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1.0: Introduction 

 The purpose of this paper is to explain the efficacy of using Public-Private-

Partnerships, or PPPs, in public transportation infrastructure projects in Kenya. It utilizes 

data based on a survey, which was administered to 114 farmers across 6 different 

regions in Kenya, to find out how, indirectly, PPPs impact the average Kenyan farmer in 

how they transport their goods, the costs associated with transporting their goods, and 

the time it takes to transport their goods. To administer this survey, several university 

students from Nairobi were sent to each of the 6 regions, over a period of roughly 2 

months.  

 Below is a map of the Lamu Port and Lamu-Southern Sudan-Ethiopia Transport 

Corridor (LAPSSET). It is the current (and proposed) network of highways, rail, and oil 

pipelines that are being funded largely by PPP’s, and are an integral part of Kenya’s 

infrastructure goal initiative, Kenyavision 2030. (Kenyavision 2030)  

 

http://www.chinafrica.cn/english/africa_report/txt/2012-03/31/content_444037_2.htm 

http://www.chinafrica.cn/english/africa_report/txt/2012-03/31/content_444037_2.htm
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1.1: Review of Literature 

 Prior to studying the efficacy of PPP’s in creating an efficient transportation 

infrastructure network, it is important to look at the history of the region.  

In general, the areas studied most widely with regards to transportation 

infrastructure in East Africa either pertain to the historical/political precedent, the actual 

planning and implementation aspect, or the potential ramifications of the 

implementation of a particular transportation network. These three aspects all relate to 

one another in very complex and multidimensional ways. Through carefully analyzing 

the three types of articles and studies all together, it allows for a fuller understanding of 

transportation in East Africa – it’s past, present, and potential future - as a whole. It also 

helps in understanding the successes- and hindrances of transport in East Africa, and 

why it is quickly becoming an international transportation hub. (Kimenyi, 2014)  

With regards to history, the primary phase of infrastructure development in East 

Africa occurred during the late 19th century and into the 20th century. Such rapid 

development was necessary, as the British Imperial government, in tandem with private 

corporations (namely IBEAC, or Imperial British East Africa Company, which was largely 

privately owned), set up a protectorate and then direct colonial holding in East Africa 

for purely economic purposes. Britain needed a way to both access valuable resources 

in the interior regions, and provide an efficient infrastructure to transport those raw 

materials to the mother country. A rail line connecting Mombasa with Kisumu was 

quickly developed, which allowed for effective transport from the Indian Ocean to 

Lake Victoria, and to most everywhere in between. (Kenyalogy, 2014) Nowadays, 

transportation services in Kenya can be seen as windows into past systems- as much of 
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the infrastructure developed around the turn of the century still plays a huge role in 

transport in East Africa today. (Alila et. al, 2005)  

The planning and policy-making part of the equation is huge. It is what controls 

when, where, how, and by whom a network or project is developed, and it also creates 

a link between the public sector, and the private sector. Articles that pertain to this 

aspect of transportation infrastructure in East Africa generally focus on how important it 

is for a state government to allow for private sector involvement in projects, while at the 

same time working as the project leaders/supervisors. (Christie et. Al., 2012) This 

promotes a healthier transport system which is tailored to the needs of both the public 

and private sectors.   

Another key element of the planning aspect of transportation networks in East 

Africa is the connection between infrastructure, and services. In essence, it is crucial for 

a state to take into consideration the services which will be provided, both directly and 

indirectly, by a particular network. (Olievschi, 2013) Although services and infrastructure 

can be planned in isolation of each other, the best long-term results are likely to be 

achieved if they are improved in conjunction with each other. (Hine, 2014) This holistic 

approach leads ultimately to greater efficiency. Most procedures which incorporate 

the planning of both infrastructure, and the services which will use that 

infrastructure, see great importance in determining the economic feasibility of 

investments in a network, the projected social and economic impact in a region, 

and the effectiveness of a transportation network in facilitating the growth of services 

which are dependent on an efficient transportation network.   

