspirational Motivation (IM) 

3 My supervisor talks optimistically about the future of the 

organization particularly in addressing urban public transport 

management problems  

[ ] [ ] [ ] [ ] [ ] 

 Intellectual Simulation (IS) 

4 My supervisor re-examine critical assumptions to question related 

to urban public transport management problems whether they are 

appropriate  

[ ] [ ] [ ] [ ] [ ] 

 Individual Consideration (IC) 

5 My supervisor helps others to develop their strengths towards 

managing urban public transport management problems 

[ ] [ ] [ ] [ ] [ ] 

Transactional 

 Contingent Reward (CR) 

6 My supervisor makes clear what one can expect to receive when 

performance goals related to urban public transport management 

[ ] [ ] [ ] [ ] [ ] 
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problems are achieved 

 Management by Exception (MBE) 

7 My supervisor keeps track of all mistakes pertinent to urban public 

transport management problems (Active) 

[ ] [ ] [ ] [ ] [ ] 

8 My supervisor waits for things to go wrong before taking action 

related to urban public transport management problems /Passive/  

[ ] [ ] [ ] [ ] [ ] 

9 My supervisor avoids making decisions related to urban public 

transport management problems / Laissez-Faire/ 

[ ] [ ] [ ] [ ] [ ] 

Source: (i) KwasiDartey-Baah, 2015) (ii) North House, 2019), reproduced by special 

permission of the publisher, MIND GARDEN, Inc., www.mindgarden.comfrom the 

Multifactor Leadership Questionnaire by Bernard M. Bass and Bruce J. Avolio. Copyright © 

1995, 2000, 2004 by Bernard M. Bass and Bruce J. Avolio. (Customized by the researcher) 

Urban public transport management problems    

No Statement to evaluate 1 2 3 4 5 

 
Economic growth, efficiency and effectiveness 

     

1 I believe that there are too much delays for vehicles (by type) at 

intersections/ road congestion 

[ ] [ ] [ ] [ ] [ ] 

2 I think that there are too much delays for pedestrians at road 

crossing/ road congestion 

[ ] [ ] [ ] [ ] [ ] 

3 I am of the opinion that the average time and money costs of 

journeys actually undertaken are high 

[ ] [ ] [ ] [ ] [ ] 

4 I think that there is variability in journey time (by type of journey)  [ ] [ ] [ ] [ ] [ ] 

5 I believe that costs of operating different transport services are 

high 

[ ] [ ] [ ] [ ] [ ] 

6 I think that indicators for access and mobility/ transport 

infrastructure/ by area and economic sector are poor 

[ ] [ ] [ ] [ ] [ ] 

7 I think that there is tax revenue from vehicle use  [ ] [ ] [ ] [ ] [ ] 

 Health, safety and security      

8 I believe that there are many traffic accidents/personal injury/fatal 

and property/by user type per person or per vehicle kilometre 

travelled 

[ ] [ ] [ ] [ ] [ ] 

9 I think that there are many security incidents per person or [ ] [ ] [ ] [ ] [ ] 

http://www.mindgarden.com/
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vehicle-kilometre travelled  

10 I am of the opinion that there are high perceptions of security 

while traveling  

[ ] [ ] [ ] [ ] [ ] 

11 I believe that percentage of trips/travel made by non-motorized 

modes (cycling or walking) particularly walking are high 

[ ] [ ] [ ] [ ] [ ] 

 Access and mobility      

12 I am not satisfied with activities/ transport infrastructure (by type 

within a given time and money cost for a specified origin and 

mode)  

[ ] [ ] [ ] [ ] [ ] 

13 I believe that costs of travel to activities (by type) from a specified 

origin by a specified mode are generally beyond the means of 

travellers 

[ ] [ ] [ ] [ ] [ ] 

14 I believe that indicators as above, considered separately for 

different impact groups are not sufficiently addressed by the 

service provider / huge gap between trip generated and travel 

demand/ 

[ ] [ ] [ ] [ ] [ ] 

 Environmental responsibility      

15 I believe that there are too much noise levels [ ] [ ] [ ] [ ] [ ] 

16 I am of the opinion that there is high vibration [ ] [ ] [ ] [ ] [ ] 

17 I think that there are high levels of different air quality (local) 

pollutants  

[ ] [ ] [ ] [ ] [ ] 

18 I believe that there are too much greenhouse gas emissions  [ ] [ ] [ ] [ ] [ ] 

19 I think that the fuel consumption for the area as a whole is high [ ] [ ] [ ] [ ] [ ] 

20 I am of the opinion that there are other sustainable public 

transport development problems 

[ ] [ ] [ ] [ ] [ ] 

 Livability, Connectivity and Amenity      

21 I believe that there are high perceptions of security while traveling  [ ] [ ] [ ] [ ] [ ] 

22 I think that there are perceptions of community severance [ ] [ ] [ ] [ ] [ ] 

23 I believe that there is high visual intrusion [ ] [ ] [ ] [ ] [ ] 

24 I am of the opinion that there is townscape quality (subjective) 

problem 

[ ] [ ] [ ] [ ] [ ] 
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 Other public transport management issues      

