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Abstract
This study was set to elucidate the concatenating effects caused by the transformation of Morogoro
Road to accommodate Bus Rapid Transport (BRT) system. The study was conducted from 2013 to
2014 covering demolition, excavation and construction process of the new BRT system. Both field
survey and literature reviews were applied, where the real case was taken at a strip between
Manzese and Magomeni. Data collected in a form of in-depth interview, observations and questionnaires were analyzed by the use of Statistical Package for Social Studies (SPSS Version 16).
About 200 respondents whose physical structures were affected by the demolition process were
involved in the data collection. The study revealed that physical demolition directly affected about
70% of the respondents. The effects extended into financial implications, which, then trickled
down into social, psychological and spatialaspects. According to the findings from the respondents,
a number of various socioeconomic activities such as groceries, clothing shops, saw mill and
building material shops were affected and as a result, the effect led into retrenchment of the supporting staff. One of the major findings in this study is that the government and consultants need
to consider a wide scenario of what might be the effects of physical demolition at the social and
family level so that they may prepare a program to take care of those who are affected when paving way for development, and that the compensation should be extended to the tertiary level to
take care of social and psychological effects.
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1. Introduction
For more than ten years, Dar es Salaam city has been experiencing high urbanization and transport challenges
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which needed a holistic approach to give a relief to road users particularly bearing in mind that urbanization in
Dar es Salaam has gone hand in hand with a demand for other corresponding services such as transportation
systems, water supply, power supply, properly addressed land use strategies and employment to mention a few.
As an intervention measure, the government of Tanzania under the finance of the World Bank came up with an
idea of introducing rapid transport system named as Dar Rapid Transport (DART) as a means of reducing
transport hassles particularly in the city of Dar es Salaam and its outskirts.
Transportation challenges for Dar es Salaam City have been of a high demanding as compared to other services. Nevertheless, efforts to curb the situation had not been seriously thought to arrest the situation until when
the World Bank through the Dar Rapid Transport (Dart) project came as a redeeming entity. Due to long term
sufferings from traffic jams, high expenditure on fuels, delays, air pollution, etc., the introduction of the project
was warmly welcomed and wasreceived as a once and for all solution to ease long hours of traffic jams to roads
entering the city. However, to residents living and conducting socio-economic activities along Morogoro Road
the project is ill-received and perceived particularly when it interferes with their means of bread earnings (socioeconomic activities).
Outcries of Dar es Salaam residents have aired that since the Morogoro Road Corridor becomes the backbone
route for the Dart, it has been troublesome as residents along this carriageway can no longer access their business premises due to a random overhaul of the arterial roads, which has demolished most of the then existing
shops and offices along the road, created rain water flow towards the existing buildings and hampered nearly all
socio-economic activities which are taking place along the corridor. For example, in some areas of the new road,
the level of the road is higher than building levels thus causing rain water to flow into buildings. Not only that
but also, the new design of the road has cut off all the manoeuvrings from the main route to service roads which
are used to serve the existing shops, offices and residential buildings along the corridor. The inaccessibility impacts are not only to business owners but it cuts across to customers, passers-by, landlords, school kids, and all
other users respectively causing a multiplying effect to residents.
Dart project is divided into six phases, where the first phase is the corridor runs from Ferry to Kimara and
Kawawa Roadin which, the residents along the corridor are the first to experience the resentment of demolition
of their properties to pave way for Dart infrastructure. Pertaining to major impacts, famous Morogoro Road has
become the backbone route for the Dart, which has totally transformed it and turned it into a nightmare as residents can no longer access their business premises while random overhaul of the arterial road has been blamed
for causing lengthy traffic jams in many parts of the commercial capital (Finnigwa, 2013).
Impacts of phase one of the Dart project can be categorized into three stages namely demolition, construction,
and usage of the new roads. In all of these stages of the project, various impacts to business owners, residents,
users (drivers, pedestrians, motorists, cyclists, cart and pushers) vary significantly depending on the stage of the
project. For example, during demolition, business owners and other property owners along the corridor were the
major victims due to loss of properties along the road reserve. Those who were compensated to give more room
for road expansion also experienced several inconveniences to move away and look for another piece of land to
establish their new settlements. As a result, some have changed their status from being landlords to tenants due
to in-affordability to build new houses. Moreover, some have sought to buy land pockets from within the nearby
settlements for fear of losing social contacts thus resulting into further compaction of the built environment.
Construction stage of this corridor is another major impact to nearly all users from individual to the national
level. Construction of the corridor has taken a long time to the extent that many users and the national economy
have been affected to a large extent. Traffic jam for example has raised concern to many users… “Traffic piles
up on a lengthy section of Bibi Titi Road due to the ongoing construction of Morogoro Road that forms the
backbone of the Dar es Salaam Rapid Transport (DRT), a project that some residents now see as serious pain in
the flesh as many have had their premises blocked”. (Mambo, 2013). The resident continues to complain that a
short distance (Kimara to city center) which used to take at least half an hour before construction it takes about
three hours “Saturday’ survey, it sometimes takes over three hours to commute from Kimara to the city centre,
which is a mere 16 kilometres away. Largely, as a result of the ongoing construction of the road some residents
think is too sluggish and somewhat leisurely. “This is a lifeline not only for Dar es Salaam residents but also for
the whole country such that digging it up without well laid out detours and diversions that allow traffic to flow
smoothly is disastrous,” said HalidyAmri, a resident of KimaraMbezi. The same resident continues narrating
that “I wondered why the contractor, was allowed to tear up the busy road while construction seems to be going
on at a rather leisurely pace. This resident was of the opinion that works should have been carried on day and