The ability to monitor, and evaluate a transportation network’s efficiency in an 

efficient and effective way is also key to planning new infrastructure networks in East 
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Africa, as well as maintaining existing networks. A monitoring and evaluation (M&E) 

system is an essential element of not only the planning, but also the design and 

implementation of transport projects, and is useful in assessing whether projects achieve 

their strategic and development objectives. (Airey, 2014) The current gaps in the 

understanding of transportation networks’ feasibility and impact on both the regional 

economy, and the populace in East Africa exist largely due to methodological 

weaknesses of existing impact studies in Africa and the failure to undertake robust 

baseline data collection before a rural transport project has started. (Starkey, 2007) It is 

important to survey the populations which will be affected by a network in some way, in 

order to understand more fully the pre-existing situation. It is also incredibly important to 

survey the populace on their needs (ie. User Satisfaction Surveys), and what they would 

like to see in a particular network. (Raballand, 2008) It is then also important to 

incorporate both public and private services in on the decision making process, as well 

as both public and private financiers, in order to check for financial feasibility. The 

complex nature of most transport networks require a systematic framework for 

monitoring what works – and what does not work. An efficient M&E system has the 

potential to benefit a population, and numerous industries, in a huge way. (Banjo et. al, 

2014)  

Through carefully monitoring and evaluating a transportation infrastructure 

project, one can forecast the potential effects and ramifications of that project, in the 

future. It is incredibly important for state governments to recognize and fully understand 

what they are trying to accomplish, and how a transportation system will affect the 

population, certain industries, private corporations, and even foreign nations, for better 

or for worse. (Mitiku, 2009) The only way that East Africa can build a truly efficient 
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network of interregional transportation, is to analyze and understand the history of a 

particular transport system and the demographics surrounding it, incorporate both 

public and private services in on the planning process of any and all new projects, 

include both public and private sector financiers in on the planning process, monitor 

and evaluate pre-existing networks through conducting surveys of regional populations, 

financiers, and services whom are affected by a network, and by understanding the 

potential ramifications of the implementation of a transportation infrastructure network. 

The public and private sectors must work together in an open manner, and state 

transportation agencies must not forget what their true purpose should be – which is to 

connect a region efficiently and effectively, in a manner which is inclusive of all parties 

whom will be dependent on transportation infrastructure.  

 

 

2.0: Research Question 

1) How do Public Private Partnerships impact the funding, construction, and 

maintenance of an integrated rail and road network, and how do PPPs contribute 

(indirectly) to a more efficient transportation network? 

For this question, I will examine all aspects of a PPP; Financing, construction, 

maintenance, and impact on the population, through asking survey questions which 

compare and contrast networks that use a PPP system, vs. networks that do not. (The 

questions will not ask specifically about PPPs, as most people taking this survey will most 

likely not be concerned with the framework behind the system, just the efficiency of the 

system itself). 
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2) How can the Kenyan government create an environment that is more 

conducive to the development of efficient, and effective transportation networks? 

For this question, I will analyze survey questions specific to transportation system’s 

user’s needs, priorities, and issues with the current network. 

3) What can we learn from historical transportation infrastructure networks in 

Kenya, and how can historical transportation networks be updated to fit the needs of 

today? 

For the first part of this question, I will rely heavily on historical information, both 

quantitative and qualitative. I will then use survey questions relating to the needs and 

priorities of individuals in Kenya today, to see how previous systems can be 

updated/modified to fit to today’s needs. 

 

 

2.1: Hypotheses 

 The following are hypotheses on the efficacy of PPP’s for use in funding and 

managing transportation infrastructure projects in Kenya.  

 1. PPPs allow for road and rail projects to be funded in a more efficient manner, and 

allow for networks to be tailor-made to the needs of both the private sector and of 

the public sector – increasing efficiency.   

2. If the Kenyan government were to allow for increased availability of transport 

projects to the private sector, it would lead directly to increased efficiency.  
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3. The Kenyan government should focus on updating and upgrading existing routes, 

and should prioritize funding towards those routes which have historically: 

a) Been most used 

b) Made the greatest impact on the Kenyan economy 

 

 

3.0: Methods 

 For this project, a survey was created to gauge Kenyan farmers’ views, thoughts, 

and feelings on the state of transportation infrastructure in their region. This survey 

included 20 questions, spanning 2 major categories: 

• Quantitative information on what they produce and their costs of transportation. 

• Qualitative information regarding their thoughts and feelings on their local 

transport systems.  

