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LETTER�FROM�THE�CHIEF�EXECUTIVE�OFFICER

Putting�Pedestrians�First�in��
Healthy,�Equitable,�Environmental�Cities
By Clayton Lane, CEO

people as an afterthought. People are often forced to risk their lives to get 
around – crossing busy traffic lanes without crosswalks, or walking along 
highway shoulders without proper walkways. As a result, traffic injuries 
are now the leading cause of death among young people aged 15 to 29 
years old, and are predicted to rise to become the seventh leading cause of 
death overall by 2030.

The problem is not just a matter of design, but of policy. In African 
cities such as Kinshasa and Dar es Salaam, 70% of travel is completed 
either on foot or bicycle; in Asian cities this figure is typically around 50%. 
Yet African and Asian cities tend to dedicate the large majority of their 
transport budgets toward auto infrastructure – catalyzing rapid motoriza-
tion even where relatively few households own cars.

National governments also have the opportunity to prioritize walking. 
In the recent international climate agreement at COP21 in Paris, a full 75% 
of countries’ Nationally Determined Contributions (NDCs) featured sus-
tainable transport, yet only 4% included walking or compact urban form.

Pedestrians are the indicator for a healthy, equitable, environmentally 
friendly city. Walkable cities are easy to envision – as we humans have 
built cities for people, for centuries. They feature compact neighborhoods, 
mixed land uses, and good connectivity. They provide safe, healthy walk-
ing environments, with proper sidewalks, safe crosswalks, protection from 
traffic pollution, and pleasant public space. And they prioritize pedestrian 

What’s more, walking is healthy, fun, and 
vital for vibrant communities. We aspire to walk 
from our earliest adventures as a child and cher-
ish the freedom it brings to our very last day. For 
many of us walking is also an economic lifeline, 
connecting us to our jobs, our families, and even 
our hopes and aspirations. It is no hyperbole  to 
say that walking is a basic human right.

Yet, cities are still building for cars, with 

The revitalized historic center of Mexico City. 

Walking offers a remarkable solution 
for our planet – especially in cities, 
which generate 70% of global green-
house gas emissions. Zero-carbon, 
affordable, space-efficient, and vital  
for commercial activity, walking can  
be a powerful tool to help cities tackle 
the dual challenge of climate change 
and economic growth. With over a 
billion daily trips occurring on foot or 
bicycle, it goes without saying that safe, 
healthy walking environments should 
be a fundamental part of any urban 
policy or plan.
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accessibility and safety over the movement of vehicles. 
Very importantly, walkable cities connect their human-scaled neighbor-

hoods to each other, via high-quality bus, bus rapid transit (BRT) or metro. 
And they provide a comprehensive system of cycling, shared mobility, 
taxis, and all the ways to get around that keep us physically active without 
owning a car. Fortunately, many cities are taking bold, progressive steps to 
improve walkability and put pedestrians first.

Chennai, India shifted 60% of its transport budget to walking and 
biking, despite the outcry of some motorists, and is aiming to achieve zero 
road deaths. The city is developing “complete streets” for all users with 
wide sidewalks, proper cycle paths, and organized parking. It plans to 
upgrade 80% of its streets by 2018. The city is also convening a coalition of 
stakeholders – including traffic police, traffic engineers, elected officials, 
civil society, and advocates for the disabled – to ensure it plans inclusively 
for the needs of all citizens. And the world is watching. Chennai recently 
was awarded the prestigious Sustania Award alongside COP21 in Paris, 
recognizing the city’s bold, innovative steps to improve walkability as a 
means to address climate change.

Mexico City revitalized its historic city center in 2012, transforming it 

with bus and pedestrian-only streets. The city has 
increased cycling with new infrastructure and 
the wildly-successful bike share program, ecobici. 
In the years since, the city has added several 
new pedestrian priority streets in the city center, 
introduced groundbreaking parking reform, 
and added more Metrobús BRT lines under the 
complete streets model, which gives equal space 
to transit, cyclists, pedestrians, and cars.

Guangzhou set a bold example for China 
with its groundbreaking greenway project, the 
Donghaochong greenway, which transformed a 
polluted canal running under a highway into a 
beautiful winding bike and walking path. This is 
part of a wider project to build more kilometers 
of greenways throughout the city, including 
Lizhiwan Chong in the historical centre of the 
city, which opened in 2010. Since then, many 
other cities in China, including Guangdong 
and Yichang, have created their own greenway 
projects inspired by Guangzhou.

This year’s issue of Sustainable Transport 
addresses the topic of walkability in several 
articles. We discuss non-motorized transport in 
five African cities, a program to improve walk-
ability in Mexico City, and how the United States 
is becoming a more walkable nation. 

We also celebrate a major achievement – the 
new BRT corridor in Yichang, China. Notably, 
Yichang is taking a comprehensive approach to 
sustainable mobility, featuring not only a new 
BRT, but a well-integrated bike sharing system, 
safe and proper pedestrian crossings, and even 
converting automobile parking into public space 
for pedestrians. 

I cannot express enough thanks to our  
amazing staff, board, partners, and funders. The 
projects featured in this issue spotlight just a 
fraction of their good work in partnership with 
progressive cities around the world. These inspi-
rational examples show us how we can make a 
difference, with cities built for people.

ITDP CEO Clayton Lane accepts the Sustainia Award at COP21 in Paris on behalf of the City of 
Chennai and ITDP India. The award was presented by Richard Branson, founder of Virgin Group.

Pedestrians are the indicator for a healthy, equitable, environmentally friendly city.  
Walkable cities are easy to envision – as we humans have built cities for people, for centuries.
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Transforming Our World��
with�New�Sustainable�Development�Goals
By Ramón Cruz

The agreement, laid out in the publication 
Transforming Our World: The 2030 Agenda for 
Sustainable Development, represents the next 
step in international development goals after 
the eight Millennium Development Goals (MDGs) 
were retired. In the end, the perspectives of 
193 nations and civil society were taken into 
consideration, and the seventeen SDGs with 169 
targets will have a deep and broad impact on the 
lives of billions of people, increasingly populous 
cities, and the vital ecosystems that sustain life 
on earth.  

The Institute for Transportation and Develop-
ment Policy has been involved in this process 
since the beginning, and the agreement refer-
ences transport in several targets. This includes 

cutting the number of deaths and injuries from 
road traffic accidents globally by half, and a goal 
dedicated to making cities and human settle-
ments inclusive, safe, resilient, and sustainable. 
In addition, the building of resilient and sustain-
able infrastructure is included in several goals 
dealing with a range of themes from industrial-
ization and innovation to gender equality and 
the promotion of agriculture.

Now that consensus has been reached, the 
challenge shifts to finding the means to imple-
ment these goals. The UN estimates that it will 
take more than US$170 trillion to finance them 
over the next fifteen years. For those of us work-
ing toward the advancement of sustainable and 
equitable transport and urban policies through 

The evening of Sunday August 2nd representatives of 193 countries and several hundred advocates from civil society  
welcomed a new global vision for the future with euphoric standing ovation.

In September 2015, leaders from around the world met at the United Nations 
Sustainable Development Summit in New York to welcome a new global vision 
for the future. The UN had finally, after years of discussion, agreed on seventeen 
Sustainable Development Goals (SDGs) that set targets for the next fifteen years 
of the global struggle to end poverty, achieve gender equality, ensure food secu-
rity, protect the environment, and fight climate change.
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advocacy and technical expertise, the SDGs 
represent a new and stronger opportunity to 
advance our mission in three main ways.   

First, in order to properly measure SDG 
progress and hold governments accountable, 
defining the right indicators and setting targets 
will be critical. One of the successes of the MDGs 
was that those goals allowed all countries to 
follow one system of indicators—which helped 
with transparency, accountability, and focus. 

One of the main criticisms of the indicators 
was that measurement was hampered by a lack 
of data, complicating both measuring progress 
over time and setting baselines. Because of that, 
many of the proposed indicators for the SDGs 
include a primary indicator that is simple to 
measure from day one and easy to understand.  
This can be complemented by additional discre-
tionary indicators that may have more nuance, 
but are harder to measure. Once these indicators 
are globally agreed to, it will be easier to identify 
“low hanging fruits,” fund initiatives, monitor 
their impact, and determine where interven-
tions should be focused. This in itself is a big 
step toward solving these problems and will be a 
great tool for advocacy. 

Second, funding can be targeted and used 
more efficiently. As seen with the MDGs and 
other international processes, when the global 
community sets specific goals, multilateral insti-
tutions, international development agencies, and 
philanthropic sources align their strategic efforts 
with the language within these goals. In this way, 
everyone will be “rowing in the same direction.” 
The downside to this is that whatever issues are 
not included in the documents are not taken as 
priorities and therefore are more difficult to fund. 

The transport sector has experienced this in the 
past, as, for example, with the Kyoto Protocol and 
the Clean Development Mechanism. This dynam-
ic of excluding transport seems to have changed 
since Rio+20 and especially with this agreement. 
The multiple mentions of transport should offer 
an opportunity to ensure that innovative sustain-
able urban projects that have not been at the 
center of international development discussions 
in the past are considered in the future and the 
increase of funding for those projects is the proof 
of that.  