226

O. Swai

night to allow life to go back to normal in a reasonably short time. Views from this observerechoes the feelings
of many city residents whose initial excitement at the launch of the project has now turned into dissatisfaction
and even outright anger over the way an otherwise important project was being implemented. Businesses that
have had their access literally blocked or cut off include fuel filling stations, shops and hotels (said another resident).
Another resident lamented that “three months have gone by now and we don’t even know if we are going to
resume operations here or not,” said Ilyas Abdallah, Manager of the Akiba junction Total Tanzania Limited
filling station. Mr Abdallah said that access to the filling station has been blocked for over three months and all
12 attendants have been sent on unpaid leave. The same resident continues arguing that “Because this road will
only be used by rapid transport buses, we don’t even know whether cars will be allowed to refill here.” The
Manager of the Kisutu Oilcom Tanzania Limited filling station, Fuadi Karama, also expressed similar concerns.
“This contractor is not concerned with time. They have taken over three months so far on this segment of the
road,” said Mr Karama.
The above businessmen urged the Tanzania Roads Agency (TANROADS) to compel the contractor to work
day and night in order to hasten implementation of the important project that will no doubt add to the beauty of
the city of over four million people and bring hitherto unknown comfort, reliability and order in the now highly
chaotic commuter services.
Other complaints raise similar concerns “thecontractor has taken more than three months to dig up a one
kilometre stretch from the junction of Bibi Titi Road and Samora Avenue. “We have lost more than 60 per cent
of our clients because they cannot access the hotel since the road is closed,” said the Assistant Manager of
Rainbow Hotel, Mr Baiju Sukumaran. He also expressed fears over the future of their Mega Investment since
Morogoro Road will be closed to private cars used by most of their clients. These complaints show that a number of space users in the city are not well informed of the project; neither doesit understand the fate of their
business and other socio-economic activities when the road is completed.
Bus Rapid Transport systems have being operational in other countries and cities such as Curitiba, Colombia,
Bogota, Brisbane, Jakarta, Stockholm, Cape Town, Ottawa, etc. to mention a few. The BRT system has been
reported to solve many urban transport challenges and that it is considered to be basically a low cost investment
in infrastructure and well integrated in operational improvement.
Studies have shown that one of the many advantages of Bus Rapid Transit is to integrate land use and transportation systems in which compact, pedestrian-oriented land use development are mutually supportive and that
the clustering of development has additional benefit of conserving land and promoting the vitality of neighborhoods and urban commercial centers (Lai, 2007). Moreover, the BRT is believed to be most effective when integrated within a broader planning framework encompassing land use policies, zoning regulations, economic
and community development (Ibid). In addition to that, BRT goes hand in hand with improved facilities and
amenities whereby the operational and travel time benefits resulting from the separation of buses from generalpurpose traffic can be augmented with improved amenities such as bus shelters and stations which end up improving urban outlook.
Learning from the case of South Africa, BRT is considered to be the first case study in Africa where several
advantages such as economic growth, poverty alleviation, restructuring the city, sustainable development and
good governance have been experienced (Allen, 2005). However, in the process of implementing the project,
several challenges were experienced including a resistance of change from those who were benefitting from the
present system-the informal minibus owners and drivers. This resistance does not mean that residents do not like
to get good and modern transport system but they want that their means of bread earning be put in a better system or be integrated in the new system before it is introduced. Precisely, the outcry of the residents is that a better and thorough understanding of the existing condition be fully considered before removing it out of place.
This is similar to what happened in Dar es Salaam where, although the residents did not resist for the new
DART project, they have complained significantly regarding the demolition of their premises and the fate of
their activities along the road is not known. It has been commented that African cities are in a desperate need of
decent public transport services yet their introduction is often hampered by a strong and influential informal
sector (ibid), meaning that the informal sector which provides services in many African cities does not welcome
the formal system to be introduced because of the fear of formalization, nevertheless, new projects in cities of
African need to consider an integral system of both formal and informal operation in order to solve urban challenges amicably.