The data, both quantitative and qualitative, was then looked at in a way that 

factors in publicly available data by the Kenyan government, to see how Public-

Private-Partnerships play a role in each of the transportation links discussed in the 

survey.  

  

 

 4.0: Results and Discussion 

 Overall, there were 114 volunteers who took part in the survey, from 6 different 

regions in Kenya. This figure includes 25 individuals in Kirinyaga, 10 individuals in Trans-

Nzoia, 17 individuals in Nyeri, 21 individuals in Kisii, 21 individuals in Kericho, and 20 

individuals in Meru. Not all questions asked in the survery are mentioned in this paper 
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however, in an attempt to condense the findings as much as possible. The questions 

and results are as follows: 

1. In general, how would you rate the current state of the nearby roads in your 

area or neighbourhood? 

For this question, across the 6 regions, 43 respondents responded “Poor,” 38 

responded “Satisfactory,” 28 responded “Good,” and 5 responded “Excellent.” 

This shows that only 28.9% of the population surveyed across the 6 regions 

consider the infrastructure in their area or neighbourhood to be “Good,” or 

“Excellent.”  

 Kirinyaga 
Trans-
Nzoia Nyeri Kisii Kericho Meru Total 

Poor 10 8 6 7 3 9 43 
Satisfactory 5 1 6 6 11 9 38 
Good 9 0 4 8 5 2 28 
Excellent 1 1 1 0 2 0 5 
        

 

2. Do you transport products and if so, what products to you transport? 

This question helped to determine what each survey respondent transports, so as 

to get a better idea of what is transported along the roads in each of the 6 

regions. There was a wealth of diversity in the answers provided, with maize, 

beans and milk being the most-transported goods, in that order.  

 

3. On average, how many times per month do you transport these products? 

For this question, across the 6 regions, the average number of times per month 

the goods mentioned in Question 2 are transported is 8.83 times per month. In 

number of times per month, the average for Kirinyaga was 5.218, the average for 
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Trans-Nzoia was 9.000, the average for Nyeri was 14.775, the average for Kisii was 

7.302, the average for Kericho was 10.295, and the average for Meru was 6.412.  

 

 

4. How are the products transported? 

For this questions, across the 6 regions, the most common responses for how 

goods are transported is “Motorbike,” and “By Foot.”  

 

5. On average, in the past 10 years, how have your costs associated with 

transporting your products changed? (Transport costs, specifically). 

For this question, across the 6 regions, 72 respondents said that their transport 

costs have increased, 14 respondents said that their transport costs have 

decreased, and 28 respondents said that either their transport costs have 

remained relatively constant, or that this question is not applicable to them. (The 

latter could include subsistence farmers).  

  Increase Decrease 
N/A 
(Constant) Total 

 Kirinyaga 16 3 6 25 

 
Trans-
Nzoia 6 0 4 10 

 Nyeri 15 1 1 17 
 Kisii 11 5 5 21 
 Kericho 9 4 8 21 
 Meru 15 1 4 20 
  72 14 28  

 

6. On average, in the past 10 years, how has the length of time it takes to 

transport your products changed? 
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For this question, across the 6 regions, a total of 6 respondents said “Increase,” 

while 69 responded “Decrease,” and 39 responded “N/A or Constant.” The 

general trend shown in the results of this question point towards better 

infrastructure being constructed since 2005 (based on the time frame in the 

question), as well as more efficient ways of getting these farmers’ goods to 

market. Further analysis would be needed to gain insight into the specifics 

behind this trend.  

 Increase Decrease N/A Total 
Kirinyaga 0 18 7 25 
Trans-
Nzoia 0 4 6 10 
Nyeri 0 7 10 17 
Kisii 3 10 8 21 
Kericho 1 16 4 21 
Meru 2 14 4 20 

 6 69 39  
  

7. What has contributed to that change? 

The rise in motorbikes, small vehicles, as well as the improvement of local roads 

are all cited in the results, for this large-scale decrease in time taken to transport 

goods.  

8. Do you transport your products directly to a market, or do you sell first to a 

middle-man? 