Third, by setting standards, this agreement 
provides an opportunity for national govern-
ments to align their objectives with the SDGs 
and share a similar language and guidelines 
with their regional peers. It also gives civil soci-
ety a tool to hold national governments account-
able to these goals by comparing themselves 
with regional peers, writing about the agreement 
in the press, and making it an issue during 
elections. Ultimately, this dynamic could result 
in better governance and more transparent 
initiatives that civil society and the international 
community could monitor.  

Even though many social issues such as 
poverty or gender inequality still exist, one 
can state that the MDGs helped move forward 
this agenda and in many instances countries 
greatly advanced in comparison to where they 
were at the turn of the century, when the MDGs 
emerged. Similarly, in 2030, we hope to live in 
a world that is moving toward greater equality 
and sustainability for all.  

Ramón Cruz is the international policy program 
manager for ITDP. 

The seventeen 
SDGs with 169 
targets will 
have a deep and 
broad impact 
on the lives of 
billions of people, 
increasingly 
populous cities, 
and the vital 
ecosystems that 
sustain life on 
earth. 

The document is a major accomplishment for the United Nations system, which works under the principle of consensus.  
More often than not, it is difficult to reach consensus when 193 different perspectives are taken into consideration. 
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In�Yichang,�China,��
a�New�BRT�Connects�the�City
By Xianyuan Zhu and Shanshan Li 

From high-ranking officials to 
everyday commuters, residents of 
Yichang are enjoying the benefits of 
their city’s new BRT system, open since 
mid-July. The city has opened two BRT 
corridors in 2015, from the city center 
southward for 13 kilometers with 
twenty-two stations, and northward 
for 10 kilometers and fifteen stations 
(3 kilometers of this is still to open in 
March 2016). Impact analysis surveys 
in September 2015 already reveal a 
range of impressive impacts, such as 
dramatic improvements in perceptions 
of public transport, a mode shift among 
BRT users of 20% from cars & taxis, 
improved security & civic pride, and a 
reduced bus-vehicle kilometers traveled 
by 7,400km per day due to more effi-
cient operations. In its first full month 
of operation, the Yichang BRT averaged 
240,000 daily passenger trips on 362 
buses, 200 of which are new BRT buses 
with doors in both sides. 

The improvements in Yichang, 
however, go far beyond the BRT. The city 
implemented groundbreaking parking 
reform in 2015, with half of the approxi-
mately thousand setback parking spaces 
along the BRT corridor eliminated and 
the remainder subject to improved man-
agement. This is an important improve-
ment to the corridor as it prevents cars 
from cutting across the sidewalks to 
park, making the pedestrian space more 
inviting and accessible, and dissuading 
driving in favor of using the BRT. 

Yichang is also making the BRT cor-
ridor more attractive and inviting with 
landscaping, covered walkways, and 
public space and further BRT station 
access improvements at several stations 
along the corridor. Yichang improved 
conditions for bicycles and pedestrians, 
with 30 kilometers of bike lanes (part of 
a planned 220 kilometer network), and 
700 trees planted along with 29 new 
safe pedestrian crossings and 400 bol-

Yiling Square, in central 
Yichang, China, is a place for all. 
Verdant and vibrant, the space 
is filled with young kids playing 
games, dancing and exercise 
classes for the elderly, and 
young couples strolling through 
the park. A large shopping 
center next door draws more 
residents to the area. The plaza  
is just one of many public spaces 
in Yichang recently made even 
more accessible by the launch  
of the city’s new, high-quality 
bus rapid transit (BRT) system. 

The Yichang BRT has all the features of a  
high quality system.
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lards installed along the BRT corridor. 
A bike sharing system is in process, to 
open in early 2016.

Yichang is the third in a series of 
high-quality BRTs beginning with 
Guangzhou in 2010 that are starting to 
change the trajectory of urban trans-
portation development in China. The 
landmark Guangzhou BRT proved that 
BRT could achieve passenger through-
put levels matching the highest capac-
ity metro systems in the world with a 
“direct service” operational model in 
which BRT buses enter and leave the 
BRT corridor. In 2013, Lanzhou, China, 
debuted an innovative station design 
that allowed BRT to squeeze onto the 
narrower streets of smaller cities while 
maintaining high system capacity. 
Lanzhou also followed Guangzhou’s 
example and implemented bike sharing 

integrated with the BRT and station 
area development improvements. Now, 
the Yichang BRT is leading the way for 
midsize cities across China, the region, 
and the world, demonstrating how BRT 
can enhance transport service and the 
surrounding corridor. 

The corridor has all the features of 
gold standard BRT and was planned and 
designed by ITDP China in partnership 
with the Guangzhou Municipal Engi-
neering Design and Research Institute. 
The system benefited from key guid-
ance, assistance, and financing from 
the Asian Development Bank, without 
whose support and hands-on guidance 
the BRT corridor would never have hap-
pened. With level boarding, off-board 
fare collection, separated and dedicated 
lanes, clear signage, and more, the BRT 
is truly revolutionizing the transport 

experience for Yichang residents. 
“Yichang’s BRT is well on the way to 

providing a sustainable transport model 
for medium-sized cities in China and 
around the world,” says Karl Fjellstrom, 
ITDP’s regional director for East and 
Southeast Asia who was the head of 
the technical team preparing the BRT 
design in Yichang.

The city, located along the Yangtze 
River, and the site of the Three Gorges 
Dam, has long had a thriving economy 
as a major port and distributor of goods. 
As the city looks to the future, its focus 
on cycling, pedestrian space, and high-
quality mass transport put it well on its 
way to becoming a leader in the region on 
transport and sustainable development.

Xianyuan Zhu and Shanshan Li are vice 
country directors of ITDP China.

In its first full month of operation, the Yichang BRT averaged 240,000 daily passenger 
trips on 362 BRT buses, 200 of which are new BRT buses with doors in both sides. 
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A Sustainable Smart Future�
New Transport Investment Tool Shows  
Indian Cities the Way Forward
By Harshad Abhyankar and Shreya Gadepalli

In the next fifteen years, the top hundred cities of India will grow by 125 million 

new inhabitants, roughly the population of Japan. This is a growth of 60 percent. 

Unfortunately, India is not investing in mass transit at anything close enough to 

meet even basic mobility needs, much less to address the issues of inequity and 

environmental degradation that are growing faster than the population. India has 

just 3.2 kilometers of rapid transit per million urban residents1,  a third of its peers 

China and Brazil, and less than a twentieth of France.

In 2014, Prime Minister Narendra Modi was 
elected under a promise of economic growth. 
Smart Cities was high on the agenda. Through 
the Smart Cities Challenge, the national govern-
ment is inviting cities to establish successful 
models of urban growth. Walking, cycling, and 
bus-based public transport are high priority 
areas, intended to shape the urban landscape of 
tomorrow. 

The Smart Cities Challenge is a step in the 
right direction. However, this initiative does not 
assess the amount of urban transport invest-
ment these cities require to become sustainably 
smart. ITDP developed a model to do precisely 
that. The model compares two investment sce-
narios—Business as Usual (BAU) and Sustainable 
Smart Future—for each of these cities. (For the 
purposes of this modeling, we consider metro-
politan areas, often consisting of two or more 
urban local bodies, to be a single city.)

In the BAU scenario, walking, cycling, and 
public transport continue to be neglected. Trips 
by city buses stagnate at near present levels—
consistent with recent trends. Informal public 
transport—minibuses and shared autos—cater 
to part of the public transport demand. With 
growing incomes, personal motor vehicle owner-
ship doubles every decade (increasing 7 percent 

per year). More and more people 
depend on cars for their daily 
travel needs and cities try to 
accommodate this deluge of 
traffic through investments 
in more roads, flyovers, and 
parking. As a result of bad urban 
planning that causes urban 
sprawl, commutes get longer, 
intensifying the impact of traffic. 
Infrastructure costs, user costs, 
travel times, pollution, and traf-
fic safety worsen.

On the other hand, in the 
Sustainable Smart Future, cities 
focus on capping personal motor vehicle use at 20 percent or less through 
various travel demand management measures, especially parking con-
trol. To serve the travel needs of their growing populations, cities invest 
in adequate walking, cycling, and public transport infrastructure and 
systems. They also adopt a transit-oriented development (TOD) approach 
to create dense yet livable neighborhoods along mass transport lines. 
Cities remain compact and accessible. Trips are short and convenient, and 
accomplished by walking, cycling, or transport.

Needless to say, transport needs of large cities are different from those 
of the medium-size cities. The larger cities—eight in all (with a population 
of five million or more)—should aim to restrict the modal share of person-
al motor vehicles to no more than 15 percent of all trips. The medium-size 
cities (one–five million population) could allow a little higher—up to 20 

1 Rapid Transit Ratio (RTR). See “Meeting the Needs of Expanding Cities” for more information (https://www.itdp.org/meeting-the-needs-of-expanding-cities-itdp-
study-explores-performance-of-key-countries-in-urban-transit-growth/).

A flyover in Ludhiana demonstrates the Business 
as Usual scenario of building only for cars.
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percent of all trips by personal motor vehicles. All cities regardless of size 
should also use the TOD approach to keep trip lengths at existing levels  
or lower. 

Large cities may have metro rail on some lines but will also require a 
large network of bus rapid transit (BRT) and a substantial increase in regular 
bus services. Medium-size cities, on the other hand, do not need any metro. 
However, they should invest in an extensive network of BRT along with a 
wide coverage of frequent, high-quality regular bus service. Cities of all sizes 
must invest in safe and convenient walking and cycling infrastructure.