25 I believe that there is low level stakeholder participation and partnership 

in addressing urban public transport management problems 

(participation of stakeholders in the whole process of programs and 

projects from initiation to completion giving particular emphasis to the 

informal sector Non-Motorized Transport /NMT/ and the urban poor in 

an institutionalized manner) 

[ ] [ ] [ ] [ ] [ ] 

26 I am of the opinion that application of Integrated Development Plan 

(IDP) approach in addressing urban public transport management 

problems (enhancing the planning and development of other sectors and 

ensuring implementation through well thought and crafted institutional 

arrangements, resources management and enforcement mechanisms) is 

not satisfactory 

[ ] [ ] [ ] [ ] [ ] 

27 I think that the adoption of incremental and flexible / process- based 

approach in addressing urban public transport management problems 

(accommodate emerging needs in the future due to resource limitations 

(finance, human, institutional, information and knowledge etc.)) is not 

satisfactory 

[ ] [ ] [ ] [ ] [ ] 

28 The promotion of good governance (transparency, affordability, 

availability, accountability, equity, and capacity at local levels and also 

streamline the local, regional and federal level governance structures) in 

addressing urban public transport management problems is not 

satisfactory 

[ ] [ ] [ ] [ ] [ ] 

29 I believe that there is no paradigm shift in urban public transport service 

and traffic management (consider the needs of future generations, 

planning transport service and land use concurrently and iteratively, 

conserve and enhance the natural, focus on both mobility and access (to 

people, places, goods and services), making best use of existing 

transport infrastructure and services and influencing and managing 

travel demands, collaborative planning based on achieving good system-

wide outcomes and focus on movement of people than movement of 

vehicles) 

[ ] [ ] [ ] [ ] [ ] 

Source: May, T, and Taylor, M. (2002), Louw, J, (2002) & Queensland (2003) (Customized by the 

researcher) 
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(c) To be completed by customers from AATB 

Part I: General Information  

1. Gender     [] Male    [] Female  

2. Age  

[] 20-30    [] 30-40      [] 40-50                [] 50 and above 

3. Type of service requested 

[] Drivers and vehicles service related   [] Anbesa and sheger bus related  

[] Traffic management related              [] Light rail train related   [] Others 

4. Educational qualification 

[ ] Doctoral Degree/ PhD   [ ] Master‟s Degree                     [ ] Bachelor‟s Degree

  

[] Diploma     [] Higher/Secondary Education    [ ] Other 

Part II: Close ended questions 

  Statement to evaluate 1 2 3 4 5 

Transformational 

 Idealized Influence (II) /Charisma 

1 The organization goes beyond self-interest for the good of its 

institution /attributes/ mainly in addressing urban public transport 

management problems 

[ ] [ ] [ ] [ ] [ ] 

2 The organization considers the moral and ethical consequences of 

decision /behaviors/ in managing urban public transport management 

problems 

[ ] [ ] [ ] [ ] [ ] 

 Inspirational Motivation (IM) 

3 The organization talks optimistically about the future of the 

institution particularly in  addressing urban public transport 

management problems  

[ ] [ ] [ ] [ ] [ ] 

 Intellectual Simulation (IS) 

4 The organization re-examines critical assumptions to questions  

related to urban public transport management problems whether 

they are appropriate  

 

[ ] [ ] [ ] [ ] [ ] 

 Individual Consideration (IC)  
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5 The organization helps its staff to develop their strengths towards 

managing urban public transport management problems  

[ ] [ ] [ ] [ ] [ ] 

Transactional 

 Contingent Reward (CR) 

6 The organization makes clear what one can expect to receive when 

performance goals related to urban public transport management  

problems are achieved 

[ ] [ ] [ ] [ ] [ ] 

 Management by Exception (MBE) 

7 The organization keeps track of all mistakes related to urban public 

transport management problems (Active) 

[ ] [ ] [ ] [ ] [ ] 

8 The organization waits for things to go wrong before taking action 

pertinent to addressing urban public transport management problems 

/Passive/ 

[ ] [ ] [ ] [ ] [ ] 

9 The organization avoids making decisions related to urban public 

transport management problems /Laissez-Faire/ 

[ ] [ ] [ ] [ ] [ ] 

Source: (i) KwasiDartey-Baah, 2015) (ii) North House, 2019), reproduced by special 

permission of the publisher, MIND GARDEN, Inc., www.mindgarden.comfrom the 

Multifactor Leadership Questionnaire by Bernard M. Bass and Bruce J. Avolio. Copyright © 

1995, 2000, 2004 by Bernard M. Bass and Bruce J. Avolio. (Customized by the researcher) 

Urban public transport management problems    

No Statement to evaluate 1 2 3 4 5 

 
Economic growth, efficiency and effectiveness 

     

1 I believe that there are too much delays for vehicles (by type) at 

intersections/ road congestion 

[ ] [ ] [ ] [ ] [ ] 