For this question, across the 6 regions, 76 respondents said they transport their 

goods “Directly,” 14 said “Through Someone Else,” and 21 said “Direct and 

Through Someone Else.” 3 Respondents said “N/A,” these being primarily 

subsistence farmers. The fact that the majority of the respondents primarily 

directly transport their goods to their local market without going through a 
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middle-man, means that there is an inherent lack of freight and freight-

forwarding services in these regions. Of course, for many of these farmers, going 

through a middle-man would probably drive up their costs so much to a point 

that they are unprofitable.  

 Direct 

Through 
Someone 
Else 

Direct 
and 
Through 
Someone 
Else N/A Total 

Kirinyaga 10 5 8 2 25 
Trans-
Nzoia 10 0 0 0 10 
Nyeri 10 1 5 1 17 
Kisii 13 4 4 0 21 
Kericho 18 2 1 0 21 
Meru 15 2 3 0 20 

 76 14 21 3  
 

9. Overall, have you had positive or negative experiences with transport in 

the region? (Please explain). 

For this question, across the 6 regions, 53 respondents said “Positive,” 56 said 

“Negative,” 2 said “Other,” and 3 said “N/A.” Again, those that responded 

“N/A” to this question are primarily subsistence farmers. What the results to this 

question show, is that about an equal percentage of the population surveyed 

has mostly positive experiences with transport in their region, as those who said 

they have mostly negative experiences with transport in their region. 46.49% had 

mostly positive experiences, 49.12% had mostly negative experiences, 1.28% 

responded “Other,” and 2.63% responded “N/A.”  
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 Positive Negative Other N/A Total 
Kirinyaga 17 6 0 2 25 
Trans-
Nzoia 1 9 0 0 10 
Nyeri 3 13 0 1 17 
Kisii 11 10 0 0 21 
Kericho 13 6 2 0 21 
Meru 8 12 0 0 20 

 53 56 2 3  
 

The breakdown of the percentages are as follows: 

 Positive Negative Other N/A 
Kirinyaga 68% 24% 0% 8% 
Trans-
Nzoia 10% 90% 0% 0% 
Nyeri 17.65% 76.47% 0% 5.88% 
Kisii 52.38% 47.62% 0% 0% 
Kericho 61.90% 28.57% 9.53% 0% 
Meru 40% 60% 0% 0% 
     

As shown in the table above, respondents have generally more positive 

experiences with transport in the region in Kirinyaga, Kisii and Kericho, than in 

Meru, Nyeri, and Trans-Nzoia (in order of descending percentages of “Positive” 

transport experiences in each respective region).  

 

10. Do you regularly transport your products outside of Kenya? 

For this question, across the 6 regions, those surveyed overwhelmingly said that 

they do not regularly transport goods outside of Kenya. Only 2 said that they do 

so “Often,” and 1 said he/she does so “Rarely.” So therefore, for this project, the 

vast majority of the transportation of goods is done regionally.  
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 Often Rarely Never Total 
Kirinyaga 0 0 25 25 
Trans-
Nzoia 0 0 10 10 
Nyeri 0 0 17 17 
Kisii 0 0 21 21 
Kericho 2 1 18 21 
Meru 0 0 20 20 

 2 1 111  
 

13. How often do you utilise local rail to transport your products? Please 

specify which rail lines/stations. 

For this question, across the 6 regions, no one responded that they use rail. 

Therefore, most if not all use local roads to transport their goods.  

 Often Rarely Never Total 
Kirinyaga 0 0 25 25 
Trans-
Nzoia 0 0 10 10 
Nyeri 0 0 17 17 
Kisii 0 0 21 21 
Kericho 0 0 21 21 
Meru 0 0 20 20 

 0 0 114  
 

14. Which mode of transportation do you primarily use to transport your 

products? (Please specify if other). 

For this question, across the 6 regions, all respondents said “Road,” except for 1 

respondent who said “N/A.” It is also important to mention that many of the 

respondents in the personal notes section of the survey stated that they wish for 

the return of the rail, as it would increase the ease with which goods are 

transported.  
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17. How often do you transport products along the current LAPSSET (Lamu 

Port and Lamu-Southern Sudan-Ethiopia Transport Corridor), such as on the Isiolo 

– Marsabit – Moyale, A2 Road? 

As mentioned previously, the LAPSSET corridor is the PPP-funded transport 

network that is/will be comprised of roads, rail, and an oil pipeline connecting 

the Indian Ocean to Isiolo, Kenya, and then connecting Isiolo to Ethiopia to the 

north and South Sudan in the northwest.  