There is a startling contrast in the outcomes of the two scenarios. The 
Sustainable Smart Future is unequivocally the better choice—not only in 
terms of reducing pollution, fatalities, travel time, and climate impact, but 
also in the amount of investment required. The financial savings, traffic 
deaths avoided, greenhouse gas (GHG) emissions reduced, and fuel cost 
reductions amount to a savings of 40 to 60 percent. More than twenty 
thousand lives could be saved each year from reducing the number of traffic 
crashes. About 3.4 trillion Indian rupees (US$ 52 billion2) would be saved over 
the next decade and a half, a 39 percent reduction over the BAU scenario.

The model takes the existing population of each city, the share of 
various transport modes used, and an inventory of existing transport 
infrastructure to set the baseline. Where specific data was not available, 
baselines were set based on information from other cities of similar size 
and demographics. Using population growth as the primary input, and 
empirical factors such as trip rates, trip lengths, and trips per bus, the 
model calculates the transport infrastructure needs in the two scenarios 
for each city.

2 R1 USD = 65 Indian rupees

Rainbow BRT in Pune shows one option for a sustainable smart future.
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In the BAU scenario, minimal investment is 
made in city buses to retain services at existing 
levels, while the majority of funds go to building 
new road infrastructure to serve trips by person-
al motor vehicles at acceptable levels of service. 
In the Sustainable Smart Future model, the 
control point is trips by personal motor vehicles, 
capped at 15 to 20 percent depending on city 
size. The model then assesses the transport 
infrastructure needs—kilometers of mass rapid 
transit (including BRT), bus and minibus fleets, 
kilometers of footpaths and cycle tracks—to 
effectively serve the remaining 80 to 85 percent 
of trips in each city in addition to maintaining 
existing road infrastructure in good order.

Based on this information, the model calcu-
lates the investment required for capital expen-
diture as well as operations and maintenance 
costs over the coming decade and a half. The 
model also compares the performance of the 
two scenarios against various parameters such 
as air quality, GHG emissions, road safety, and 
fuel consumption.

Consider the example of Ludhiana—a city 
with about 1.8 million inhabitants in 2015. The 
chart above shows the modal split in the base-
line year (2015) as well as the two scenarios in 
2031. In the BAU scenario, the city would have to 
spend Rs 125 billion (US$1900 million) to meet 
the transport needs of its three million people 
in 2031. About 90 percent of these funds would 
be spent on roads, flyovers, and parking to serve 
personal motor vehicle use. The assessment 
does not take into account the cost of land 
required for nearly tripling the road infrastruc-
ture. The charts below show how lopsided the 
spending in the BAU scenario is toward infra-
structure that benefits personal motor vehicles.

Today Ludhiana does not have any quality 
walking and cycling infrastructure. It is planning 
only a small BRT network. In its Sustainable 
Smart Future, Ludhiana would have to invest 
heavily in walking and cycling infrastructure, on 
a much larger bus fleet as well as expanding the 
BRT network. The tool suggests that Indian cities 
would need about 40 kilometers of footpaths, 20 

kilometers of cycle tracks, 2,000 shared bicycles, and 650 buses per million 
residents. The cities should also strive to achieve an RTR of at least 25 
kilometers MRT per million. Even with such investments, Ludhiana can 
expect to achieve its mobility target with Rs 42 billion (US$660 million), 
a savings of 67 percent compared to BAU. This investment will not only 
provide sustainable mobility to all people, but also reduce traffic fatalities, 
GHG emissions, and spending on fossil fuels by 45 to 60 percent.

Like the case above, the model was used to assess the investment 
required in the top hundred cities of India in the two scenarios and how 
the two scenarios fare across various parameters. The model suggests that 
until 2031, the hundred cities need to collectively build 14,000 kilometers 
of footpaths, 7,500 kilometers of cycle tracks, provide more than 600,000 
shared cycles for their residents, manufacture 250,000 buses, and build 
4,500 kilometers of BRT. The charts on the next page vividly compare the 
investment in both scenarios and show the benefits achieved in the top 
hundred cities.

As these outcomes show, adopting the Sustainable Smart Future model 
brings down capital expenditure, fuel consumption, and travel costs, 
saving money for government and individual citizens. National and state 
governments can use this tool to demonstrate a clear, direct comparison 
of the costs, literal and otherwise, of business as usual. This comparison 
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is a powerful eye-opener that could give the right push toward adopting a 
sustainable transport policy.

Will this make a difference for Indian cities? There are already some 
positive signs. The Smart Cities Challenge and the Atal Mission for Rejuve-
nation and Urban Transformation of the national government have clear 
guidelines to promote walking, cycling, and public transport. Cities such as 
Pune are already heading down the right path with investment in BRT. 

Though these are good signs, more needs to be done. Beyond working 
on isolated projects, Pune would have to develop a comprehensive plan 
that would require investing Rs 250 billion by 2031 on about 250 kilometers 
of NMT infrastructure, a high-quality bus system with 6,000 buses, and a 

cycle sharing system with 15,000 cycles. Invest-
ment in walking and cycling remain critical to 
achieving this sustainable, smart future, and 
some cities are taking the lead. The cities of 
Coimbatore, Chennai, Gurgaon, and now Delhi 
are holding car-free days. Chennai is investing 
in high-quality footpaths where none existed 
before. It remains to be seen which city will be 
the leader in establishing cycle share as a viable 
transport mode.

The Smart Cities Challenge will see an invest-
ment of around one trillion rupees (including 
central, state, and city contributions) over the 
next five years to develop best practices in the 
urban sector. Assuming that a quarter of this 
amount will be spent on transportation initia-
tives, the top hundred cities still need twenty 
times as much investment in urban transporta-
tion over the next fifteen years to achieve their 
Sustainable Smart Future. The challenge, in 
part, is underinvestment in the urban transport 
sector. But a greater challenge is to redirect the 
funds into the right kind of infrastructure—not 
car oriented but people oriented.

Harshad Abhyankar is Senior Associate for Maha-
rashtra Programs, ITDP India; Shreya Gadepalli is 
Regional Director, ITDP India

In Ludhiana, adopting the Sustainable Smart Future model will not only  
provide sustainable mobility to all people, but also reduce traffic fatalities,  
GHG emissions, and spending on fossil fuels by 45 to 60 percent.

A map of Pune’s Rainbow BRT.
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By Carly Koinange

Walking�and�Cycling�in�African�Cities
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Throughout the region, the percent-
age of people using cycling and walk-
ing, or nonmotorized transport (NMT), 
varies from 50 percent in Nairobi, 
Kenya, and Dar es Salaam, Tanzania, to 
82 percent in Dakar, Senegal. In rural 
areas, these numbers are even higher. 
Even where public transport exists, the 
urban and rural poor are dependent on 
NMT because they simply cannot afford 
public transport fares. One of the great-
est things these cities can do to improve 
quality of life for the majority of their 
citizens would be to prioritize NMT by 
providing safe and accessible cycling 
and walking infrastructure.

According to the World Health Orga-
nization’s (WHO) Global Status Report 
on Road Safety in 2013, Africa has the 
highest number of road traffic accidents 
per capita of any region, with 43 percent 
of transport-related deaths occurring 
among pedestrians and cyclists. Traffic 
accidents in Africa are now the leading 
cause of death after malaria and HIV/
AIDS, with huge societal and economic 
costs for African cities. The simple 
option to safely cycle to work would sig-
nificantly increase the job opportunities 
available to the majority of Africans by 
extending the reach of their commutes 
without additional costs.

Encouraging walking and cycling 
saves households time and money, and 
is essential for the long-term protec-
tion of health and the environment. 

Vehicle emissions contain particulate 
matter and other harmful gases, which 
are a leading cause of respiratory and 
cardiovascular diseases. WHO estimates 
that 3.7 million people die each year 
as a result of outdoor air pollution. The 
transport sector currently contributes 
23 percent of all carbon dioxide (CO2) 
emissions. Emissions are projected to 
grow at a rate of 2.5 percent annually 
until 2020, in part because of rising 
numbers of cars. Fortunately, changes 
are afoot. African governments are 
realizing how important it is to support 
walking and cycling by investing in 
infrastructure for NMT. 

In 2008, South Africa’s Department of 
Transport took the lead by developing a 
national NMT policy. This is supported 
by a number of city-level NMT policies 
including the City of Cape Town’s NMT 
Policy and Strategy and the Johan-
nesburg Framework for NMT. South 
African cities also have taken a lead 
in adopting guidelines for pedestrian-
friendly street design, with documents 
such as Tshwane’s Streetscape Design 
Guidelines and Johannesburg’s Complete 
Streets Design Manual Guideline. In 2000, 
Cape Town constructed 22 kilometers 
of bike paths, resulting in a 30 percent 
increase in the number of students who 
commuted by bicycle.

The city of Tamale, Ghana, built 60 
kilometers of bike lanes, supporting 
two-thirds of trips by bicycle. Tamale’s 

Walking�and�Cycling�in�African�Cities

No matter where you live or how you travel, nearly everyone  
begins and ends each trip as a pedestrian. In cities across Africa, 
most people rely almost exclusively on walking and cycling as their 
primary forms of mobility. Due to a lack of infrastructure, however, 
people spend several hours each day walking to and from school 
and work—and accessing basic services.
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cycle network is fully integrated with 
other transport modes, including long-
distance taxis and buses. The Ghana 
Ministry of Transport and National 
Road Safety Commission launched a 
stakeholder engagement process in 
October 2015 with the aim of developing 
a national NMT policy. 

