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Abs t r acts

Livable St reets for Pedestrians in Nair obi: The
Challenge o f Road Traf f ic Accidents

Meleckidzedeck Khayesi

KEYWORDS:  pedestrians, road safety, street planning

This paper examines the trend in pedestrian road traffic
accident fatalities and injuries in Nairobi from 1977 to
1994. Pedestrians constituted the largest victim group of
fatalities and injuries. This state of affairs is largely due to
the neglect of pedestrian needs in transport planning and
practice in Nairobi. The key to improving pedestrian safety
in Nairobi lies in a re-orientation of transport policy from
motor-vehicle fixation to pedestrian promotion. There is an
urgent need for serious thought to be given to a meaningful
pedestrianisation process in Nairobi.

Developing st rategies to meet the transport
needs o f  the urban poor in Ghana

E.A. Kwakye, P.R. Fouracre, D. Ofosu-Dorte

KEYWORDS:  urban transport, urban poor, accessibility,
quality of life

An efficient and ef fective urban transport sector is a means
to both promoting urban development and providing
adequate access and mobility to the urban dweller. In this
context, in 1993, the Government of Ghana initiated its
first Urban Transport Project (UTP) with the express aims
of increasing and sustaining the quality and efficiency of
urban transport services and making their delivery more
equitable across all income categories. This improved
transport, resulting in increased mobility and access to
employment, markets and other centres, as well as job
opportunities is of prime importance because the
accessibility of the poor to these facilities is a measure of
their quality of life. This paper presents the transport
development strategy which has been adopted under the
country’s first Urban Transport Project, and assesses what
the likely impacts towards poverty alleviation will be.

Appropriate Transport  and Rural Development :
Economic  Ef fects of  an Integrated Rural
Transport  Pro ject in Tanzania

Niklas Sieber

KEYWORDS  agricultural production, non-motorised
transport, infrastructure improvements

Poor transport conditions are a substantial constraint for
the increase of agricultural production in Sub-Saharan
Africa. Conventional rural transport projects, which focus
exclusively on motorised transport can only partly remove
these restrictions. Therefore, an integrated transport
approach is proposed, which takes into account non-
motorised transport. A field study in Tanzania
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demonstrates that these interventions have at least the
same magnitude of effects as rural road improvements. A
system dynamics model shows that a succession of road
improvements and non-motorised interventions constitutes
an optimum scenario, which can be entirely financed by
road pricing. This new approach towards rural transport
necessitates an extension of conventional appraisal
methodologies.

So lving Bangkok’s Trans port  Woes:
The Need to  Ask the Right Quest ions

Peter du Pont and Kristina Egan

KEYWORDS: mass transit, role of government, private
investment

Bangkok has a transport crisis with serious negative
implications for health and welfare.  Congestion is causing
economic distress and technical solutions involving
infrastructure development are being recommended by
western consultants. The approach of government appears
meddlesome due to institutional barriers, and the lack of
regional land use planning and the absence of  a transport
strategy.

Heading for a New Trans port  Po licy in Sweden

Hans Silborn

KEYWORDS:  infrastructure investment, CO2 targets,
transport policy re-evaluation

Swedish policy makers see a need for a thorough re-
evaluation of transport policy and its related governmental
structures.  The focus of investment will be shifted away
from major infrastructure development to more modest
measures such as improvements of existing routes.  An
important element will be improving road safety.
Reduction of noxious emissions, especially greenhouse
gases is seen as vitally important.

The Future of  Air Travel and Internat ional Tourism

Mayer Hillman

KEYWORDS  aviation, tourism, global warming,
sustainability.

Governments' attitudes towards aviation is a useful
indicator of the value which they place on planetary
health. With air travel increasing and a resultant growing
demand for infrastructure the environment is losing out. It
is important that air operators pay the full external costs of
their industry and that this sector of the economy
contributes to reducing its greenhouse gas emissions. This
will require multilateral action to reconcile the dichotomy
of promoting air travel and improving planetary health.



