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ABSTRACT 

This paper assesses the operational performance of the minibus transport service in Kano metropolis with a 

view to seeing if the current regulatory policy is beneficial to the travelling public. Twelve routes deemed to be 

representative of the metropolitan area were selected for observation and data collection.  Analysis of the 

performance index indicated that the minibus operation is profitable along any route. Furthermore the average 

vehicle kilometer of the fleet along any route was 41 km, far below the accepted norm of 210-260 km coverage 

for public transport operation and suggests that respondents on questionnaires on the minibus age and 

kilometer of coverage were insincere in their claims. The quality of service of the minibus system averaged 3.7 

minutes for waiting time, 70.0 for service frequency and 1.87 for load factor.  Moreover, passenger opinion on 

the minibus mode showed that 66% wanted improvement in public relation as against 4% that wanted fleet 

expansion. Forty-two percent viewed the minibuses as old whilst 4% accepted the system as it is. Minibus 

operation in Kano is deregulated but government monitors the fare structure. The wide over capacity 

experienced in the system does not result in additional benefits to passengers. Efforts should be directed at 

curtailing the traffic regulation abuses resulting from system over-capacity. 
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1. INTRODUCTION 

 

Kano is the commercial nerve centre in the Northern 

region. It is also an industrial centre, manufacturing 

products for the region and distributing same to 

neighbouring states. Kano is thus visited from all 

directions by a highly mobile population. An efficient 

transportation system is therefore an important need 

to ensure the smooth movement of traffic. One of the 

most conspicuous modes of public transport in Kano 

metropolis is the minibus. In a number of major 

Nigerian cities, the minibus carry up to 70% of 

municipal passengers, Kaduna, Jos, Ibadan for 

instance.  The benefits of the minibus as a public 

transport mode have been the focus of a continuing 

debate in both the developed and developing worlds. 

At the centre of the debate is whether regulation or 

deregulation of stage bus is more beneficial to the 

travelling public. At one extreme is the complete 

ownership of public transport companies and at the 

other, the complete ownership by private proprietors 

or driver-ownership. In between however, there is a 

wide range of ownership and control mechanisms. 

Proponents of deregulation argue that cost savings, 

more efficient and effective service for users will 

result from the development of a competitive market. 

However, those who favour regulation forecast no 

development of a contestable market, and hence few 

of the benefits which could be expected from a 

competitive environment (Pablo Salazar et al., 2013). 

In major third world cities, international donor 

agencies such as the World Bank, International 

Monetary Fund (IMF) have given impetus to the 

debate by encouraging the provision of urban stage 

bus services by private proprietors within a less 

regulated environment (World Bank, 1986; 1996; 

2000; 2002; Slobodan Mitric, 2013). The World Bank 

further believes that market forces and competition 

can improve the production and delivery of 

infrastructural services. 
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Arguments in favour of regulation have been 

advanced by Guihaire and Hao (2008), Tomás Eiróa 

et al. (2011) and Konstantina et al. (2011) with mixed 

benefits. The impacts of deregulation have been 

exactly the opposite of the expected benefits; higher 

fares and concentration of services to few service 

routes. Deregulation policies have led to an unstable 

market with wide over capacity, tripling of fares and 

a decline in passenger numbers. In addition the 

expansion of fleet has led to environmental 

disbenefits, traffic congestion and air pollution as 

reported by Jackie Walters (2013) and Paolo Delle et 
al. (2011). 

This paper assesses the operational performances of 

the minibus mode of transport in Kano Metropolis 

with a view to examining the quality of service and 

the policy framework guiding their operations. 

 

 

 

2. LITERATURE REVIEW 

 

Improvement of public transport services is a major 

goal of municipal authorities in both developing and 

developed countries. In Africa south of the Sahara, 

road use behaviour, in addition to poorly managed 

public transport services and/or monopoly of such 

services in the hands of a few entrepreneurs have 

seriously curtailed accessibility. The World Health 

Organization (WHO, 2007) predicted that by 2020, 

road traffic injuries, accidents and deaths will rank 

highest in sub-Saharan Africa against all-other low 

and middle income countries. Also aging fleet, 

increasing population, low income, poor scheduling 

of vehicles have constrained accessibility of transport 

services in sub-Saharan Africa (Guihaire and Hao, 

2008). 