In Uganda, the Ministry of Works 
and Transport launched a National NMT 
Policy in 2012 in partnership with the 
First African Bicycle Information Orga-
nization (FABIO), demonstrating the 
important role of civil society in NMT 
planning and implementation. Design 
is now under way for an NMT pilot 
corridor in central Kampala. The project 
incorporates a plan to reorganize two 
informal minibus parks, as well as a 
proposed BRT corridor running diagonal 
to the pilot street.

In Kenya, the Nairobi City County 
government launched an NMT policy 
in March 2015 to develop and main-
tain a fully integrated NMT transport 

system. The government went further 
by committing 20 percent of all road 
construction spending toward NMT 
infrastructure and is now planning to 
build on the policy by following up with 
on-ground infrastructure as well as 
exploring how to scale up and finance 
NMT at a national level. 

In Burundi, the Ministry of Trans-
port, Public Works, and Equipment has 
already undertaken an environmental 
and social impact assessment and 
has identified a pilot NMT corridor in 
Bujumbura. Talks have also commenced 
in Nigeria and Cote d’Ivoire to develop 
NMT policies. The United Nations Envi-
ronment Programme’s Share the Road is 
working with governments in Uganda, 
Kenya, Burundi, Ghana, Nigeria, and 
Cote d’Ivoire to promote systematic 
investment in NMT.

Planners across Africa are also 
leveraging public transport initiatives to 
improve mobility for NMT users. Cape 
Town, Johannesburg, and Lagos have 

Walking and cycling infrastructure is severely lacking in cities 
throughout Africa, but some cities are making positive changes.
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introduced BRT and busway corridors 
that have significantly improved the 
efficiency of public transport. Cities such 
as Dar es Salaam; Addis Ababa, Ethiopia; 
Kampala; and Nairobi are planning for 
BRT and LRT or have projects under con-
struction. While the core aim of these 
projects is to improve public transport, 
they also present an opportunity to 
implement parallel and integrated facili-

ties for walking and cycling. The Dar 
Rapid Transit (DART) in Dar es Salaam 
is a good example of the importance of 
integration between public transport 
and NMT facilities. DART corridors 
feature accessible footpaths and wide 
cycling tracks, allowing for the integra-
tion of cycling with the BRT system.

As part of the worldwide movement 
toward urbanization, Africa’s major cit-

WALKING�AND�CYCLING�IN�AFRICAN�CITIES

The Dar Rapid Transit (DART) in Dar es Salaam is a good 
example of the importance of integration between public 
transport and NMT facilities. DART corridors feature 
accessible footpaths and wide cycling tracks, allowing  
for the integration of cycling with the BRT system.

ies will see an influx of more than 150 
million new residents in the next fifteen 
years, an increase of 50 percent. The 
majority of these new urban residents 
will rely on the most affordable and 
accessible modes of transport: walking 
and cycling. Transport-related invest-
ment decisions in the coming years will 
help define the economic, environmen-
tal, and social development of Africa, 
and will “lock in” travel and mobility 
behavior for many years into the future. 
The way to avoid continent-wide grid-
lock is to build cities that thrive on an 
integrated, multimodal transport sys-
tem that includes NMT. A political and 
financial commitment from decision 
makers and a genuine commitment 
from the development community is 
required for this to become a reality. 
This is also a prime opportunity for 
governments and development partners 
all over Africa to give NMT, and the mil-
lions of Africans who travel by foot and 
bicycle—and their environment—the 
priority it deserves. 

Carly Koinange is programme lead for the 
United Nations Environment Programme 
Share the Road program. Share the Road,  
a UNEP initiative launched in 2008 with  
the FIA Foundation for the Automobile  
and Society, brings together the environ-
ment, safety, and accessibility agendas 
in the context of urban transport in the 
developing world. For more information, 
visit www.unep.org/transport/sharetheroad.
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Walking in Mexico City can be an extreme sport. Breaks in sidewalks, unsafe intersections, 
construction with no path planned for pedestrians, and distracted drivers in speeding 
cars make it difficult to navigate, much less enjoy, walking in the city. One of the greatest 
ways to transform a city is to put pedestrians first. Cities known for best practices in 
terms of urban development, equity, and high quality of life prioritize pedestrians when 
designing the infrastructure of the city. This is being done in Mexico City.

Improvements are in progress. The city has been making a huge effort 
to improve the pedestrian environment, with projects such as the pedes-
trianized Madero street, Regina street, 16th de Septiembre street, and the 
recovery of many other public spaces. These projects are very symbolic 
and help generate confidence that certain regulations are being followed 
to the pedestrian’s benefit, and ITDP México is working with the city to 
ensure that this progress continues. There is more work to be done—and 
a great opportunity available with the historic downtown. If the city does 
this right, Mexico City could become a national and international example 
of pedestrian best practices.

Pedestrians in cities such as Mexico City often do not think about all 
the obstacles they face every day. The government still prioritizes road 
construction for cars, and for many people this seems normal. ITDP 

How�to�Enjoy�the�City�with�Your�Feet
By Yazmin Viramontes and Jorge Cañez
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México’s pedestrian program, Camina (Walk), seeks to improve Mexico 
City’s walking environment by evaluating pedestrian environments on 
three scales: crosswalks, corridors, and zones. For crosswalks—the most 
dangerous part of the street for pedestrians—safety is evaluated. For 
corridors, the team evaluates the interface of buildings with the street, 
connectivity, and the quality of sidewalks. For zones, we look for urban 
design and proximity to desirable walking destinations, and the network 
of walking and cycling.

Using tactical urbanism, the Camina program takes to the streets to 
demonstrate how intersections can be improved. Using orange cones, 
cameras, and signs, the team employs an interactive approach to building 
awareness of the problem, and to provide a map for improvement. The 
idea is to create tools for city decision makers that can help them identify 
which intersections most urgently need intervention, and to provide 
specific advice as to what should be done.

The new street design offers direction for cars, and reduces the dis-
tance that pedestrians have to cover. As this project shows, creating safer 
spaces for pedestrians can happen easily within the existing road space 
by narrowing car lanes and directing drivers through specific points in the 

intersection that help them to clearly see when 
pedestrians are crossing. 

The goal of Camina is to create streets that 
allow the most vulnerable pedestrian groups—
children and the elderly—to walk visibly, 
securely, and calmly, applying the principles of 
accessibility, visibility, and order for all users of 
the street. The best way to attain these measures 
is through techniques such as decreasing the 
exposure time of pedestrians in the vehicle line 
and reducing the turning radius for cars, which 
results in lower speeds, so that drivers can best 
see and yield to pedestrians.

Everyone, no matter where you live, has the 
right to go outside and walk around comfort-
ably, safely, and calmly. Mexico City and all Latin 
American cities have a great opportunity to build 
the kinds of cities that we want: walkable, enjoy-
able, and on a human scale. Keep enjoying cities 
with your feet, and we’ll see you on the street!

Yazmin Viramontes is the manager of Camina for 
ITDP Mexico, Jorge Cañez is the former community 
manager for ITDP Mexico

Mexico City has been making 
a huge effort to improve the 
pedestrian environment, and 
ITDP México is working with the 
city to ensure that this progress 
continues. If the city does this 
right, Mexico City could become a 
national and international example 
of pedestrian best practices.
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The Rapid Transit to Resident Ratio (RTR) is a small statistic 
with a lot of information. The metric compares a country’s urban 
population (cities with more than 500,000 people) with the 
length of rapid transit lines (including rail, metro, and BRT) that 
serve them. This metric offers a snapshot of the access, equity, 
and quality of life that come with increased transport options 
and that allow countries to track progress over time. 
 Many factors influence RTR. A dense city may require 
less transit length to provide the same level of access as a more 
sprawling city with the same population. Because of this, 
RTR is perhaps most useful for comparing transit growth over 
time. As populations grow, transit investment must at least keep 
pace with that growth and must increase faster than population 
growth in order to improve the ability of people to move 
around cities. 
 This map presents a baseline for countries to gauge their 
transit growth in the coming years. Across a diverse range of 
financing and development levels, countries can all make smart 
investments in their infrastructure, and in turn, an investment in 
their people. 

2014 
RTR Report
Rapid Transit to Resident Ratio
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Brazil  10.7
In preparation for the World Cup 
in 2014, and the Rio Olympics in 
2016, Brazil’s cities have invested 
heavily in transit infrastructure. 
With an RTR of 8.3 ten years ago, 
Brazil has demonstrated that 
smart investment can yield 
quick gains, bringing RTR to 
its current level of 10.7.
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Brazil
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3.2

India

2.6

Kazakhstan 

3.6

South Africa

China  8.3
China invested heavily in metro 
systems across the country 
over the past decade. However, 
compared to the investment, 
the RTR has grown only 
modestly (2.6 → 8.3), due to 
the extraordinary expense of 
metro systems. Look for China 
to achieve better RTR growth 
via BRT in the future.