Editoria l
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THIS is the first issue of  World Transport
Policy and Practice with its new publisher,
Eco-Logica Ltd.  We are grateful to MCB
University Press who launched the journal
and saw it though its first two years of
publication.  Its transfer of ownership has
provided an opportunity to build on the
successes of the first two years and to take
some new initiatives.  WTPP will still provide
a high quality medium for original and
creative ideas in world transport.  WTPP has a
philosophy based on the equal importance of
academic rigour and a strong commitment to
ideas, policies and practical initiatives that
will bring about a reduction in global
dependency on the car, the lorry and the
aircraft.  WTPP has a commitment to
sustainable transport which embraces the
urgent need to cut global emissions of carbon
dioxide, to reduce the amount of  new
infrastructure of all kinds and to highlight the
importance of future generations, the poor,
those who live in degraded environments and
those deprived of human rights by a planning
system that puts a higher importance on
economic objectives than on the environment
and social justice.

WTPP embraces a different approach to
science and through science to publishing.
This view is based on an honest evaluation of
the track record of transport planning,
engineering and economics.  These
interrelated disciplines have failed the
populations of the developed world and are
now failing the populations of the developing
world.  They have embraced a quantitative,
elitist and mechanistic view of society, space
and infrastructure and have eliminated
people from the analysis.  They have pursued
narrowly defined technocratic objectives for
the last 50 years and pursued many of these
objectives (e.g. road building) long after the
accumulation of overwhelming evidence that
such an obsession was counterproductive.
They are now pursuing the same narrowly
based mechanistic objectives in aviation and
have learned nothing from the experience of
road building.

Professional transport planning in all its
guises has been intellectually deficient simply
because it has chosen to eliminate people
from the analysis and to stifle debate.  WTPP
will put people at the centre and welcomes
creative debate.  This creative debate involves
no sacrifice of rigour.  Articles in WTPP will
meet the highest standards of traditional
academic rigour.  They will be well founded
on fact and experience and they will
represent the widest possible consideration of
the full range of issues any particular topic

raises.  In this way we can work towards a
more modest science and a science that is
self-critical and reflective.

WTPP will encourage the flow of material
from those countries under-represented in the
professional world of transport publishing
and from young researchers.  It will work with
these authors to help them to improve their
material and it will identify key areas of
debate for special issues.  The editorial board
welcomes suggestions for these key areas and
offers of guest editorship.

Volume 3, No 1 carries a number of articles
that begin to put these ideas into practice.
Khayesi addresses the problem of pedestrian
fatalities in Nairobi, Kenya and the urgent
need to produce solutions to the same
problem in all the rapidly developing cities of
Asia and Africa.  Kwakye and his colleagues
ask how urban transport planning can assist
the poor in Ghanaian cities, particularly
Accra.  Sieber assesses the importance of rural
transport in Tanzania and makes connections
between transport planning objectives and the
impact on quality of life for rural dwellers.
Peter du Pont takes us back to Bangkok and
the intensity of the transport problems in this
city.  Bangkok has become something of a
metaphor for transport failures (at great
expense) in large cities and a solution to
Bangkok’s problems is central to the way
forward in Bombay, Calcutta or Shanghai.

Two papers from Europe explore topics of
global importance.  Firstly, Silborn explains
the Swedish response to sustainable
development.  Sweden has put more effort
than most countries into defining and
operationalising sustainable transport
objectives but this is the same country that
has advanced the plan for a road and rail link
across Öresund to connect Malmö (Sweden)
with Copenhagen in Denmark.  It will be
interesting to see how Sweden’s sustainable
development objectives make headway
against the strongly entrenched economic and
infrastructural plans represented by the
Öresund link.

Finally Hillman takes us to the heart of
what is now the most serious threat of all to
global sustainable development.  Aviation has
taken over from the road builders as the last
bastion of “predict and provide” and sees no
problem whatsoever in doubling and trebling
capacity every 20 years or so into the
indefinite future.  Our ability globally to deal
with sustainable development will stand or
fall on our ability to tame aviation.  On
current form we are not doing very well.