227

O. Swai

In the case of Curitiba Brazil, the introduction of BRT was governed by the Master Planindicating priority
areas where the city growth should be directed to thus designating a corridor in a linear form spurred by zoning
and land use policies in which mass transitwould replace the car as the primary means of transport within the
city, and the high density development along the corridors thus producinga high volume of transit ridership.
Likewise, the Morogoro Road corridor has many opportunities for commercial activities which will replace the
demolished ones.
Learning from the cases from South Africa and Curitiba on how the BRT transformed the corridor along the
transport routes in terms of spurring the economic opportunities, it is most likely that the corridor along the
Morogoro road will economically boost the new transport corridor. Never the less, the challenges to displace
people and compensating them need to be properly addressed. It has been estimated that 60 per cent of development-induced displacement every year–about 6 million people is a result of urban infrastructure and transportation project. The study continues to unveil that urban infrastructure and transportation projects that cause displacement include slum clearance and upgrading; the establishment of industrial and commercial estates; the
building and upgrading of sewerage systems, schools, hospitals, ports, etc.; and the construction of communication and transportation networks, including those connecting different urban centres (Cernea, 1996).
As it can be understood from the above studies that, vast literature existing pertinent to the introduction of
BRT systems in cities focuses on the positive aspects of the BRT projects rather than the understanding of the
implementation process and challenges to the residents. Since DART is planned to be implemented in phases,
the study from Morogoro Road Corridor (phase one) is meant to understand the process and the respective challenges to people conducting socioeconomic activities along the corridor. It is also intended that the findings
from this study may be applied or used to improve other similar challenges in the next phases and hence minimize or avoid further outcry from the residents along those respective corridors.
This study intends to explore the concatenating impacts onpublic (all users) particularly those who conduct
socio-economic livelihood activities along the first phase-corridor. The study focuses along the corridor from
Manzese to Magomeni Road Junction (Figure 1). This corridor is selected due to a concentration of socio-economic activities which existed before the demolition stage. It is a place concentrated by various small and medium shops, stores and offices to represent other activities of similar nature taking place along the entire corridor.
Since the study concentrateson the immediately effects and their corresponding multiple impacts, it focuses
onthose activities which were immediate facing the road. The objective is to understand the impacts, raise
awareness and prepare the coping strategies to other ongoing phases of DART in Dar es Salaam.

2. Materials and Methods
2.1. Materials
Research methodology is a way to systematically solve a research issue, which may be understood as a science
of studying how research is done scientifically, systematically and logically to arriving into a conclusion. Based
on the nature of the study, which aims at understanding the impacts to socio-economic activities and to the livelihoods of the activity-owners, this study applies a case method where in particular the case of Morogoro Road
is selected. Case study is used in many situations to contribute to knowledge of individuals, group, and organizational, social, political and related phenomena (Yin, 2002). This study has drawn case studies of Bus Rapid
Transport from other cities around the world in order to find out how challenges related to implementing such a
system in Tanzania can be dealt with. Yin continues to narrate that the case study has been a common research
strategy in psychology, sociology, and political science social works business, and community planning (Gilgun,
1994) (Ghauri & Gronhaug, 2002). It is further clarified that the central tendency among all types of case studies
is that it tries to illuminate a decision or a set of decisions: why they were taken, how they were implemented
(process) and with what results (impacts) (Schramm, 1971).
The case of a road section along Morogoro Road is studied in order to find out the following:
1) Whether there were people whose physical structures were demolished to pave way for new construction;
2) Types of activities which were affected during the demolition;
3) The physical situation before and after the demolition;
4) The extent of impacts economically, socially, and psychologically. Explicitly, the study is structured to
understand the extent of the impacts of physical demolition to the people living along Morogorogo Roadin order
to create a better knowledge of the process of road expansion and devise means to deal with such in other
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Figure 1. Map of dar es salaam indicating phase 1 Dart Corridor and the study area-author, 2015.
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development-related projects along the roads and also to advise the government on the policy considerations for
the victims of demolitions.
Questionnaire: A sample of two hundred respondents (200) was conducted to have the residents understanding of the level of impacts caused by the demolition and the new construction that has to a large extent hampered the previous flexibility and access to the spaces of socio-economic activities. Both structured and open
endedquestionnaires were conducted by the author being assisted by four students of architecture (fourth-year)
from January to September 2013 (nine months). Questionnaires were analyzed by the use of Statistical Package
for Social Sciences (SPSS Version 16).
Literature: Review was extensively referenced from existing Bus Rapid Transportstudies as well as those cities where such projects were introduced. The existing literature was useful from the fact that it helped the author
to have a better understanding of the concept of BRT, its challenges, and the process of implementation. Moreover, the existing body of knowledge helped the author to understand the gap that exists and which needs to be
discussed for a better comprehension of the subject matter.
Analysis: Based on the nature and objectives of this study, data analysis was mainly done by using Statistical
Package for Social Sciences (SPSS version 16), while those related to space were graphically analyzed.