Germany 81.6
Germany has long had an
extensive rapid transit, with 
an RTR of 78.9 in 2004. 
Germany has maintained this 
high level of transit, bringing 
RTR to 81.6 in 2014. The lower 
densities of this wealthy nation, 
however, mean a higher RTR is 
necessary to serve a large 
number of trips.

Kazakhstan  2.6
Starting without any rapid 
transit in 2004, Kazakhstan 
built a metro in its largest 
city to boost RTR to 2.6. 
Increasing density near transit 
will further improve RTR. 

USA  14.3
Between 2004 and 2014, 
transit in the United States 
grew slightly faster than urban 
population (13.1 →14.3). 
However, with the lowest 
urban density on earth, 
the overwhelming majority 
of urban trips will continue 
to be made by car unless there 
is a significant increase in 
transit investment.

South Africa 3.6
South Africa invested heavily 
in bus rapid transit in advance 
of the 2010 World Cup, bringing 
its RTR up from near 0. 
As the systems in larger cities 
expand and new systems come 
online, expect this number to 
increase further.

India  3.2
India also invested in metro 
systems in big cities, but 
not nearly as heavily as China. 
RTR has grown very slowly 
2.2 → 3.2 as the urban 
population continues to 
boom. With more focus on 
BRT, this number can grow 
more significantly.
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The Rapid Transit to Resident Ratio (RTR) is a small statistic 
with a lot of information. The metric compares a country’s urban 
population (cities with more than 500,000 people) with the 
length of rapid transit lines (including rail, metro, and BRT) that 
serve them. This metric offers a snapshot of the access, equity, 
and quality of life that come with increased transport options 
and that allow countries to track progress over time. 
 Many factors influence RTR. A dense city may require 
less transit length to provide the same level of access as a more 
sprawling city with the same population. Because of this, 
RTR is perhaps most useful for comparing transit growth over 
time. As populations grow, transit investment must at least keep 
pace with that growth and must increase faster than population 
growth in order to improve the ability of people to move 
around cities. 
 This map presents a baseline for countries to gauge their 
transit growth in the coming years. Across a diverse range of 
financing and development levels, countries can all make smart 
investments in their infrastructure, and in turn, an investment in 
their people. 
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Germany has long had an
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an RTR of 78.9 in 2004. 
Germany has maintained this 
high level of transit, bringing 
RTR to 81.6 in 2014. The lower 
densities of this wealthy nation, 
however, mean a higher RTR is 
necessary to serve a large 
number of trips.

Kazakhstan  2.6
Starting without any rapid 
transit in 2004, Kazakhstan 
built a metro in its largest 
city to boost RTR to 2.6. 
Increasing density near transit 
will further improve RTR. 

USA  14.3
Between 2004 and 2014, 
transit in the United States 
grew slightly faster than urban 
population (13.1 →14.3). 
However, with the lowest 
urban density on earth, 
the overwhelming majority 
of urban trips will continue 
to be made by car unless there 
is a significant increase in 
transit investment.

South Africa 3.6
South Africa invested heavily 
in bus rapid transit in advance 
of the 2010 World Cup, bringing 
its RTR up from near 0. 
As the systems in larger cities 
expand and new systems come 
online, expect this number to 
increase further.
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not nearly as heavily as China. 
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boom. With more focus on 
BRT, this number can grow 
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A�More�Walkable�Nation
By Gabriel Lewenstein

According to the Alliance for Bik-
ing and Walking, 10.4 percent of trips 
nationwide, and 5 percent of commutes 
in the biggest cities are taken on foot. 
These are modest numbers, compared 
to many European cities, but up sig-
nificantly from a decade ago, thanks 
to recent investments in sidewalks, 
crosswalks, and communities. However, 
as pedestrian improvements are gaining 
attention, many lower-income commu-
nities are being neglected.  

Communities of all backgrounds and 
income levels deserve easy, walkable 
access to safe streets, vibrant neighbor-
hoods, and local amenities. Today, the 
pedestrian fatality rate in low-income 
areas is nearly double that of high-
income areas. Ten million households—
just under 10 percent of American 
households—have no access to an 
automobile, and rely on walking, often 
to and from public transit, for their 
mobility. Now, communities across the 
country are working to integrate equity 

and infrastructure and are developing 
strategies to address these concerns.    

Engaging, accessible streets lead 
to thriving, connected communities. 
Whether the goal is better health, 
increased access to transit or jobs, 
or reduced injuries and deaths from 
traffic crashes, strong pedestrian 
infrastructure improves quality of 
life. Improvements can come in many 
forms: sidewalks can be widened, better 
lit, or shaded; streets can be redesigned, 
speed limits lowered, and intersections 
made safer through shorter crossings 
with better signage and crosswalks. 
Neighborhoods, too, can be made more 
walkable, by promoting a mix of com-
mercial and residential uses, vibrant, 
street-level storefronts, and improving 
access to public transit [see sidebar].

In a recent report on the importance 
of walking, the United States Surgeon 
General proclaimed that “everyone 
should have access to spaces and places 
that make it safe and easy for us to 

walk or wheelchair roll.” Encouragingly, 
American cities have started taking 
action. In the past decade, the number 
of major U.S. cities with an explicit 
policy to increase walking has risen 
from twenty-five to thirty-nine. One of 
the most popular policies, Vision Zero, 
has spread from New York to Chicago 
to San Francisco and beyond. Other 
urban centers, including, Washington, 
D.C., Boston, and Seattle have created 
new walking hot spots—areas with high 
marks on walkability indices as well as 
ample office and retail spaces—that are 
well distributed throughout the city. 

Perhaps no place represents the 
shift in U.S. cities better than Detroit. 
For decades the center of American 
auto manufacturing, the city has 
recently turned the corner and is on 
track to become one of the top ten 
most walkable cities in the country in 
coming years, according to the Foot 
Traffic Ahead report from the Center 
for Real Estate and Urban Analysis at 
George Washington University School 
of Business. The change has been led by 
business executive and Detroit native 
Dan Gilbert. After Detroit’s economy 
famously collapsed in 2008, Gilbert 
began purchasing swaths of downtown 

The United States is in the midst of a walking revival. In cities across 
the country, new policies, infrastructure, and cultural shifts are chang-
ing the urban landscape and raising the profile of active transport. The 
result will be improvements to our health, safety, and streets.
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real estate, and is now a driving force 
behind rebuilding the city as an attrac-
tive, livable destination. 

Detroit’s improvements include a 
focus on active streets, with outdoor 
seating and ample ground-level retail, 
art, and public space. Support for and 
investment in a new light-rail line will 
allow more people to forgo a car and 
reach the city center. The results so far 
are encouraging. The city’s score on 
walkability metrics has improved sig-
nificantly in the past five years. The Foot 

Traffic Ahead report examined walkable 
hot spots with strong commercial activ-
ity and projected that in the near future, 
Detroit will rank eighth in U.S. cities 
with abundant walkable urban space.  

Despite the progress in recent years, 
a lack of investment in less wealthy 
neighborhoods is raising concerns 
about the role of equity in our pedes-
trian infrastructure. In the past, other 
forms of transit have conspicuously 
catered to middle- and upper-class 
areas, such as highways from down-
towns to suburbs bisecting low-income 
communities and a lack of adequate 
transit in poor neighborhoods. Now, it 
is critical that the United States avoid 
similar mistakes as it builds up its 
pedestrian infrastructure.

Already, low-income Americans 
walk and bicycle more than their 

upper-income counterparts, and with 
less infrastructure. The highest rates of 
walking to work, almost 8 percent, are 
seen among those making less than 
$10,000 a year, with rates for all those 
making below $25,000 close behind. 
Walkable neighborhoods can be espe-
cially important for low-income resi-
dents. Safe paths to transit allow access 
to jobs and opportunities throughout 
the city. Equally important is investing 
in commerce in low-income neighbor-
hoods. A good sidewalk is useless if 
it leads nowhere. Nonetheless, while 
almost 90 percent of high-income urban 
areas nationwide have sidewalks, only 
49 percent of low-income areas do.

Recent investments in public space 
have not always addressed these issues. 
For example, Miami has created more 
vibrant, walkable public spaces, but 
most of the improvements have come 
in already-affluent areas. After the 
housing market soured in the Great 
Recession, new condos that were 
originally intended for absentee foreign 
owners were instead rented to the city’s 
burgeoning tech crowd. This led to 
more local residents, with active, busy 
streets. Several developers fostered this 
growth by creating new art galleries 
and high-end shopping centers. While 
these walkable hot spots benefit the city 
overall, the city’s poorer communities 
have yet to see similar investments in 
their public space.  

Nonetheless, some communities in 
the United States are taking the lead 
on these issues and adopting holistic 
approaches to equitable transport. In 
developing Portland, Oregon’s Vision Zero 
program, advocates worked with low-
income community groups to ensure that 
their concerns were integrated into the 
plan. When a street maintenance fee was 
proposed to fund transportation projects, 

Walking is a key element of transit-oriented 

development. The TOD Standard lays out 

the principles that need to be considered 

to create a strong pedestrian environment:

Principle: Walk

A. The pedestrian realm is safe and 

complete, with both blocks and 

intersections having safe, accessible 

walkways

B. The pedestrian realm is active and 

vibrant, with ample, engaging store-

fronts connecting to the street

C. The pedestrian realm is temperate and 

comfortable, with shade and shelter 

where needed

Principle: Connect

A. Walking and cycling routes are short, 

direct, and varied

B. Walking and cycling routes are shorter 

than motor vehicle routes

What Makes a Walkable 
Neighborhood?