 

https://enr.construction.com/engineering/subscription/LoginSubscribe.aspx?cid=

30487 

 Road Rail Ship Air Other N/A Total 
Kirinyaga 25 0 0 0 0 0 25 
Trans-
Nzoia 10 0 0 0 0 0 10 
Nyeri 16 0 0 0 0 1 17 
Kisii 21 0 0 0 0 0 21 
Kericho 21 0 0 0 0 0 21 
Meru 20 0 0 0 0 0 20 

 113 0 0 0 0 1  

https://enr.construction.com/engineering/subscription/LoginSubscribe.aspx?cid=30487
https://enr.construction.com/engineering/subscription/LoginSubscribe.aspx?cid=30487


Callaway [Type here] [Type here] 

17 
 

 

The data from the survey shows that, across the 6 regions, 1 responded “Weekly,” 

1 Responded “Annually,” and the rest, or 112, responded “Never.” These results 

are very similar to those of question 10; suggesting that of the 3 that responded 

previously to the question, “Do you regularly transport your products outside of 

Kenya?” 2 of the 3 use the LAPSSET corridor – one on a weekly basis, and one on 

a yearly basis – and 1 of the 3 does not use the LAPSSET corridor. All 3 of these 

respondents were from the Kericho region, suggesting that the 1 that responded 

“Never” to question 17 who responded either rarely or often to question 10, 

probably transport their goods mostly to Tanzania in the south, as Kericho is in the 

far-western part of Kenya, near Lake Victoria and only roughly 190 km from the 

Tanzanian border. The 2 who responded that they do use the LAPSSET corridor 

most likely use the northern portion of the A1 road to transport their goods to 

either Uganda, or South Sudan.  

 Annually Weekly Never Total 
Kirinyaga 0 0 25 25 
Trans-
Nzoia 0 0 10 10 
Nyeri 0 0 17 17 
Kisii 0 0 21 21 
Kericho 1 1 19 21 
Meru 0 0 20 20 

 1 1 112  
 

------------------------------------------------------------ 

 

4.1: Discussion 
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 In analyzing this data, as previously mentioned in this paper, I am trying to draw 

connections between the transport networks utilized in the survey with the efficacy of 

Public-Private-Partnerships. For this section, I will be referring heavily to the Kenya Rural 

Roads Authority, or KeRRA, and their role in what is essentially a large-scale PPP that 

exists between the Kenyan government, and other state governments for many 

projects. The following is a chart that describes the leading financial donors to the road 

system in Kenya: (African Development Fund, 5)  

 
http://www.afdb.org/fileadmin/uploads/afdb/Documents/Project-and-Operations/Kenya_-_Nairobi-Thika_Highway_Improvement_Project_-_Appraisal_Report.PDF 

 As outlined in the Kenya Roads Act of 2007, the KeRRA has the responsibility of 

overseeing the “development, rehabilitation, maintenance and management of rural 

roads in the country.” Therefore, with regards to the PPP model, I will consider them as 

the Public Entity, acting on behalf of the Kenyan government, and the Kenyan people. 

Therefore, in many cases, the private entity is oftentimes other state governments or 

non-governmental organizations (NGO’s). There are many examples of this. One 

example of this is the African Community Access Programme, or (AFCAP). Funded by 

the UK government, they are a “research initiative using evidence to promote the 

development of safe, sustainable, least-cost, all-weather, locally-owned access for 

poor rural communities.” So in effect, organizations such as AFCAP could be considered 



Callaway [Type here] [Type here] 

19 
 

the private arm of the PPP. China is also starting to play a major role in the ‘private’ arm 

of the PPP in infrastructure projects in East Africa. (ChinaAfrica)  

 So now that we have established the basic framework of what a PPP with 

respect to Kenyan roads could possibly look like, the next step is to examine the specific 

roads mentioned in the survey. It is also important to note that most roads used by 

people in the survey are Class C roads, which are the lowest level of roads in Kenya. 

(The scale ranges from A to B to C). As defined by the Kenya National Highways 

Authority, “Class C primary roads were originally defined as linking provincially 

important centres to each other or higher class roads; this has been reinterpreted more 

recently to mean linking district headquarters to each other and higher level roads or 

centres.”  