John Whitelegg, Editor



K e yw ord s
Pedestrians, road safety, street planning

Abs t r a ct

This paper examines the trend in pedestrian
road traffic accident fatalities and injuries in
Nairobi from 1977 to 1994. Pedestrians
constituted the largest victim group of
fatalities and injuries. This state of affairs is
largely due to the neglect of pedestrian needs
in transport planning and practice in Nairobi.
The key to improving pedestrian safety in
Nairobi lies in a re-orientation of transport
policy from motor-vehicle fixation to
pedestrian promotion. There is an urgent
need for serious thought to be given to a
meaningful pedestrianisation process in
Nairobi.

Int r oduct i on

Pedestrians constitute a very vulnerable
group to road traffic accidents. Their
vulnerability largely results from the neglect
of their mobility needs in transport planning.
This neglect contrasts sharply with the
unrivalled and undue advantages given to
the motor vehicle (Whitelegg, 1993;
Conservation Law Foundation, 1995;
Monheim, 1996).

In Nairobi, the capital city of Kenya,
pedestrians constitute the largest single
victim group of road traffic accident fatalities
and injuries. The lives of pedestrians in
Nairobi are therefore at great risk from road
traffic accidents. In other words, the streets
of Nairobi do not offer a livable environment
to pedestrians. The streets of Nairobi should
not just be seen as part of the urban jungle.
Nor should they be viewed as satisfying
mainly the needs of motorised traffic. Rather,
they should be seen as livable streets. This
means that they should contribute to
realizing the economic and social goals of all
road users, including pedestrians.

This paper examines the trend in pedestrian
fatalities and injuries in road traffic accidents
in Nairobi from 1977 to 1994. The paper then
briefly outlines the transport policy context
of pedestrian road traffic accidents. A
strategy to improve the safety of pedestrians
is suggested at the end of this paper.

The reality  o f  pedestrian deaths and
injuries in road t raf fic  accidents in
Nai robi

The picture that emerges from the data
presented in this paper is one of increasing
loss of life and injuries that accrue to
pedestrians in Nairobi. Between 1977 and
1994, Nairobi experienced a rising trend in
the number of road traffic accidents (Figure
1). A total of 54,350 road traffic accidents
occurred in Nairobi during this period. These
accidents resulted into 6005 deaths.
Pedestrians constituted the largest number of
road traffic fatalities (3,929 or 64.5%). The
second largest victim were passengers (1,189
or 19.8%). They were followed in relative
importance by drivers (615 or 10.2%), pedal
cyclists (183 or 3.0%) and motor cyclists (89
or 1.5%). This aggregate pattern is more or
less repeated for the individual years.

A look at the trend in serious injuries reveals
that pedestrians constitute the highest single
victim group also (Figure 2). Out of a total of
14,826 persons that were seriously injured,
6,465 (43.6%) were pedestrians, 4,025
(27.1%) were passengers, 2669 (18.0%) were
drivers, 913 (6.2%) were pedal cyclists and
754 (5.1%) were motor cyclists. The
pedestrians are also the highest victim group
with respect to slight injuries (Figure 3).
There were 47,100 slight injuries, out of
which 19,469 (41.3%) were pedestrians,
15,049 (32.0%) were passengers, 7,739
(16.4%) were drivers, 2,946 (6.2%) were
pedal cyclists and 1,906 (4.0%) were motor
cyclists.

The picture that emerges from the data in the
tables and diagrams underscores the fact that
pedestrians are a high road traffic accident
risk group in Nairobi. The official statistics
on which this paper is based reveal only a
small proportion of the threat to pedestrians
in Nairobi. The situation may even be worse
than portrayed here if all the data on
pedestrian accidents were included. There is
the universal problem of  under-reporting in
road traffic accident statistics (Adams, 1986).
The question that arises is: What is transport
policy doing to improve pedestrian safety in
Nairobi?

Livable Streets for Pedestrians in Nairobi:
The Challenge of Road Traffic Accidents

Melecki dzedec k Khayesi
Kenyatta University Deparment of Geography, Nairobi, Kenya
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importance of walking in these households
was further emphasized by the fact that a
large proportion of the first trip of the day
and the most important every-day trip was
made on foot. In fact, walking had over 40%
share of these kinds of trips (Omwenga,
Obiero and Malombe, 1994).