Vision Zero advocates stood with local 
communities to push for a less regressive 
tax. In addition, the Vision Zero report 
includes a call to end racial profiling, aim-
ing to make sure that walkers of all races 
and backgrounds feel ownership over 
their streets, and have safe and inclusive 
public spaces. 

The United States has a long way to 
go before it becomes a pedestrian para-
dise. Decades of car-oriented growth 
have left a planning legacy that can be 
challenging to overcome. But with more 
cities focused on attracting growth, 
jobs, and commerce downtown, active 
transport is becoming an increasingly 
central strategy. Benefits to personal 
health, community cohesion, and the 
regional economy mean that strong 
pedestrian infrastructure is an integral 
part of building a smart, modern city. 

Gabriel Lewenstein is Communications 
Associate for ITDP Global.
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Driverless�Cars�Will�Be�Great�Complements��
to�Mass�Transport
By Jacob Mason

Driverless Cars and Transport:�A Debate 
Google has announced that they intend to have driverless cars on American roads by 2020.  
Many in the transport industry are watching this closely. Are driverless cars a good thing for our cities?  
Can we use this technology in a productive way? Or is this a distraction from other, more inclusive  
mobility needs? ITDP’s Jacob Mason and Michael Kodransky present their cases.

What do you think about driverless cars? Join the conversation: @ITDP_HQ / facebook.com/itdp

Human beings are terrible drivers. We get dis-
tracted by phones, we speed, and we get angry 
behind the wheel. The result is nothing short 
of an epidemic. Last year, 1.24 million people 
died in traffic collisions. That would be like eight 
jumbo jets crashing every day! This is the biggest 
reason why I am optimistic about driverless 
cars. Driverless cars and trucks will improve 
safety tremendously. Mandated to follow the 
letter of the law, they will never speed, have too 
much to drink, or even change lanes without 
signaling. When they encounter something too 
complicated or unusual to handle, they will slow 
down and stop.

No matter how you feel about them, driverless 
cars are coming. In fact, features of them already 
exist, in high-end automobiles, and fully auto-
mated cars are plying the streets of Nevada and 
California already. Trucks, buses, and taxis will be 
the first driverless vehicles to operate on a large 
scale, offsetting their high costs by eliminating 
the need to pay professional drivers. In particular, 
the highly controlled environment of limited-
access highways will probably see the earliest 
large-scale adoption of driverless vehicles for 
long-haul buses and trucks. While the job loss is 
largely unavoidable, with ample competition and/
or good government oversight, much of the cost 
savings should be passed on to consumers, in the 
form of lower costs and/or better service. 

Cheaper taxis may cause some urban dwell-
ers to shift from public transport to cabs, and 
good policy could ensure that public transport 
becomes even more competitive. In addition, 

while you may be able to squeeze more driver-
less cars onto an interstate, the complexity of 
city intersections means that driverless cars 
probably will not enable more cars to drive 
on city streets. Even a cheap taxi is not that 
appealing if it is stuck in traffic, especially when 
compared to significantly better bus service. But 
with good planning, cheaper taxis could provide 
a good complement to traditional transport, 
helping people get places where they previously 
might have driven. Data is already showing that 
people use ride share services to extend the 
reach of transport. Cheaper taxis could comple-
ment existing transport instead of competing 
with it. This could drive a virtuous circle of 
cheaper fares and better service driving more 
transport use and less driving, creating even 
better transport service and a greater shift away 
from private cars.

In terms of development, expressways may 
be able to squeeze in extra cars through driver-
less vehicles, which could result in additional 
sprawl. However, this depends on the large-scale 
adoption of driverless vehicles, which is not 
likely in the short term. In addition, the surface 
roads that lead to and from expressways are 
unlikely to see much change, meaning the pinch 
points for most commutes would remain largely 
the same. But by allowing car users to do other 
tasks, the stress and inconvenience of driving 
would decrease significantly, increasing the 
attractiveness of car travel. This could encour-
age longer and more frequent car trips, perhaps 
pushing development farther from the center; 

Cheaper taxis could 
complement existing 
transport instead 
of competing with 
it. This could drive 
a virtuous circle of 
cheaper fares and 
better service driving 
more transport use 
and less driving, 
creating even better 
transport service and 
a greater shift away 
from private cars.
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Driverless�Cars�Will�Not�Solve��
Inequality�in�Cities
By Michael Kodransky

however, the expense would put such cars out of 
reach for most commuters. With good planning, 
focusing on more housing, better bike lanes, 
pedestrian plazas, and a more livable urban 
environment, this expense could be leveraged to 
increase the appeal of urban living, and making 
private car travel less necessary.

We cannot know for sure how and when 
things will change, and there will be a period 

of trial and error as policies and impacts play 
out. But by planning for these vehicles, we can 
minimize their negative impact and maximize 
the safety and cost benefits of driverless cars to 
help create the sustainable, livable, and equi-
table cities we want.

Jacob Mason is the transport research and evaluation 
manager for ITDP Global.

Car manufacturers, tech companies, and 
trend forecasters are pouring intellectual energy 
and large sums of capital into developing, 
testing, and hyping driverless cars. They see the 
transport sector on the verge of a radical change. 
These cars are promoted as the great equalizer 
that will solve major issues plaguing cities: con-
gestion, collisions, pedestrian fatalities, human 
error. The reality, however, is that we have been 
here before. Cities have been distorted with road 
widenings and exclusionary land-use regula-
tions—unjustly segregating communities by 
class, color, and family structure in the case of 
the United States—implemented with much the 
same goal. It is hard to imagine how decades of 
car-centric planning will transform merely with 
the advent of driverless cars. Amid all the excite-
ment about this novel technology, little attention 
is given to the impact these new cars will have 

on the design of cities. 
Equity concerns about the impact of driver-

less cars loom large. The problem many cities 
in the world face is a crisis of social inclusion 
resulting from urban design practices that 
marginalize communities and push poor people 
to the periphery. Driverless cars could perpetu-
ate, even exacerbate, inadequate and inequitable 
land-use patterns, leading to a further mismatch 
in the housing-jobs balance, but are justified by 
the magnitude of venture capital sponsoring 
their development and by all the rhetoric assur-
ing us that driverless cars will link everyone 
everywhere safely and seamlessly. 

Creating high-quality, comprehensive, and 
easily connected infrastructure that reduces the 
travel burden and links to jobs and opportunities 
across a metropolitan region will require invest-
ment in walking, cycling, and high-capacity Im
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Driverless cars and all the boosterism 
around them serve as another 
distraction from the urgent need to 
design (or redesign) cities for people.

transport, not driving. Globally, the majority of 
people do not own a car, and in lower-income 
nations, car ownership is generally between 
5 and 20 percent. Most journeys are less than 
5 kilometers, in fact—prime for walking and 
cycling trips. It may be that shared driverless 
cars can answer equity concerns by reaching 
low-income areas offering the same service 
as high-income areas. But this will require 
significant government regulation and probably 
subsidies as well to ensure that such transporta-
tion reaches and is accessible to low-income and 
marginalized communities. 

Road capacity is the main constraint to the 
promise of driverless cars—as it has been for 
driver-dependent vehicles. Car manufactur-
ers imagine that people will want to purchase 
personal autonomous vehicles that will now 
give them time to read, watch movies, rest, and 
relax while the car does all the work getting 
to a destination using the existing road net-
work. Autonomous technology is already being 
incorporated into existing fleets with rearview 
innovations, parking guidance, and cruise 
control. Autonomous vehicle technology will not 
impact existing congestion caused by today’s car 
fleets if single-passenger trips are merely shifted 
to autonomous vehicle single-passenger trips.

The race to deliver the newest driverless 
car product to the market distracts from other 
fundamentally neglected urban needs. Public 
life, relegated to private spaces or eliminated 
altogether by detrimental policies in the past, 
requires dedicated public space. Given the 
resurgence of public life in the past few decades 
through improvements to streets for walking, 
cycling, public transport, and place-based activi-
ties, it is disturbing that autonomous vehicles 
offer another utopian vision of a city built 

around the car and not people. 
Most people in the world face a lack of good 

walking infrastructure and access to high-quality 
streets. While driverless cars may solve some 
problems, they will not solve the most critical 
challenges related to good urban design. A report 
published by the International Transport Forum 
in 2015 found that self-driving shared vehicles 
can significantly reduce the need for both 
on-street and off-street parking since shared 
vehicles could reduce 90 percent of existing cars 
from city streets with big implications for road 
safety. The thinking is that shared driverless 
vehicles will endlessly circulate city streets shut-
tling passengers between destinations, much like 
driver-dependent taxis. Aside from the fact that 
this could easily cause more congestion than 
it reduces, this will do nothing to address the 
fundamental lack of continuous walking facili-
ties and amenities around quality public spaces. 

Until we devote the resources necessary to 
keep the most vulnerable people from walking 
in the dirt or skirting highway traffic to cross 
the street, driverless cars and all the booster-
ism around them serve as another distraction 
from the urgent need to design (or redesign) 
cities for people. Whatever the potential benefits 
of driverless cars, a shift from the car-centric 
development model to mixed-use, dense neigh-
borhoods anchored by high-capacity transport 
cannot exist if most trips are still made by car. 
Too many cities have already been shaped to 
accommodate car trips at the cost of a fairer and 
more balanced transport network. 