2.2. Conceptual Framework
Analysis of the socio-economic impacts to residents living and conducting activities along Morogoro Dart Corridor examines the immediate effects (primary impacts), the secondary as well as tertiary-level effects. The intertwining between the immediate effects (primary) and the associated effects in secondary and tertiary levels is
what the study refers to as concatenating (multiplying) effects. The concatenating framework was applied as a
basis for preparing data collection i.e. the questionnaires were prepared to understand both the immediate impact
demolition) and the multiplying impacts after the demolition such as loss of working space, loss of economic
activity, loss of customers, failure to repay loan, failure to pay rent, failure to pay children ‘school fees, failure to
sustain the family, and bankruptcy., to mention just a few (Figure 2). The conceptual framework also considers

Figure 2. Framework to study concatenating effects due to demolition-author, 2014.
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positive aspects of demolition such as value increase in space near the road which give more chances to rent
properties, good living spaces, and high market value in case of sale of properties. Although physical demolition
may have some positive aspects, some studies have shown that the negative impacts have various consequences
including loss of identity, feeling marginalized and displaced, loss of land, loss of families and role models, and
being disadvantaged in their new places (Bennett & McDowell, 2012). The same study continues to high light
that consequences extend far beyond mere economic loss, impacting mental health and wellbeing of the displaced population (McDowell, 1996).

3. Results and Discussion
3.1. Demolition of Physical Structures and Socio-Economic Impacts
Transformation of Morogoro Road fromits original use as a normal two-lane carriage way to a six-lane Rapid
Bus Transport route has involved an expansion of the road which included demolition of some of the building
structures along the corridor. The process to demolish the structures was preceded by compensation to those
who had built based on formal process, i.e., with building permit and other statutory documents to occupy the
structure along the road. Not all were compensated depending on the formality of the building structure, nevertheless, even for those who were compensated they were not satisfied with the amount of money since the demolition
process rendered them to lose social groups (groups of people dealing with certain type of socio-economic activity), neighbourhood among the people, financial assurance of getting little money on daily basis, etc.
Victims of resettlement do express dissatisfaction not necessarily due to the act of relocation, but due to the
outcome of resettlement as asserted that “place, in whatever guise, is like space and time, a social construct”
(Harvey, 1996: p. 261). Harvey continues to iterate that place is indeed socially, politically and culturally constructed because the ways in which people experience place and the meaning people ascribe to it, come out of a
socioeconomic, political and cultural milieu, which is in turn dominated by socioeconomic, political and cultural
values (Ibid).
During the field work, one of the respondents said “although I was paid money to move out, but I feel that I
have lost my life” meaning that since he has been working in the same area for more than four years, his life is
already attached to the people and the surroundings (space-attachment). Similarly, to this study, others have
shown that losing a place where one conducts a day-to-day activity causes impacts into other areas of life such
as socioeconomic, political and cultural contexts within which the individual’s bond with place and his/her experiences are embedded (Heidegger, 1958; Wen, Hodgetts, & Ho, 2010).
Others have shown that the individual’s feeling about a place which he/she inhabits is moulded by social ideologies as well as the individual’s actions and relationship to those social norms (Ahrentzen, 1992). It goes on
affirming that important places are those in which events occur and that mark people’s particular experiences in
new or unique ways (Li & Chong, 2012). Those experiences, either positive or negative, are considered as
growth experiences because they are events that help move people’s life journey forward. Furthermore, it is
conceded that, places serve as markers in the individual’s journey and become significant because of experience
(Manzo, 2005).
Subjective experiences within particular places shape, and are shaped by, people’s relationships to each other,
society, and particular settings (Satg’e, 2002; Cunningham, 2004; Comey, 2004). In the study area, one victim
raised her voice that “I was born here, my children go to school because of this small space I used to occupy
before demolition, so I don’t feel to move, I will fail to support my family”—Mwanahamisi, 2013. Residents who
had lived and conducted activities along the Morogoro Road had strong connections to the context, something
which made them suffer emotionally during demolition.
Considering about resettlement for development projects, some institutions such as the Inter-American Development Bank have developed guidelines to consider the welfare of the people who undergo resettlement. One
of the guidelines requires that the affected population can achieve an equivalent or improved standard of living
within a reasonable time, and they should be given access to land, natural resources, housing and infrastructure
of level at least equivalent to that which they previously enjoyed, allowing them to recover or improve their income levels within reasonable period. Moreover, those who undergo resettlement should be provided with an
acceptable level of services, including portable water, drainage, and sanitation and community infrastructure regardless of their previous conditions (OP-710, 1988).
Citing from the above body of literature, in relation to the study area it was found that out of 192, about
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sixty-nine percent (69%) expressed that they had a direct impact, while 29.2% responded that they had no impact from the ongoing road transformation (Table 1). The percentage of those who were affected by the road
transformation represents more than sixty-percent (60%) of the total number of the respondents implying that
the impact of demolition was extensive and worth considerations to minimize it in future.