Pedestrian trips in Nairobi cover varying
lengths, within a complex web of origins and
destinations. For instance, in the survey by
Omwenga et al (1994), the average travel
length among the households was estimated
at 5-8 kilometres. Residents in some new
settlement areas were found to cover over 10
kilometres. Pedestrian, as well as motorised,
mobility arises due to the separation of
activities in time and space in Nairobi. This
pattern of movement is closely related to
residential patterns, location of work places,
location of shopping zones and location of
entertainment places. This is why there is a
web of movement patterns in Nairobi in
terms of origins, destinations, purpose, mode
use, direction and volume. It is during these
movements and interactions that pedestrians
come into contact with motor vehicles.

This contact should not always lead to a
pedestrian road traffic accident. However
due to deficiencies in transport planning,
pedestrians often become victims of road
traffic accidents. Analysis of the distribution
of accident spots in Nairobi reveals that the
most dangerous spots are those with heavy
pedestrian traffic in the CBD and along the
main primary distributors leading to the CBD
from low-income high density residential
areas (Ogonda, 1976; Maina, 1978; Omwenga
et al, 1993). These roads also happen to be
those with heavy fast moving motor vehicle
traffic e.g. Jogoo Road and 1st Avenue-
Eastleigh.

Road transport planning in Nairobi is by and
large motor-vehicle oriented (Omwenga et al,
1993). The general policy statement on urban
transport in Kenya has tended to ignore non-
motorized transport: walking and cycling.
Priority in transport planning has been given
to the development of motorized transport
(Omwenga et al, 1993). The existing road
networks in Kenyan urban areas, including
Nairobi, do not meaningfully cater for non-
motorised modes. The existing pedestrian
infrastructure is inadequate. In brief, there is
a general lack of infrastructure for ped-
estrians and cyclists in the urban transport
system in Kenya (Omwenga et al, 1993).

Though pedestrian mobility needs are now
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The Pedestrian in Na irobi Transport
Policy  and Practice

Transport policy and practice in Nairobi do
not appear to reflect the reality of the trip
making characteristics of the residents.
Walking is a dominant mode of transport in
Nairobi. A survey carried out in 1973
revealed that about 44.6% of household trips
were made on foot. These trips were for
essential purposes such as work, school,
personal and business (Nairobi Metropolitan
Growth Strategy, 1973). A 1994 survey of
mode use in 302 households in a low-
medium income area in Nairobi revealed that
walking is the predominant mode of travel
among these households. A modal split for
combined first four trips in the day revealed
that walking had a 47% share. It was
followed by public transport (41%), private
car (7%), bicycle (1%) and others (4%). The

Figure 2: Nairobi: Pedestrians seriously injured in road traffic accidents in
relation to other road users, 1977-1994

Figure 1: Nairobi: Number of road traffic accidents and persons killed, 1977-1994



receiving some attention in some of the
countries of Europe, the USA, Japan and
Australia, no meaningful and clear policy
shift are evident in Nairobi. Pedestrianisation
of the transport system is yet to get the policy
and action programmes it deserves in
Nairobi. Nairobi has very few and inadequate
(in some cases non-existing) pedestrian
facilities in terms of footbridges,
underground passages, exclusive walking
paths, zebra crossings and pedestrian
precincts. It is not unusual to find motor
vehicles in narrow streets which should
ideally be left for pedestrians. The situation
of pedestrians is worsened by the use of
limited walking space on pavements for
parking and hawking. Pedestrians have
therefore to use this limited space or
alternatively walk on the road, thus exposing
themselves more to the likelihood of being
hit by motor vehicles.

The pedestrian is often blamed for
carelessness as a road user. The roads in
Nairobi are used by both motorised and non-
motorised traffic. Such a traffic mix creates a
high probability of conflict that could easily
lead to a road traffic accident. This
probability gets even higher in a situation
where the road users do not adhere to the
traffic rules, a state of affairs that is prevalent
in Nairobi. The pedestrian turns out to be a
weak and disadvantaged negotiator when
confronted with the strong motor traffic.