 The majority of the roads used in this project were initially constructed and 

maintained without Public-Private-Partnerships, while today, that is starting to change. 

Kenya’s PPP Unit is greatly expanding efforts to upgrade infrastructure across the 

country, and perhaps the general trends of increased transport costs and decreased 

transport times can help to account for this trend towards PPP funding and planning of 

road infrastructure projects. For 72 people reported an increase in transport costs, and 

14 reported decreased costs in transport. While at the same time, 69 people report a 

decrease in transport times, while 6 reported an increase in transport times. This inverse-

relationship between cost and time is shown below. 
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 So, perhaps on this basis, it can be assumed that the rise of PPPs in Kenya helps 

most farmers transport goods more easily, while at a higher price. However, in the long 

run, perhaps it can also be assumed that these shorter transport times and eventual 

decline in breakdowns on the road (thanks to improving road conditions deriving from 

the increase in PPP-funded roads), total costs could ultimately be lower. And according 

to the Global Partnership for Effective Development Co-operation, “Kenya’s PPP Unit is 

new, and you need to build capacity to understand how the private sector can work 

with government.” (GPfEDC, 2015) Thus, further research will be needed in the future in 

order to accurately see what the impact of PPPs on the Kenyan farmer truly is. However 

what is clear, is that for most of these roads which are used by respondents in the 

survey, they are D and E Class roads, which are planned and executed through DRC’s 

and the MoR, respectively. And for larger, A, B, and C class roads, the MoR is fully 

responsible for both the planning, and execution. More information is needed to 

determine whether funding for the specific roads in this project were funded by PPP’s, 

however. The LAPSSET corridor however, is funded primarily by PPPs, although only a 
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select few individuals in this survey reported to use it on a regular or somewhat regular 

basis.  

 The following are a re-statement of the hypotheses of this survey, prior to 

administering it:  

1. PPPs allow for road and rail projects to be funded in a more efficient manner, 

and allow for networks to be tailor-made to the needs of both the private sector 

and of the public sector – increasing efficiency.   

This hypothesis was largely confirmed, as over the past 10 years, as PPPs have 

been becoming increasingly used in the Kenyan transport sector, the quality of 

many roads have increased, and transport times have (in general) decreased.  

2. If the Kenyan government were to allow for increased availability of transport 

projects to the private sector, it would lead directly to increased efficiency.  

Based on the possibility of the first hypothesis being confirmed, this hypothesis 

could potentially be true as well.  

3. The Kenyan government should focus on updating and upgrading existing 

routes, and should prioritize funding towards those routes which have historically: 

a) Been most used 

b) Made the greatest impact on the Kenyan economy 
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Based on the data, this is probably true. However, many survey respondents 

emphasized their desire for a return of railroads in some of the regions. 

Fortunately, Kenyavision 2030 has plans for constructing new and fairly extensive 

rail links across much of the country.  

 

 Overall, this survey accomplished at pointing out the pitfalls in the current 

transportation networks in each of the six regions listed. It identified the overwhelming 

desire to have railroads return to the regions, as well as updates to the road networks, 

and increases in levels of security along roads. These can be ameliorated with 

increased funding, and therefore, it is plausible that PPP’s will help to improve road and 

rail conditions across the country. And PPP’s will most likely continue to grow in usage in 

East Africa, as many see it as a future hub for transportation, and manufacturing.  



Callaway [Type here] [Type here] 

23 
 

 

As seen in the above chart, the state MoR is responsible for the planning and execution 

of Class A, B, and C roads in Kenya. However, the MoR is only responsible for the 

execution of the construction of roads for Classes D and E. Local DRC’s are responsible 

for the planning aspect. Monitoring and Evaluation falls within the realm of the 

executing agency (African Development Fund, 15), which in both cases is the MoR. This 

gives the state government increased oversight of the overall Kenyan road network.  

 

Aspects of m&e undertaken by the MoR may include: “ 

(i) economic development and socioeconomic indicators for 
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[any regional] area,  

(ii) transport costs and time for specific types of vehicles and trips, 

(iii) transport services and transport charges,  

(iv) accident rates,  

(v) income levels, and  

(vi) jobs created in construction and maintenance. 

(African Development Fund, 15)  
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