3.2. Taxonomies of Socio-Economic Activities Affected by Demolition
One of the reasons to select the study area is due to its richness in varieties of economic activities which business people carry out on daily basis. It was then established that about 31% of socio-economic activities in the
study area deal with clothing, which was followed by building materials 20.8%, and groceries (20.3%) (Table 2).
These were the most mentioned among the respondents although others such as offices, residential units, etc appeared in a small percentage. The richness due to varieties of activities can be one of the factors attracting people to shop at this area as emphasized in the responsive environment that variety is one of the seven qualities of
the built environment (Bentley et al., 1985).

3.3. The Situation before and after Demolition-Impact to Physical Accessibility
In the new road boundaries, buildings which were hidden in the rear side of the road were exposed to the road
front thus giving them a gain value in terms of having direct accessibility from the road, improved facades to
suit the new road image, some were re built, while others gave new commercial possibilities (Figure 3). As a
result of the improvements, the buildings gained value whether for rent, live or sale. Any of these possibilities is
an opportunity to improve livelihood and living conditions. This implies that the demolition of buildings along
the road has a dis advantages on one side to those who lose their properties but also it has some good opportunities for improving living condition as well as giving a better street image (streetscape).
In the process of demolition, many of the building accessibilities were blocked either temporarily or permanently to date due to the nature of the new road system. As a result, many shops are no longer accessible by
trucks as complained by respondents. “Imagine, before I used to bring my goods up to the door by my car. These
days, the car can not access the shop, even customers hesistate to buy because they can not carry heavy stuff
because they will incur double costs to hire a cart”. Another respondent said “I have to park my car away from
my shop because there is no way I can access my shop anymore, how then can I bring in my customers?” he lamented. Likewise, a customer supported the above complaints by saying that “if you want to access these shops
by car you have to go a long distance before you get an access point. The new road is good but not for the business along it. He concluded. According to the study, it shows that before demolition, only 30 shops were not
accessed by trucks to bring in goods, while after the new road system about 125 shops are not accessible (Table 3).
Table 1. Activity area was affected (demolished/blocked). Source: author 2014.
Response

Respondents (N = 200)

Percent

Valid Percent

Cumulative percent

Valid yes

134

69.8

69.8

69.8

No

56

29.2

29.2

99.0

I don’t know

2

1.0

1.0

100.0

Total

192

100.0

100.0

Table 2. Typologies of socio-economic activities in the study area: author 2014.
Typology

Respondents
(N = 200)

Percent

Valid percent

Cumulative percent

Grocery

39

20.3

20.3

20.3

Sawmill

27

14.1

14.1

34.4

Building materials

40

20.8

20.8

55.2

Residential

26

13.5

13.5

68.8

Clothes

60

31.2

31.2

100.0

Total

192

100.0

100.0
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Table 3. Truck accessibility to deliver commodities to shops before and after demolition-author, 2014.
Response

Respondents (N = 200)

Percent

Valid Percent

Cumulative percent

Valid cant access

155

80.7

Can access

30

15.6

82.0

Don’t know

4

2.1

15.9

Total

189

98.4

2.1

97.9

Missing system

3

1.6

100.0

100.0

Total

192

100.0

Figure 3. Field sketches demonstrating the situation before and after demolition. Source: author 2014.
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This is a decrease of 76% inaccessibility. According to the owners of these shops they have to incur extra cost
such as hiring carts to bring in goods to the shops. According to owners, this may discourage customers or completely deny them the right of shopping in the area.