Let us concentrate our time, energy, and 
investment in creating sustainable, equitable 
built environments that promote public life. The 
new mobility agenda is unchanged—we need to 
stay focused on what matters: the fundamentals 
of a vibrant city are the lively streets that act as 
conduits between destinations without compro-
mising the local places that enable communities 
to thrive.  

Michael Kodransky is global research manager for 
ITDP Global.
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In Brazil rapid economic growth, high-profile international events, and 
a stated priority of improving mobility in cities has led to unprecedented 
investments in both public transport and social housing over the past 
decade. This has, no doubt, improved the lives of many Brazilians, but gaps 
in housing and transportation planning continue to leave many behind. 
One of the biggest problems that many poor Brazilians face is simply a 
lack of access—to work, education, health care, quality food, services and 
activities, and social networks. 

Minha Casa Minha Vida (MCMV) is a major social housing program 
launched by President Lula da Silva in 2009 to build a million homes for 
low-income Brazilians in order to address a major low-income housing 
shortage amid skyrocketing costs. The program, which translates to “My 
House My Life,” has already delivered more than two million homes, with 
1.6 million more under construction. The federal government expects 
more than twenty-five million people to be covered by the program by 
2019. Although the program was justified by a shortage of 5.5 million units 
in 2009, its initial impetus sprang at least as directly from the need to keep 

In�Brazil,�Connecting��
Social�Housing�with�the�City
By Clarisse Cunha Linke

Brazil’s economy, employment, and wages stable 
during the world financial crisis of 2008.

The MCMV program has been effectively 
delivering affordable housing units in large 
numbers; however, it has also faced growing 
criticism for the planning, design, and quality 
of its end products. In particular, a critical link 
between affordable housing and access and 
mobility is missing, since the developments take 
the form of isolated, housing-only projects on 
the remote urban periphery. In Rio de Janeiro, for 
example, 53 percent of MCMV units delivered by 
2013 for the lowest income bracket beneficiaries 
of the program were located in the far West 
Zone. MCMV projects there are located as many 
as four hours and multiple paid transfers away 
from employment and other urban resources.

This is not the first time that social hous-
ing has been poorly planned in Brazil. As the 
country entered the military regime in the 1960s, 
the creation of the National Housing Bank (BNH) 
guaranteed a permanent source of funds for 
mass production. However, repeated cost cutting 
resulted in low-quality, homogenized, and iso-
lated projects, emphasizing the income disparity 
in Brazilian cities. Typical examples are Cidade 
de Deus, Vila Aliança, and Vila Kennedy, the 
first of Latin America’s planned social housing 
complexes constructed in 1961 in Rio de Janeiro 
and funded by the Alliance for Progress program 
developed by U.S. President John Kennedy, which 
aimed to eradicate favelas while preventing the 
Cuban revolution from spreading further. Forty 
thousand houses were built to shelter about 
thirty residents evicted from favelas. The result 

In 2013 thousands of Brazilians took to the streets to protest, spurred by a small increase in bus 
fares. However, the root of these demonstrations was not a ten-cent fare change, but a challenge to an 
urbanization pattern that has been repeating the mistakes of the past: sprawling, isolated ghettos that 
are impossible to access, service effectively, or provide a connection to the resources and opportunities 
of the city to the increasingly large numbers of people living in them.

A social housing project in São Paulo provides no amenities and poor access to transit, keeping 
residents isolated and disconnected from the city.
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was a doomed effort: between 1970 and 1974 the 
number of favelas in the cities almost doubled 
from 162 to 283, providing informal housing 
solutions born out of residents’ need to be closer 
to work.

With the support of the Ford Foundation 
and the Lincoln Institute of Land Policy, in 2014 
ITDP Brasil embarked on an investigation into 
MCMV developments. ITDP wanted to measure 
the extent of the integration of the develop-
ments with commonly understood principles of 
sustainable urban transportation. We analyzed 
a set of four case studies in both Rio de Janeiro 
and São Paulo to better understand the impact 
on residents. A partner university in the state 
of Minas Gerais applied the same methodology, 

documenting a case in Uberlândia. 
Just as cities must be built for multiple inte-

grated uses, government-sponsored affordable 
housing should not be conceived in isolation, 
especially at the scale of the MCMV program, 
which transforms the social and spatial dynam-
ics of so many urban dwellers. As important to 
the long-term sustainability of such programs 
as water, electricity, and sanitation is a well-
connected location within the urban perimeter. 
This includes appropriate infrastructure ranging 
from a network of safe and welcoming streets 

that induce people to walk, cycle, and socialize in the public realm, as well 
as a rapid and frequent public transport network tightly integrated into 
the fabric of the city and connecting a constellation of neighborhoods.

In Rio de Janeiro, ITDP worked with the city to develop the Porto 
Maravilha Social Housing Plan, which benefits from having social hous-
ing incorporated in a more central location, particularly for the most 
disadvantaged households. The plan followed several of ITDP’s guidelines 
for development in the area, focusing on transport access, availability of 
resources, amenities and services, and more integrated design aspects.

The next step is to scale up this approach nationally. To that end, ITDP 
has been working with the national secretary of housing and other key 
partners to revise the MCMV program for its third phase. It is crucial to 
embed in the program location-based criteria as conditions for project 
approval and funding, which will result in more sustainable, transparent, 
merit-based, and social policy–sound funding, helping create just and 
vibrant cities for all Brazilians.

Clarisse Cunha Linke is country director for ITDP Brazil.

THEME INDICATOR

1. TRANSPORT 1. Transport options

2. Transport frequency

2. AVAILABILITY OF EQUIPMENT,  
COMMERCE, AND SERVICES

3. Daily uses

4. Occasional uses

5. Sporadic uses

3. DESIGN AND URBAN INTEGRATION 6. Relation to the surroundings

7. Block size

8. Opening to public spaces

9. Pedestrian circulation network

In order to properly evaluate the MCMV program, ITDP Brazil created an urban evaluation tool. 

The tool sets minimum quality standards by professionals, developers, and public administrators 

regarding the best location, implementation, and design of the housing developments and their 

surrounding areas, in order to create public spaces that promote sociability, pedestrian traffic, 

and better access to public transportation and equipment, as well as the commerce and services 

essential to urban life. 

The tool was developed in cooperation with the Public Space and Right to the City Research Lab, 

part of the architecture and urbanism graduate program of the University of São Paulo (LabCi-

dade/USP/FAU, one of the most important entities studying social housing and urban planning 

in Brazil) and the urban planner and researcher Raquel Rolnik, special rapporteur on adequate 

housing for the United Nations Human Rights office (2008–2014). Three principles govern the tool: 

public transport accessibility, accessibility to services, and people-oriented design.
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How cities allocate scarce public street space sends a powerful 
message. In Brazil, after decades of road building and cars taking 
over street spaces, cities are reclaiming public spaces for people—not 
cars—to use. Parking is one of the ways that cars use up street space, 
and one of the more innovative ways to take that space back is the 
creation of “parklets,” or small parks replacing parking spaces.

“Parklets”�Pave�the�Way��
Forward�for�Brazilian�Cities
By Fabio Nazareth

The idea behind parklets is quite simple: take 
away one or two parking spots, and turn them 
into new public spaces. Parklets can have bench-
es, chairs, tables, trees, and bike racks, providing 
much-needed public space at a low cost. The first 
parklets were built in San Francisco in 2010. This, 
along with its groundbreaking parking reform 
program, SFpark, won the city the 2012 Sustain-
able Transport Award, which it shared with 
Medellín, Colombia. The idea has since spread 
around the world.

Belo Horizonte, Brazil, began creating parklets 
in March 2014. Less than a month later, São Paulo 
followed, as part of a progressive new master 
plan. The plan includes the landmark step of 
eliminating parking requirements along transit 
corridors citywide. 

By August 2015, São Paulo had forty-two 

parklets implemented and ninety-two plans from 
private companies to create additional ones, con-
centrated in the downtown area. Under the new 
policy, any private citizen or private company can 
sponsor a parklet. The city plans to implement 
more than thirty-two public parklets in areas 
outside the city center by the end of the year.

This fall, Rio de Janeiro followed suit, creating 
even more new spaces. Belo Horizonte, São Paulo, 
and Rio de Janeiro jointly won the 2015 Sustain-
able Transport Award, demonstrating that creat-
ing public spaces is an important part of a larger 
transportation plan—and a way to show what 
sort of cities they want to be.

Fabio Nazareth is the communications associate  
for ITDP Brasil.

Parklets in São Paulo  
and Leblon, Rio de Janerio
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Since 2006, the government of Sindh Province 
and the Karachi Metropolitan Corporation have 
been looking for a way to make commuting 
safer and more efficient in Karachi by devel-
oping plans for mass transport. The Karachi 
Transport Improvement Project, developed by 
the Japan International Cooperation Agency in 
2011, identified eight possible mass transport 
corridors, and one proposed upgrade to the 
Karachi Circular Railway, which is currently 
abandoned. BRT was proposed for seven of the 
corridors. A proposed railway 
corridor would serve as the 
main trunk, and the BRT as 
feeders. The plan requires all 
passengers coming from the 
outskirts of the city with BRT 
to transfer to the railway to 
reach their final destinations. 