Many motorists in Nairobi do not give
pedestrians their right of way. Pedestrians
are even in danger from motorists at zebra
crossings. To facilitate pedestrian mobility at

zebra crossings, the traffic police personnel
have often to stop motorists. Recently, a non-
governmental organisation called Road
Safety Network (RSN) was formed. This
organisation deploys personnel at peak hours
at critical points to control traffic. They even
try to stop motorists so as to make it possible
for pedestrians to cross the road. Pedestrians
tend to be blamed for crossing the road when
conditions are not favourable. They are
accused of failure to heed the presence of
vehicular traffic. Children are often blamed
for playing in the road. A contextual analysis
reveals that these actions cannot be wholly
blamed on pedestrians. In the absence of
adequate pedestrian facilities and in a
situation where there is little regard for the
pedestrian right of way, pedestrians are
obliged to take risky actions to cross the
roads. This can easily result in a road traffic
accident, for instance, when an oncoming
vehicle gets to the pedestrian when half-way
across the road.

Reclaiming the St reets o f  Nairobi for
Pedestrians : A St rategy

An issue that is increasingly drawing a lot of
attention in transport planning is how to
reclaim streets for pedestrians (Conservation
Law Foundation, 1995; WALKBoston, 1996).
Literature on the livability of streets indicates
that streets have an important function to
play in the social and economic life of the
resident population (Appleyard et al., 1981;
Hass-Klau et al., 1994). The livability of
streets has been lost with the passing of time,
largely due to increasing motorisation which
led to the neglect of pedestrians in transport
planning. The threat posed by road traffic
accidents to pedestrians is thus a global
problem.

For Nairobi, it is necessary to tackle the
problem of road traffic accidents, especially
with a view to making the streets livable to
pedestrians. The key to tackling this problem
lies in effectively and meaningfully
addressing the critical issues which have
been raised concerning transport planning
and the road user system. The strategy to
improving pedestrian safety in Nairobi
requires intervention at two principal levels:
policy framework and practice in transport.

Po licy  f ramework

At the policy level, there is need for a
rethink. In specific terms, there is need for a
comprehensive policy and institutional
framework that incorporates the needs of

Meleckidzedeck Khayesi:
‘Livable Streets for Pedestrians in
Nairobi: The Challenge of Road
Traffic Accidents’
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Figure 3: Nairobi: Road Traffic Accident fatalities and injuries by road user
group, 1977-1994



pedestrians and other non-motorised traffic.
The policy fixation on the needs of mainly
motorised transport needs a drastic reversal.
What is needed in transport policy is a re-
orientation from motor vehicle fixation to
inter-modal compatibility. In particular, the
neglect of pedestrians has to be addressed.
The present transport policy in Kenya lacks a
clear statement on urban transport in general
and non-motorised traffic in particular
(Omwenga et al. 1993). Though it sounds
altruistic, it appears that transport policy in
the world generally does not fully recognise
that “walking is transport“ (Monheim, 1996;
Nebe, 1996). At the institut ional level,
Omwenga et al. (1993) observe that there is
no strong lead agency empowered to co-
ordinate and implement comprehensive
urban transport policy measures in Kenya.
An effective institutional framework to
consistently plan and manage the urban
transport system is lacking. What exists are
several agencies and institutions concerned
with various transport matters at mixed
levels. The need for a clear policy statement,
co-ordinated institutional framework and
political commitment to pedestrian needs in
Nairobi will constitute the initial significant
step to tackling pedestrian accidents.

Pract ice in t ransport

Beyond goal and target-setting in transport
policy, there is a need to undertake specific
action programmes that are aimed at
improving pedestrian safety. There are a
number of measures that are necessary.

Meleckidzedeck Khayesi:
‘Livable Streets for Pedestrians in
Nairobi: The Challenge of Road
Traffic Accidents’

World Transport Policy & Practice
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Among these are: pedestrianisation of some
roads in the CBD, residential traffic calming
and provision of adequate pedestrian
facilities (walking lanes, zebra-crossings,
footbridges, underground passages, enough
time for pedestrians at traffic lights). Along
with these action programmes is the need for
effective legal enforcement which
incorporates a strong element of  road safety
education. A city-wide programme of road
safety education is needed in Nairobi. This
will conscietize Nairobi residents to the
dangers of road traffic accidents, more so to
the need to improve personal behaviour on
the road. In other words, road safety in
Nairobi needs to be community-oriented,
whereby the residents and road users see
themselves as part of the problem and
solution to road safety.