Brendan (2013) indicates that the emergence of large 

scale minibus operations in Accra, Tbilisi and 

Kazakhstan followed the degeneration and collapse of 

formal bus services. Furthermore if an unregulated 

private system was provided, more people will 

choose to walk due to higher fares when compared to 

government provided systems. Moreover, it was 

discovered that the oversupply of transit vehicles that 

prevails in full competition private systems does not 

result in improved headways for passengers. 

Therefore, vehicle regulation is imperative when 

there is competition on a corridor. Difficulties 

encountered in deregulation of bus services in low 

income cities include drop in vehicle ownership rates 

and the high cost of public transport as a major item 

of expenditure for household budgets (Lourdes Diaz 

et al., 2013). According to Maria (2013), deregulation 

in Malta followed a bold step to remove monopolies 

enjoyed by an association of individual owners and 

developing a new network of services which cater 

more effectively to the public’s travelling demands. 

In Bangladesh, reforming the public transport sector, 

led to a PPP arrangement to provide access to the 

urban poor by bringing in new capital and expertise 

to improve public transport delivery (Cameron, 

2012). Efforts to improve public transport services 

through deregulation should be weighed carefully 

against stake holder acceptability, public concerns, 

gender, history of public transport development and 

equity. However, bringing about such improvements 

comes at a cost, and in the constrained fiscal state in 

which many cities in sub-Saharan Africa find 

themselves, investments should be made cautiously 

and with a keen eye on the benefits that can be 

extracted from such investments (Herrie and Roger, 

2013). 

Besides policy frameworks, other criteria for 

assessing the performance of a public transport 

system must be made in order to examine the 

economics and efficiency of public transport systems 

for sustainability. Efforts in this regard include the 

works of Paolo Delle et al. (2011); Steven Jones et al. 

(2013), Emine and Metin (2013), and Paolo et al. 
(2011) who examine the potential in urban 

environments of innovative public transport systems 

based on automation.  A stated preference survey was 

designed based on two questionnaires: one for the 

choice between foot and CTS, one for the choice 

between foot and a minibus. The responses to the two 

questionnaires were pooled and a logit model 

calibrated using the joint maximum likelihood. The 

results indicated the relative preference of the users 

for innovation, as the demand for CTS is higher than 

the demand for minibus, the scenario and level-of 

service attributes being the same. The hypothesis of 

heterogeneity across individuals of the attitude 

towards innovation was also tested using a mixed 

logit formulation.  

Steven et al. (2013), suggested a framework for 

screening urban transport projects in developing 

countries to reflect local issues relevant to 

sustainability. The framework was based on the 

integration of indigenous and scientific knowledge to 

reflect the sustainability of candidate projects. This 

was achieved through a participatory approach to 

integrate inputs from system users and providers to 

produce a term defined as the Localized 

Sustainability Score (LSS). The LSS determined for 

some selected projects maintained the original 
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relative rankings that were already derived using 

conventional methods. The LSS also has the added 

advantage of evaluating projects of different scales, 

which were not easy to evaluate together by 

conventional methods. 

 

Emine and Senbil (2013), set out to quantify and 

determine the underlying determinants of public bus 

transit travel-time variability using data collected in 

Turkey’s capital of Ankara. Public transit service in 

the Ankara metropolitan area is primarily based on 

the bus system, which is operated by both the public 

and private sectors. The bus transit system is 

generally mixed with other traffic (Right-of-Way); 

three main causes of travel-time variability were 

identified as temporal dimension, spatial dimension, 

and service characteristics. Model results indicate that 

all of these factors affect travel-time variability and 

concluded that a uniform reorganization of the system 

must be undertaken to control travel-time variability. 