3.4. Economic Impacts to Activity Owners-Drop in Sales and Loss of Customers
People are always attached to space, and the relationship between space and people can be due to its appearance,
quality, location, ownership, contents, and friendship with the space owner or proximity to customers. The relationship implies that any alteration of space by demolition, reduction or increment of its size or quality have
various impacts to the users (customers). In the case of the Morogoro Corridor, the relationship between the
commercial activity-space and the nature of ownership was assessed. Firstly, it was to establish how long the
space owners had being conducting socio-economic activities, which was meant to establish the nature of tenancy whether permanent or temporary. Period of occupancy was divided in short intervals such as 1 - 2 years, 3 - 5
years, 6 - 10 years, 11 - 15 years. It was established that there is a smooth variation in terms of the duration of
occupancy as follows; the majority 29% had been conducting activities for 3 - 5 years, followed by those who
had occupied the spaces for more than ten years (27%) Table 4.
Under normal circumstances, owners who had conducted activities in the same area for more than three years
had established both commercial relationship with the customers as well as the social relationships with theirneighbors and the surroundings. Consequently, it was found that after the process of demolition of the commercial spaces, the number and confidence from daily customers dropped significantly. Confirming the fall of the
number of customers, it was observed that out of 192 respondents, about seventy-nine percent (79.2%) responded by saying that they experienced the drop of customers (Figure 4). Only a small percentage 13% stated
that they were not affected, however by comparing those who were affected (79%) and those who were not affected (13%), it is obvious to conclude that the majority were affected by losing long term and close customers,
which, also led to the drop of sales (Table 5).
From the historical point of view, the study area has been a famous place in terms of both wholesale and retail
commercial activities. It is also one of the very famous places (Manzese) along Morogoro Road, where many
people to and from the city center drop by for shopping since it is believed that commodities and foodstuffs in
this place are cheaper as compared to other areas of the City. It is noticed that besides the fact that Manzese offers cheap food stuff and commodities during the demolition of the road there was a significant drop of the percentages of sales to amongst the respondents as follows; for the majority (48%) sales dropped between 10% - 30%
Table 4. Duration of occupation by tenants before demolition.
Duration of occupancy

Respondents (N = 200)

Percent

Valid percent

Cumulative percent

1 - 2 years
3 - 5 years

45
56

23.4
29.2

24.2
30.1

24.2
54.3

6 - 10 years
11 - 15 years
Total
Missing system
Total

33
52
186
6
192

17.2
27.1
96.9
3.1
100.0

17.7
28.0
100.0

72.0
100.0

Table 5. Drop in sales due to demolition-author, 2014.
Response

Respondents (N = 200)

Percent

Valid percent

Cumulative percent

Yes

152

79.2

82.2

82.2

No

25

13.0

13.5

95.7

Don’t know

8

4.2

4.3

100.0

Total

185

96.4

100.0

System

7

3.6

192

100.0

Missing
Total
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Figure 4. Drop of customers in shops.

of total sales, which was followed by a drop between 40% - 70% per day (31%) of the respondents (Table 6).
The drop of more than fifty percent in sales is a significant amount in socio-economic activities. Due to the consequences of reduction of the number of customers per day as well as the profit loss, some business owners
opted to retrench the number of workers or lay off all non-related family members in order to minimize expenditures. The study has shown that about 60.9% of the shop owners had to retrench the workers. This was affirmed by one of the shop owners by saying that “in this shop we used to employ 3 of our relatives, but these
days the business has droped, only me and my husband are enough to serve the few customer we have”.
Based on the above concerns, it shows that people carrying out socioeconomic activities along the corridor
have more concern in relation to how their commercial activities are affacted by the new road system rather than
the new outlook of the road.

3.5. Impacts of Demolition to Service Supply-Utilities
The process of demolition, excavation and reconstruction was associated with other problems to residents such
as disconnection of water supply, electricity and other services as noted from one of the respondents “this project has jut taken away my water and electricity. Every day I experience water and electricity shortage since this
project started. Worse enough, I don’t know when they will finish it” complained one of the respondents. Statistically, the study shows that demolition and excavation of the road had impacts to people in terms of water supply and electricity since the entire infrastructure was to be removed to pave way for the new road, Table 7.