Concl u s i on

An analysis of road traffic accident statistics
for Nairobi for the period 1977-1994 reveals
that pedestrians are the largest single victim
group of fatalities and injuries. The in-
creasing vulnerability of pedestrians to road
traffic accidents is largely due to the neglect
of their needs in transport planning in
Nairobi. There is a strong orientation towards
the needs of the motorised traffic at the
expense of non-motorised traffic in Nairobi.
The key to solving pedestrian safety in
Nairobi lies in policy re-orienation which
should address the neglect of pedestrians.
There is an urgent need for meaningful traffic
calming measures to be undertaken in Nairobi.
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3.2 Public Transport

In the main, public transport services are
provided by shared taxis and  ‘trotros’ or
minibuses (Fouracre et al, 1994). Taxis have
a legal seating capacity of four passengers,
while the trotros range in size from 12 to 30
seats. There are limited numbers of bigger
buses; those in use are mainly operated by
industrial companies for use by employees.
A range of services are offered by these
vehicles, including chartering, point-to-point
(‘dropping’) and fixed route sharing or
‘joining’ (Grieco et al., 1996). The estimated
operational fleet strengths of shared taxis and
trotros are shown in Table 1.

Access to public transport from the
depressed areas seems reasonable though the
terminal facilities are poor. Fare levels on
taxis tend to be about twice those on trotros
for any given trip length. There is no obvious
differentiation in fares between services to
higher and lower income communities.
However, there are differences in service
quality between richer and poorer
communities. For example, trotros serving
the squatter settlement of Tsui-Bleoo in the
Teshie area of Accra are very old and in poor
state of repair. Their drivers avoid using the
main roads of Accra for fear of police arrest.

Fares also vary with the type of service
provided (Grieco et al., 1996).

Average waiting times at terminals are very
variable with some high recorded maximum
values; passengers often have to struggle for
the few available seats. Taxi waiting times
between terminals are one third to half of
those of trotros. This should be expected
because taxis are far more numerous and are
thus likely to be  operated at higher
frequency with resulting lower waiting times.
Taxis are also more highly utilised than other
public transport vehicles. They cover 240 km
per day as against 160 km for trotros and 90
km for big buses (Ofosu-Dorte, 1994).

3.3 Roads

The road conditions within the depressed
areas are for the most part poor. Almost half
of the road lengths have no engineered
surface. Even then some of these poor roads
are being used by vehicles since there are no
alternative roads leading into these poor
areas. Although, over a quarter of the roads
have surface dressing, these have an
extensive degree of deterioration with only
one third being in good condition. There is
lack of pedestrian walkways, coupled with
the hazards of open drains. Where walkways
do exist they are often used for street trading.

By contrast, the road network in the high
income areas of the city are generally of a
higher standard. They are more likely to have
a properly engineered surface, and are
maintained to the highest level possible.

4 . Travel characterist ics

The distribution of trip lengths from the
depressed areas has been established by
sample survey. Figure 1 shows the
cumulative distribution of trips for each
mode by trip length. Forty per cent of trips
by all modes are less than 5 km, while 75 per
cent are less than 10 km.

Modal choice is strongly associated with trip
distance, as is shown in Figure 2. There is a
marked increase in the proportion of trips
undertaken by the trotros with increasing trip
distance. For non private-car trips in excess
of 25 km, which constitute about 5% of all
trips, over 90% are undertaken by trotros.
The majority of short distance trips which
are less than 5 km are undertaken by
walking. The proportion of trips undertaken
by taxis are relatively independent of trip
distance.  Taxis carry about 20 - 25% of all
trips on distances up to 25 km. Beyond this
distance the taxi share drops to below 10%.

Kwakye, Fouracre & Ofosu Dorte:
‘Developing strategies to meet the
transport needs of the urban poor
in Ghana’
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Figure 2:   Mode choice by trip distance

Figure 1:   Trip length distibution for each mode


