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About Transport for Cairo

Transport for Cairo (TfC) provides data, tools and research to improve urban mobility in emerging

cities, primarily in Africa. Rapid Urbanization, economic and population growth in times of the climate

crisis forces us to tackle the complexity and ever-changing urban mobility scene in developing cities.

TfC is a disruptive transport consultancy that optimizes existing transport systems and develops

About New Urban Communities Authority (NUCA) and
Transport Regulatory Unit (TRU)

The New Urban Communities Authority is an Egyptian government authority affiliated with the
Ministry of Housing. Its headquarters are in Sheikh Zayed City. It was established in accordance
with law No. 59/1979.

flexible and sustainable mobility solutions for our future. In 2018, the Minister of housing established the Transport Regulatory Unit (TRU) in New Urban

Communities (NUCs). According to the ministerial decree #1064/2018, the TRU is responsible
TfC has previously collaborated with several international financial institutions such as the AFD, EBRD, o planning and regulatory activities for transportation in the NUCs.
FES, WRI, World Bank; private sector transport providers such as Mwasalat Misr and leading ride-

hailing companies, public and private operators on the local and international level; and industry
About Friedrich-Ebert-Stiftung (FES) in Egypt

Inspired by its general aims to promote democracy and social justice, to support economic and

working groups such as the UITP.

Transport for Cairo is the producer of this Report, and will be referred to in the body of the paperas  social development, the Friedrich-Ebert-Stiftung (FES) started working in Egypt in 1976. For

the ‘Consultant’. almost 40 years, the office operates in cooperation with local partners within the framework of
This project is generously supported by Friedrich- Ebert-Stiftung an agreement with the Egyptian government. This agreement was endorsed by Presidential
Decree 139/1976 and by the Egyptian parliament. The agreement was renewed in 1988, endorsed
This publication does not express the opinion of the Friedrich-Ebert-Stiftung and the author bears full by Presidential Decree 244/1989 and approved by the Egyptian parliament.
responsibility for the content of the publication. In March 2017, a new Additional Protocol was signed in Berlin by both, the Egyptian and the
German governments, amending the Cultural Agreement of 1959. This protocol was ratified by
the Egyptian parliament in July 2017 and entered effect in November by Presidential Decree

267/2017.
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The purpose of this project is to work
on developing a Sustainable Urban
Mobility Plan (SUMP) for the urban
agglomeration of 6™ of October City.

This Final Report combines the outputs
of the SUMP planning process which
started in August 2019 and continued
through February 2020.

The Introduction walks the reader
through the SUMP guidelines, prepared
by the European Platform on Sustainable
Urban Mobility Plans for the European
Commission, which are the theoretical
basis for the planning process. It includes
an overview of four steps of the
guidelines present in this report.

The following chapter presents step 2,
the Diagnostic. It includes the definition
of background concepts for the
remainder of the study; the development
of the analytical framework; the actual
analysis and data utilized and ends with
conclusions derived from the analysis
that form the base for the plan.

The third chapter presents step 3, the
Scenarios. Three different future
scenarios are illustrated to assess the
consequences of current trends,
measures already programmed and new
policy choices.

The fourth chapter presents step 4, the
Vision. The vision presents qualitative
description of a desired urban future and
serves to guide the development of
appropriate planning measures.



[0] Introduction

The SU M P (Sustainable Urban Mobility Planning) PI‘OCGSS

Milestone:
Final impact assessment
concuded

111 Update current plan regularly

12 Review achievements
understand success and failure
Identify new challenges

13 for next SUMP generation

11. Leam the
101 Manage plan implementation lessons
102 Inform and engage the citizens
10. Ensure
foa Check progress towards it m‘;:; -
achieving the objectives prop 9
ment and

communication |Mplementing

"We want to

and quality
of life for our
citizens!"

o Commit to overall sustainable mobility principles
(32) Assess impact of reglonal/national framework

Starting Point: (33) conductselfassessment
improve mobility o Review availability of resources

° Define basic timeline
e Identify key actors and stakeholders

Look your own
O LT
e Strive for policy coordination and
an integrated planning approach
° Plan stakeholder and citizen
involvement

Preparing
well

Milestons? the plan Agree onworkplanand
SumMP IDEISJSIHEE MM
do;un;z:l Prepare an analysis of

adaoj .
- S Adors Sustainable problems and opportuniies
Check the quality Sustainable Urban e Develop scenarios
of the plan Ulbn;,":obﬂky Mobility
n
92 Adoptthe plan . Milestone:
Planning Analysis of problems

5 Create ownership & opportunities concluded

of the plan Rational and

pos Elta’?oraltlng 4. Develop » ( Develop a common vision of
Amangeformonitoring [0 Lo ing 80E Sl acommon | mobilityand beyond

assessment into

and evaluation the plan
7. Agree
on clear
7.1 Assign responsiblilities and resources | responsibilities
and allocate 6. Develop
7.2) Prepare an action and budget plan budgets effective
packages of
measures
Milestone:
Measures
identified
Rupprecht Consult, 2013
w A Transport Slolss
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vision (42, Actively inform the public

5 Identify the priorities for mobility
N Develop SMART targets

6.1 Identify the most effective measures

6.2 Learn from others' experience
63 Consider best value for money

64 Use synergies and create integrated packages of measures

Starting August 2019; TfC was supported
by the Friedrich Ebert Stiftung with seed
funding to start developing the 6th of
October City SUMP; the first of its kind
in Egypt. With the support of UN-
Habitat; the

New Urban Communities Authority (NU
CA) mandated TfC to start working on
the SUMP.