2 I think that there are too much delays for pedestrians at road 

crossing/ road congestion 

[ ] [ ] [ ] [ ] [ ] 

3 I am of the opinion that the average time and money costs of 

journeys actually undertaken are high 

[ ] [ ] [ ] [ ] [ ] 

4 I think that there is variability in journey time (by type of journey)  [ ] [ ] [ ] [ ] [ ] 

5 I believe that costs of operating different transport services are 

high 

[ ] [ ] [ ] [ ] [ ] 

6 I think that indicators for access and mobility/ transport [ ] [ ] [ ] [ ] [ ] 

http://www.mindgarden.com/
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infrastructure/ by area and economic sector are poor 

7 I think that there is tax revenue from vehicle use  [ ] [ ] [ ] [ ] [ ] 

 Health, safety and security      

8 I believe that there are many traffic accident/personal injury/fatal 

and property accidents by user type per person or per vehicle 

kilometre travelled 

[ ] [ ] [ ] [ ] [ ] 

9 I think that there many security incidents per person or vehicle-

kilometre travelled  

[ ] [ ] [ ] [ ] [ ] 

10 I am of the opinion that there are high perceptions of security 

while traveling  

[ ] [ ] [ ] [ ] [ ] 

11 I believe that percentage of trips/travel made by not-motorized 

modes (cycling or walking) particularly walking are high 

[ ] [ ] [ ] [ ] [ ] 

 Access and mobility      

12 I am not satisfied with activities/ transport infrastructure (by type 

within a given time and money cost for a specified origin and 

mode)  

[ ] [ ] [ ] [ ] [ ] 

13 I believe that costs of travel to activities (by type) from a specified 

origin by a specified mode are generally beyond the means of 

travellers 

[ ] [ ] [ ] [ ] [ ] 

14 I believe that indicators as above, considered separately for 

different impact groups are not sufficiently addressed by the 

service provider / huge gap between trip generated and travel 

demand/ 

[ ] [ ] [ ] [ ] [ ] 

 Environmental responsibility      

15 I believe that there are too much noise levels [ ] [ ] [ ] [ ] [ ] 

16 I am of the opinion that there is high vibration [ ] [ ] [ ] [ ] [ ] 

17 I think that there are high levels of different air quality (local) 

pollutants  

[ ] [ ] [ ] [ ] [ ] 

18 I believe that there are too much greenhouse gas emissions  [ ] [ ] [ ] [ ] [ ] 

19 I think that the fuel consumption for the area as a whole is high [ ] [ ] [ ] [ ] [ ] 

20 I am of the opinion that there are other sustainable public 

transport development problems 

[ ] [ ] [ ] [ ] [ ] 
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 Livability, Connectivity and Amenity      

21 I believe that there are high perceptions of security while traveling  [ ] [ ] [ ] [ ] [ ] 

22 I think that there are perceptions of community severance [ ] [ ] [ ] [ ] [ ] 

23 I believe that there is high visual intrusion [ ] [ ] [ ] [ ] [ ] 

24 I am of the opinion that there is townscape quality (subjective) 

problem 

[ ] [ ] [ ] [ ] [ ] 

 Other public transport management issues      

25 I believe that there is low level stakeholder participation and 

partnership in addressing urban public transport management 

problems (participation of stakeholders in the whole process of 

programs and projects from initiation to completion giving 

particular emphasis to the informal sector Non-Motorized 

Transport /NMT/ and the urban poor in an institutionalized 

manner)  

[ ] [ ] [ ] [ ] [ ] 

26 I am of the opinion that application of Integrated Development 

Plan (IDP) approach in addressing urban public transport 

management problems (enhancing the planning and development 

of other sectors and ensuring implementation through well 

thought and crafted institutional arrangements, resources 

management and enforcement mechanisms) is not satisfactory 

 

[ ] [ ] [ ] [ ] [ ] 

27 I think that the adoption of incremental and flexible / process- 

based approach  in addressing urban public transport management 

problems (accommodate emerging needs in the future due to 

resource limitations (finance, human, institutional, information 

and knowledge etc.)) is not satisfactory 

[ ] [ ] [ ] [ ] [ ] 

28 The promotion of good governance (transparency, affordability, 

availability, accountability, equity, and capacity at local levels and 

also streamline the local, regional and federal level governance 

structures) in addressing urban public transport management 

problems is not satisfactory 

[ ] [ ] [ ] [ ] [ ] 

29 I believe that there is no paradigm shift in public transport service [ ] [ ] [ ] [ ] [ ] 
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and traffic management (consider the needs of future generations, 

planning transport service and land use concurrently and 

iteratively, conserve and enhance the natural, focus on both 

mobility and access (to people, places, goods and services), 

making best use of existing transport infrastructure and services 

and influencing and managing travel demands, collaborative 

planning based on achieving good system-wide outcomes and 

focus on movement of people than movement of vehicles). 

Source: May, T, and Taylor, M. (2002), Louw, J, (2002) &Queensland (2003) (Customized 

by the researcher)  

 

 

 