To make the plan work, 
Karachi would build and run 
the railway line first, with 
the BRT corridors to follow. 

This was shown to be very unrealistic as railway 
takes much longer and costs much more than 
BRT. Facing a huge cost and long time line, the 
government decided to change the proposed 
railway plan to BRT. In fact, the demand is so 
great, and the excitement over BRT so strong, 
that the government is attempting to implement 
at least five BRT corridors simultaneously.

The “yellow line” BRT corridor is supposed 
to be funded by the finance department of the 
Sindh government through a public-private 

Bus�Rapid�Transit�in��
Karachi�Shows�Promise,��
But�Will�It�Survive�the�Process?
By Yoga Adiwinarto

The largest city in Pakistan is a lot like most other developing cities when it comes 
to transport. Motorized vehicles dominate the road, and managing commutes to 
accommodate Karachi’s twenty-four million inhabitants is no easy task. Although 
bus services are available, they are overcrowded and unsafe. Travel is particularly 
difficult for women, who are only allowed about a quarter of the bus space, while 
the remaining space, including the roof, is only for men. The sole affordable alter-
native, small paratransit called chingchi (a motorized three-wheeled vehicle), is no 
safer for passengers and, for a low-income person, too expensive.

Right: The site of a planned BRT corridor 
in Karachi. Next page: A rendering of 
the planned corridor.
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partnership (PPP), where every part of the 
infrastructure, Intelligent Transport System (ITS), 
and bus operation elements of the BRT will be 
procured by PPP method. Meanwhile, in another 
part of town, the “blue line” BRT corridor is ready 
to be built by a private developer without any 
clear partnership model, and the “green line” 
is supposed to be built by the Pakistani federal 
government.

This would be challenging enough if it were 

managed, as other successful BRT projects 
around the world have been, by one major insti-
tution leading the process. In Karachi, however, 
all five BRT corridors will be planned, designed, 
funded, and constructed by different organiza-
tions, and there is not a comprehensive plan to 
integrate them.

The resulting process is a complex mess. 
While there is nothing fundamentally wrong 
with financing BRT for different corridors using 

Demand is so great, and the excitement over BRT so strong, that the government  
is attempting to implement at least five BRT corridors simultaneously.
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different funding plans, the major problem 
results from the lack of integration. One cor-
ridor is designed to be almost entirely elevated, 
while another is along the roadway. This will add 
time and effort to passengers’ trips, as they will 
need to transfer buses by walking to an entirely 
different station to continue their trips. Uniform 
station door configurations and bus designs 
are also important for the BRT. Without similar 
configurations, buses in one corridor cannot be 
used in the other, making the system inefficient. 
System compatibility among corridors is another 
critical aspect. In Jakarta, Indonesia, for exam-

ple, the payment system was not transferable 
between corridors initially, making it impossible 
to implement e-ticketing for TransJakarta, forc-
ing TransJakarta to change its entire payment 
system, which is now fully transferable. A great 
deal of time, money, and passenger frustration 
would be avoided by building in system compat-
ibility from the outset. 

Karachi’s existing public transport must also 
play a significant role in the new system. In 
2014, ITDP was able to identify 105 existing bus 
routes in Karachi. On corridors identified as BRT 
corridors, buses running parallel to the corridor 

More renderings of planned BRT corridors in Karachi, 
bookended by images of how the streets look today.

A graphic on the existing roadway (top), the proposed streetscape at the BRT station (middle), and proposed streetscape  
in between stations (bottom).

Im
ag

es
: I

T
D

P 
In

d
on

es
ia

 



Winter 2016  Sustainable�Transport  |  33

BRT�IN�KARACHI,�PAKISTAN

Im
ag

es
: I

T
D

P 
In

d
on

es
ia

serve a relatively high frequency, indicating that 
they would be effective BRT corridors. The high-
est recorded is 148 buses per hour per direction 
with peak passenger throughput of 5,400 pas-
sengers per hour per direction, which is higher 
than many existing BRT corridors around the 
world. With this high bus frequency and high 
volume, the BRT should integrate these routes 
with a “direct service” operation system, where 
local buses use the corridor to speed up through 
the city, and then continue on local streets to 
bring passengers closer to their destination. This 
way, BRT will be able to incorporate most, if not 
all, existing public transport passengers in the 
BRT system.

Until recently, none of the BRT plans devel-
oped for Karachi took into account the existing 
bus services. In these plans, the BRT will be 
a stand-alone service that does not consider 
existing bus routes. Neglecting these existing 
bus services will not encourage current bus pas-
sengers to take BRT, but instead may compete 
with current bus services on the same corridor, 
creating more congestion, and neglecting areas 
of the city that are already underserved by 
public transport.

ITDP, along with the Asian Development 
Bank, presented the first BRT design for Kara-
chi this year. An important part of the plan is 

including existing public transport integration 
service into the BRT, rather than replacing it 
with an entirely new system. As an important 
player, the bus operator, normally called a trans-
porter, has a very strategic position to support 
the success of BRT in Karachi. A strong tradition-
al bus industry, bound by an association with 
many operators, has created a viable bargaining 
position for them to support or oppose the BRT 
plan. And it is very likely that if they do not see a 
role for themselves in the proposed BRT project, 
the project could be at risk. 

Now is the time for Karachi to step forward 
into the BRT game in Pakistan, especially since 
smaller cities, including Lahore and Rawalpindi, 
have already implemented the first BRT systems 
in Pakistan, even though Karachi initiated the 
BRT hype in the country. There are many chal-
lenges that the Sindh government and the 
Karachi Metropolitan Corporation will face in 
implementing BRT, but the key issue will be how 
to bring all the corridors together as a cohesive, 
navigable system. A strong central institution 
would also be best positioned to integrate 
existing operations into a new system. This will 
be a critical test of Karachi’s leadership in the 
country and the region.

Yoga Adiwinarto is country director for ITDP Indonesia.
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It’s�Smart�to�Be�Dense
As the world’s population 
continues to urbanize, our 
cities have two options for 
growth: densify or sprawl. 
The private-car dependent 
sprawl model of the 20th 
century must change, and 
move away from a reliance on private cars, to accommodate a 
more populous, and more prosperous world.

Sustainable�Transport�Award�Winners�2015
The Sustainable Transport 
Award Committee gave its 
tenth annual award to Belo 
Horizonte, Rio de Janeiro, 
and São Paulo, the first ever 
award to result in a three-way 
tie, giving credit to the scale 
and substance of Brazil’s achievements in increasing mobility 
and enhancing quality of life in its major cities.
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New Resources from ITDP
ITDP produces a range of materials for use by governments, industry professionals and  
sustainable transport activists. Our resources establish industry standards, highlight  
global best practices, and report on new sustainable transport policies and projects.

Check out our online library and download any of these resources for free: itdp.org/library.

A�Global�High�
Shift�Cycling�
Scenario
ITDP & UC Davis

This report presents a 
new look at the future 
of cycling for urban 
transportation, and the 
potential contribution it 
could make to mobility 
as well as sustainability.

Best�Practice�in�
National�Support�
for�Urban�Trans-
portation:�Part�2
ITDP Global

Part 2, Growing Rapid 
Transit Infrastructure: 
Funding, Financing, and 
Capacity, analyzes how 
the funding practices, 
financing practices, and 
institutional capacity 
impact a country’s ability 
to deliver rapid transit 
effectively.

Parking�Basics:�
Paving�the�Way��
for�Better�Cities
ITDP India

Excessive parking sup-
ply that is cheap or free 
induces people to use 
personal motor vehicles 
even when good public 
transport is provided. 
Parking Basics outlines 
these key principles and 
steps involved in manag-
ing on-street parking 
and regulating off-street 
parking.

Less�Parking,�
More�City
Translated from “Menos 
Cajones, Mas Cuidad” by 
ITDP Mexico

ITDP proposes six 
general modifications 
to Mexico City’s Parking 
Policy, reflecting current 
policy resources and 
their effects on urban 
development and mobil-
ity in the city.

Better�Rapid�Transit�
for�Greater�Boston
The Greater Boston BRT 
Study Group

To better understand 
whether and where BRT 
could work in the region, 
the Barr Foundation part-
nered with the Institute 
for Transportation & 
Development Policy to 
investigate the possi-
bilities for implementing 
BRT throughout the 
metropolitan area. This 
report outlines the Study 
Group’s conclusions, 
and the benefits Gold 
Standard BRT has to 
offer in Greater Boston.

New�Reports

New�Videos
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2016
sustainable�transport�award
For visionary achievements in sustainable  
transport and urban livability

Washington, D.C.

Join�the�Sustainable�Transport�Award�Committee�as��
we�celebrate�cities�that�are�transforming�their�streets,��
fighting�climate�change,�and�improving�quality�of�life��
with�innovative�transport�solutions.

2016�Finalists
Moscow, Russia

Rosario, Argentina

Yichang, China

Join�Us
Sustainable Transport Award Ceremony 

January 12, 2016 

Walter E. Washington Convention Center 

801 Mt Vernon Pl NW 

Washington, D.C.

6 p.m., Ballroom C

For more information, and to rsvp, visit www.staward.org.

2016
Sustainable 
Transport
Award

Images: City of Moscow, The World Bank, ITDP China