3.6. Tertiary Impacts of Demolition
This section tries to enumerate how the impact of demolition trickled down to individual level (Table 8), family
level where, respondents demonstrated how they could not continue with the same type of lifestyle they had before the demolition. The study shows that after the demolition, the aftermath effect could be categorized into
four major types; 1) those who could not meet their financial responsibilities such as failing to pay loans, losing
trustworthy in business, fail to proceed with business, run bankrupt, etc.; 2) those who could no longer meet social responsibilities such as failing to pay house rent, medical bills and school fees for kids; 3) Those who could
not fulfil their plans in life such as failing to reach target thus forced to change activities or migrate into another
place. The last group is those whose marriages experienced conflicts due to psychological impacts of losing the
activity space/structure.
Through cross tabulation, demolition was taken as a cause while the other four impacts were treated as the
outcome in each case.
The above analysis shows the trickling down of the effects of demolition in which all types of effects are
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Table 6. Drop in percentage of sales/day.
Drop in percentage

Respondents (N = 200)

Percent

Valid percent

Cumulative percent

10% - 30%

92

47.9

48.4

48.4

40% - 70%

59

30.7

31.1

79.5

80% - 100%

39

20.3

20.5

100.0

100.0

Total

190

99.0

Missing system

2

1.0

Total

192

100.0

Table 7. Whether demolition has caused retrenchments supporting staff.
Response

Respondents (N = 200)

Percent

Valid percent

Cumulative percent

Yes

117

60.9

60.9

60.9

No

57

29.7

29.7

90.6

Do not know

18

9.4

9.4

100.0

Total

192

100.0

100.0

Table 8. Other problems caused by demolition.
Respondents
(N = 200)

Percent

Valid
percent

Cumulative percent

Water system

74

38.5

41.6

41.6

Electrical system

29

15.1

16.3

57.9

transport system

75

39.1

42.1

100.0

Total

178

92.7

100.0

System

14

7.3

192

100.0

Type of Services

Missing
Total

itemized. In the case of the impacts of demolition to financial matter, item number 2, 6, 3 and 4 were the highest
experienced by the respondents (Table 9). For the case of demolition to social effects, the analysis shows that
items 3 and 2 had the highest occurrence meaning that the majority were evicted from the houses they were
renting due to failure to pay rent, and also children suffered from failure to pay school fees (Table 10). In terms
of the effects of demolition to individuals life plan, it shows the about 153 respondent were not able to reach the
target they had set for themselves (Table 11). When respondents were asked to give more details of the meaning
of target, it was ranging from buying a plot, opening another shop, building a house, buying a car, expanding
business, etc. All in all, the word target was used by the respondents meaning to improve living condition at individual or family level.
For the case of demolition with marriage, the analysis indicates that all respondents experienced some problems in marriage such as fighting, quarrelling, over drinking, etc., where some ended up in breaking up (Table
12). When these four scenarios are closely observed, it can be understood that the first impact which all respondents experienced was to suffer financially, which, triggered to all other three effects (Social responsibility, Life
plan, and Marriage issues). This can be graphically expressed by Figure 5.

4. Conclusion and Policy Implication
This study was set to elucidate the process of implementation of BRT project along Morogoro road where,
through this process the road was transformed from normal carriageway to accommodate BRT system. The
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Table 9. Cross tabulating demolition to financial impacts demolition effects financial effects cross tabulation.
Financial effects

Total
1

2

3

4

5

6

7

8

Demolition effects court
% within financial effects

35
100.0%

88
100.0%

81
100.0%

1
100.0%

72
100.0%

88
100.0%

1
100.0%

21
100.0%

387
100.0%

Total court
% within financial effects

35
100.0%

88
100.0%

81
100.0%

1
100.0%

72
100.0%

88
100.0%

1
100.0%

21
100.0%

387
100.0%

Where numbers (key) stands for: 1—Loss of credibility in business. 2—Fail to pay loan. 3—Fail to proceed with business. 4—Business plan slowed
down. 5—Run bankrupt. 6—Fail to acquire new loan. 7—Loss of trustworthy. 8—Sued to failure to pay loan.

Table 10. Cross tabulating demolition to social impacts.
Social effects
Total
1

2

3

Demolition effects count % within social effects

30
100.0%

64
100.0%

96
100.0%

190
100.0%

Total count % within social effects

30
100.0%

64
100.0%

96
100.0%

190
100.0%

Where: 1—Fail to pay medical bill. 2—Fail to pay school fees. 3—Fail to pay rent hence eviction.

Table 11. Cross tabulating demolition to change of life plans.
Life plan change
Total
1

2

3

Demolition effects count % within life plan change

153
100.0%

87
100.0%

37
100.0%

277
100.0%

Total count % within life plan change

153
100.0%

87
100.0%

37
100.0%

277
100.0%

Where: 1—Fail to reach target. 2—Decided to change activity. 3—Decided to migrate to another place.