3. DATA COLLECTION 

 

Data collected for this study was used to assess the 

performance and level of service of the minibus 

mode. Out of the 40 routes plied by the minibus 

mode, twelve routes were selected to represent the 

Kano metropolis. These routes were also the ones 

with high demand for the minibus modes.  Two sets 

of observers were stationed at either end of each 

route. Each observer recorded the number plate, 

departure time, the capacity of the minibus and the 

number of passengers at the time of departure. A third 

observer took a ride with the minibus at random times 

to record the number of stops along each route, the 

number of passengers that boarded or deboarded at 

each stop, the duration of stop times and the overall 

journey time at the destination. The distance between 

the origin and destination of each route were 

predetermined in advance and was used to determine 

the journey speed for each route. Similarly, the 

average age of fleet plying each route, the daily 

operating cost and the daily revenue were pre-

determined using a questionnaire. Data for the level 

of service assessment included the waiting time of 

passengers at either end of the trip, frequency of 

operation for each route, and the volume of 

passengers carried per hour for each route. 

3.1 Organisational Structure of Minibus 

Operations 

The organisation of the minibus system in Kano 

metropolis is mainly controlled and regulated by the 

National Union of Road Transport Workers 

(NURTW) and to a lesser degree by government 

regulations. Franchise is given to each licensee who 

has registered with the union. Vehicles must be 

approved and licensed by the ministry of works and 

transport and the board of internal revenue 

respectively.  By the edict establishing the operations 

of these vehicles, they are subject to inspection for 

road worthiness every six months by the Vehicle 

Inspection Officers from the ministry of works and 

transport. Drivers are required to have a public 

service vehicle operator’s license and all buses are 

subject to the normal traffic and transport ordinances.  

3.2 Determination of Routes. 

The designation of minibus routes depends on 

operators’ choice which is motivated by the need to 

maximise profit in the short term. The planning and 

monitoring of the system are undertaken by the 

National Union of Road Transport Workers 

(NURTW).  Two major operational structures of the 

minibus system are; 

 Licensee who owns and operates the bus by 

hiring a conductor and paying him daily or 

weekly basis. 

 Minibus owner who rents it out to an 

operator on a daily, weekly or monthly basis. 

This is the most common form of structure 

and because of its popularity an association 

known as the Nigerian Transport Owners 

Association was formed.  

Presently, there are over 40 routes covered by the 

minibus mode and the average vehicle capacities of 

10, 12 and 14 depending on the model of the 

minibus vehicle in operation. All vehicles for 

commercial operations are identified by a red 

number plate with a white background containing 

the map of Nigeria.  

3.3 Loading Patterns 

For each route there are two loading points; one at 

either end of the route with many bus stops in 

between them. Minibuses leave one point of the route 

with full load and stop at bus stops to drop and or 

pick passengers along the route. Even though there 

are designated bus stops along each route, minibuses 

do not adhere to picking/dropping passengers at such 

locations. Minibus drivers took the opportunity to 

drop/pick passengers at the mere sight of potential 

customers. This practice contributed to frequent flow 

interruptions on the highway bringing about 

avoidable increase in traffic flow density. During the 

peak periods, the passenger km along the routes is 

higher than the seat km thereby leaving the minibuses 

with high load factors as shown in Table 2. The 

implication is that the minibuses are too frequently 

overloaded, resulting in inconveniences to 

passengers. Minibus operators frequently switch from 

one route to another in anticipation of high demand 
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along such routes, with a view to maximising their 

profits. Illegal minibus operators also exist in many 

corridors in the metropolis. Such illegal operators 

avoid the two main loading points on each route in 

order to circumvent the payment of loading charges 

to NURTW and to avoid long queues at the loading 

points. Hence they pick passengers along each 

thereby reducing the headway and lowering the load 

factors as well. 