Table 12. Cross tabulating demolition to marriage impacts.
Marriage suffers
Total
1

2

Demolition effects count % within marriage suffers

69
100.0%

32
100.0%

101
100.0%

Total count % within marriage suffers

69
100.0%

32
100.0%

101
100.0%

Where numbers (key) stands for: 1—Conflicts in marriage increased. 2—Excessive drinking.

study applied both qualitative and quantitative analytical methods to understand the extent of the impacts of the
entire process of road transformation. Both methods demonstrated that people who were conducting socioeconomic activities along the corridor were affected and that the primary impact (demolition of physical space)
triggered a number of other impacts such as losing both financial or social capital (secondary impact), which
then trickled down to other impacts (tertiary level) such as losing trust from where some had borrowed money,
bankruptcy, laying off workers, psychological and emotional disturbances, marriage breakdown, etc. As a result
of these, many people who were conducting socio-economic activities along the corridor developed a negative
interest to the project.
This is supported by the findings by two scholars whose study affirms that millions of people who are resettled yearly in the name of development and progress they endure social and cultural disruption as well as economic upheaval, and their voices are rarely heard (McDowell, 2012). The same continues to iterate that other
people face challenges such as the loss of cultural identity, shifting social roles, and fractured family relation-
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Demolition

Action

Effects
Primary
Lose physical
Structure/space

Suffer
economically and
psychologically

Secondary

Tertiary

Lose Business
Lose Income

Fail to re
pay Loan

Fail to pay
rent

Fail to pay
school fee

Fail to pay
medical
Expenses

Rear Buildings
Exposed to Road Front

Facade
improvement

Gain New
Opportunities

Fail to run
business

Lose social
status

Building
Direct Road
Improvement accessibility

Retrenchment
Lose
customers

Rent

Conflicts in
Marriages

Sued

Death

Frustration

Vacate/
Migrate

Gain
Value

Live

Sale

Improve
Livelihood

Figure 5. Concatenating impacts as observed in the overall study. Author, 2015.

ships (Ibid).
Analysis has shown that the spatial transformation (demolition of physical space) has a strong connection
with the emotion of the people as well as to their social connection to their place of living meaning that whenever a physical space is altered, expectation of social impact is inevitable. This is supported by scholars such as
Lefebvre when he concedes that physical space is a product of the society inhabiting it and it can be taken as a
complex social construction (based on values, and the social production of meanings) which affects spatial practices and perceptions (Lefebvre, 1991: p. 30).
Although the issue of compensation was not the central point in this study, respondents showed that they were
compensated. However, the compensation in terms of hard cash could not solve social issues. In a different
study, it has been found that hard cash compensation may be the source of social problems such as landlessness
and jobless (Terminski, 2013). The same study continues to unveil that compensation in cash often leads to improper expenditure by individuals who are unaccustomed to large amounts of it or who have followed a landbased economic model not based on money and that the author advises that compensation should not be taken as
a one-time process of redressing the loss caused by relocation. This is due to the fact that very often displaced
people cannot cope with the new economic situation presented by deportation; the difference between their former economic model and their actual needs is too great. It seems important, therefore, to ensure long-term economic support mechanisms such as new jobs or educational prospects to cope with the displacement. In many
cases, social support mechanisms are the only means of preventing the potential multigenerational exclusion
brought about by involuntary resettlement. In the case of Morogoro road, it was revealed that although people
were compensated, yet, at the end they complained of failure to pay house rent, paying school fees, failing to
meet their target and some had their marriages broken.
The government’s intension to transform the Morogoro road to accommodate BRT system is a brilliant idea
to ease many years congestion in the city, however, according to this study and at individual family and community level, the project has tremendous effects on the socioeconomic activities that are used to support livelihood in the surrounding. The study revealed some of the direct impacts such as retrenchment for workers sup-
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porting in sales, inaccessibility by trucks as in the previous situation and, disruption of utilities. Moreover, activities such as sale of clothes, building materials, groceries, saw mills, etc. were removed.
According to the framework, the study shows that the effects of demolition should not be under-estimated or
limited to the spatial level alone. It is supposed to be thoroughly studied and considered whenever the government wants to displace people for development-related projects. The framework shows that the effects continue
indefinitely, however, after tertiary level neither consultants nor government gives attention to what transpires to
the displaced people. In this framework, the tertiary level impacts of demolition are silently affecting the victims
of displacement to the level of marriage conflicts, children dropping from school, eviction and frustrations.
People to be displaced need to be educated to be aware of the likely impacts they may face after compensation
for demolition and that the government or established social agents should continue to monitor the lives of the
people affected by demolition.
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