4. RESULTS 

 

4.1 Operational performance 

The results in Table 1 summarises the operational 

performance of the minibus mode. Minibuses in the 

Bata-Kurna corridor performed better on the average 

than buses in all other routes. The Bata-Kurna route 

has a distance of about 6 km and covered an average 

of 88.3 daily kilometer of operation, made an average 

of 45.5 km/hr. speed had fleet age of 5.4 years. The 

operating cost of the minibus mode incurred for the 

route is N1839.00 daily which represented 43% less 

the revenue generated.  However, buses plying route 

MMH-Gwale route (route12) covered the least 

distance daily, travelling on the average at 35km/hr. 

and an average fleet age of 5.3 years. The average 

revenue generated on the route is N3240.00. Forty 

percent 40% of the revenue generated is used in 

operating the buses along the route. The estimated 

costs of operating the minibus public transport 

service are given in Table 1. In all the routes covered 

by this study, the minibus mode is operated by the 

private sector and it is profitable. There is no subsidy 

on fares throughout the metropolis but government 

and its agencies monitor fare movement within the 

system. These costs are the cumulative total of the 

estimated daily operating costs of each vehicle being 

used to provide a public transport service. The high 

operating costs of the vehicles suggests that the 

minibuses are indeed very old and requiring regular 

and costly maintenance to put them on the road. On 

the average, 44.6% of the generated revenue is used 

as operating expenses.  

 An interesting feature of the results in Table 1.0 is 

that all the routes exhibit similar trends. All the routes 

pass through high density areas into the central 

business district. The Bata-Kurna corridor offers 

maximum km of operation, operating speed, average 

age of fleet, and average daily revenue generated. 

Except the Bata-Panshekara route, all other routes 

were physically in good condition and it is felt that 

delays would not arise as a result of the physical road 

condition.  Considering the average age of fleet, 

operating speed, and kilometer of operation of all the 

routes covered, it seems plausible to suggest that the 

minibus system is operating far below expectation. 

With an average age of fleet of 4.74years, average 

daily operating speed of 33.5km/hr. and average daily 

kilometer of 41km, it seems most likely that the 

respondents have not been objective and honest in 

their response to the questionnaires issued. The 

World Bank’s standard norm of 210-260km daily in 

urban areas suggests that the vehicles must be too old 

to offer better service. Indeed vehicles with an 

average age of 4.74 years could give far better service 

than what is obtained from the study.   

Table 1: Operational Performance of the Minibus Mode. 

Route No. Route 

Km 

Average 

Vehicle km of 

Operation 

Average daily 

Operating 

Speed 

(km/hr.) 

Average Age 

of Fleet  

 

(years) 

Average Daily 

Operating 

cost. 

(Naira) 

Average Daily 

Revenue. 

 

(Naira) 

Bata-Sharada 4.20 50.80 41.20 3.40 1717.50 3810.00 

Bata-Kurna 6.00 88.30 45.50 5.40 1839.00 4578.30 

Bata-Panshekara 5.70 39.30 30.50 4.70 1695.00 4680.00 

MMH-Naibawa 3.70 34.60 28.00 4.80 1774.20 4088.70 

Bata-Gidan Zoo 4.10 25.60 37.00 5.10 1740.00 3900.00 

Bata-Yankaba 3.80 39.10 33.70 5.10 1740.90 3645.60 

Bata-Dakata 3.40 37.50 30.20 4.40 1761.00 3870.90 

Yankura-

Ahmadiyya 

4.00 38.70 31.20 5.20 1710.00 3699.90 

MMH-Kurna 5.30 47.00 26.70 4.60 1766.40 3937.50 

Sabon Titi-MMH 2.50 58.00 33.50 4.10 1866.00 4008.90 

MMH-Hotoro 5.70 55.00 29.50 4.80 1782.90 3882.90 

MMH-Gwale 2.50 17.00 35.00 5.30 1749.90 3240.00 
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4.2 Level of Service 

The results of the level of service assessment are 

shown in Table 2. Three parameters were used to 

assess the service level of the minibus system.  

The maximum waiting time observed is 5.38min 

for the Bata-Panshekara route, which also had a bus 

frequency of 128 minibuses/hr. The Bata-Sharada 

route gave the minimum observed waiting time of 

2.96 mins, with a bus frequency of 40 buses per 

hour. The overall average waiting time and level of 

service are respectively 3.7 mins, 70.0 

minibuses/hr. and 33.5 km/hr. operating speed. 

These values on their own indicate an excellent 

level of service considering the World Bank 

standard of 5-10mins and 10-25 km/hr. average 

waiting and operating speed respectively.  

 

Mean waiting time (mins) = 3.7 

Mean frequency of service = 70.0 

Mean load factor = 1.86 

 

In order to sample the opinion of passengers on the 

quality of service and performance, questionnaires 

were issued to them. In response to the question 

“How do you think the minibus would improve its 

services”, 62.4% believed that improving the public 

relations between the staff of the bus i.e. driver and 

conductor could improve its services, 22% wanted 

improvement in the management of the minibus 

services, 4% wanted an expansion in the minibus 

fleet and 11.6% wanted a subsidy on minibus fares 

as shown in Figure 1. 

 

 
Table 2: Service of Quality of the Minibus Mode. 

Route No. 

 

 

Mean Waiting 

Time (mins) 

 

Frequency 

(buses/hr.) 

 

Volume of 

Passengers. 

(Per hour) 

Load Factor. 

 

(Naira) 

Bata-Sharada 2.96 40 1872 1.95 

Bata-Kurna 3.80 58 2358 1.69 

Bata-Panshekara 5.38 128 5832 1.90 

MMH-Naibawa 3.36 120 5616 1.95 

Bata-Gidan Zoo 3.22 40 1884 1.96 

Bata-Yankaba 3.86 48 1863 1.62 

Bata-Dakata 3.51 102 4743 1.94 

Yankura-Ahmadiyya 3.82 46 2034 1.85 

MMH-Kurna 3.92 62 2862 1.92 

Sabon Titi-MMH 3.56 72 2808 1.63 

MMH-Hotoro 3.42 98 4587 1.95 

MMH-Gwale 3.70 38 1818 1.99 

 

 

 

Figure 1 Passenger Opinion on Service 

improvement 

 

On the condition of the minibus 66% consider the 
minibus to be old and unfit for use, 30% consider 

the minibus as manageable whereas the remaining 

4% consider it as good as indicated in Figure 2.  

 

 

 

 

 
Figure 2: Passenger Opinion on Condition of the 

Minibus 
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Survey on the level of comfort of the minibus 

shown in Figure 3 revealed that 46% feel there are 

too many stops during a trip, 32% feel that the 

minibuses are too frequently overloaded, 13.9% 

feel the sits are uncomfortable and the remaining 

8.1% think the shock absorbers are bad and do not 

give a comfortable ride. 

 

 

Figure 3: Passenger Opinion on Minibus Level of 

Comfort. 

 

Finally, about 70% rate the minibus service as 

poor, 8% consider the present services as 

reasonable, 16% rate the system as average while 

6% rate it as good (Figure 4). 

 

 

 

Figure 4: Passenger Opinion on Minibus Level of 

Comfort. 

 

5. CONCLUSIONS 

 

Minibus operations in Kano are controlled by the 

private sector with government having a control on 

policy and putting a ceiling on fares. The operation 

of the minibus on any route in the metropolis is 

profitable. In view of the deregulation of the public 

transport sector, accessibility has been improved 

and fares have remained relatively stable.  

However, majority of the minibuses are in a poor 

condition of maintenance making only 41 km on 

average daily as compared to the World Bank 

standard of 210-260 km. Other detrimental effects 

in the deregulation of the minibus public transport 

mode is the competition among minibuses for 

patronage, resulting in flouting traffic regulations 

such as jumping of red lights at signals, wide over 

capacity, very high load factor and discomfort to 

passengers. Another major issue of concern to 

customers is the randomness at which minibuses 

stop and pick/drop passengers. 

The deregulation of the minibus sector is highly 

beneficial to the state. To streamline their 

operations and make them more useful, it is 

suggested that: 

 

 The wide over capacity should be curtailed as 

no additional benefits are derived from this. 

 Minibuses should be assigned to specific 

routes and the route number boldly printed on 

the bus to make identification easier. 

 There is a need to keep a firm control on fares 

and assess the situation in case of a need to 

revise them in order to protect the passengers. 

 Many of the traffic regulation abuses are 

caused by the minibuses. This should be 

checked.  

 Incentives should be given to the minibus 

sector for the replacement of old and 

dilapidated vehicles. 
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