Phase | of the project (Sep - Dec
2019) covers steps | - IV of the
“Guidelines. Developing and
Implementing a Sustainable Urban
Mobility Plan” report published by the
European Commission, and herefrom
referred to as the SUMP Guidelines
(Rupprecht Consult — Forschung und
Beratung GmbH et al., 2014).

The figure to the right shows the
complete steps of the SUMP Guideline
with steps | to IV highlighted:

®  Determine the City’s potential
for a successful SUMP

Define the development
process and scope of plan

®  Analyse the mobility situation
and develop scenarios
Develop a common vision



[0] Introduction

¢ Understanding, analyzing &
evaluating the current situation
¢ Understanding people’s needs

Diagnostic
Data Analysis
(Urban + Social)

Diagnostic

\
\ I
@ |
| l
I I

Future
Scenarios

Predicting « Controlling the future
~ Worst, * Preventing problems
Business as usual ¢ Predicting challenges & their
& Best case solutions
scenarios

» Setting common goal for all fields
» Paving the way for an integrated
plan

Combining goals
& incorporating
policy choices
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Determine the City’s
potential
for a successful SUMP

Define the development
process
and scope of plan

Analyze the mobility
situation
and develop scenarios

Develop a common
vision
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[0] Introduction

Objectives & Geographic Scope

X

10 km

Transport
for Cairo

Scope { Outs‘ﬁde Scope
T3 0ld 6th of October City | New 6th of October City
7" 1 Hadayek 6th of October City f-ladayek 6th of October Extensions

The study area is limited to the
administrative boundaries of Old 6th of
October City and Hadayek 6t of
October, as highlighted with the dashed
outlines in the Figure. This area spans
427 km2.

Specifically, this project will aim to:

|. Develop a diagnostic on the current
status of urban mobility and transport in
6th of October

2. Define the SUMP creation process and
scope

3. Analyze the status of urban transport
service provision in 6th of October,
including public transport, private
transport, ride-hailing and active travel.

4. Describe different scenarios in a
quantitative and qualitative way

5. Develop a common vision of mobility
and beyond - a long-term goal for
transport and mobility development in
6th of October as a guiding element for
the planning process.



[1] Diagnostic

Step 2 - Diagnostic

Before deciding on future policies, it is essential to know where the city currently stands. In urban transport and mobility, this knowledge

is often very fragmented and incomplete. Like pieces of a puzzle, data and information need to be put together in order to describe what

is going on, and to name the related problems. This analysis is crucial in helping to define appropriate policies and provides the necessary

baseline against which progress can be measured. The analysis should be as comprehensive as possible, but also needs to be manageable

with the given resources. It should also include the resilience of the urban transport systems (i.e. their capacity to absorb stressors or

shocks) towards both expected and unexpected events (e.g. energy shortage, natural disaster), especially if they affect long-term

decisions. (Rupprecht Consult — Forschung und Beratung GmbH et al., 2014)

|. Objectives

Provide a quantified review of the current status of mobility and transport

Identify deficits, problems and opportunities that relate to urban transport and mobility

Develop a better understanding of what needs to be done to enhance the planning process.

Identify data availability and quality, accessibility and secure coverage of data requirements for creating the plan.

Prepare a baseline analysis to identify and prioritize key problems to be addressed by the plan.

A Transport Slolss
M for Cairo 2 Al
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[1] Diagnostic Urban mobility is how people in cities move
to access opportunities and services. This
movement is translated into trips made by
individuals using different modes of transport.

Guidelines for the Diagnostic

understanding the current status of urban
mobility. Trip numbers, lengths and mode
choices determine the level of pressure on
the road network, which finally shape the
urban mobility experience in the city.

= . Trips are analyzed on three main levels:
Trlps ' e Modal Share:
Calculate the percentage of trips made
- ‘ L by different modes out of the total daily

) - trips.
Population A- e User experience of Active Travel:
B Assess the street design and to how
. extent it provides accessible and safe
Opportunities mobility by cycling and walking
&: e User experience of Mass
Services Transport Modes:

Assess the competitiveness of Mass
Transport by analyzing reliability of the
service in terms of trip times, schedules
and geographic coverage and the quality

=

)

(72

o o

- of service in terms of safety and
=)

o

(a]

comfort.

All levels of analysis are based on
geographic, quantitative and qualitative data

User Experience
that is collected using 3 main assessment

Diagnostic :
: tools:
- Tools Public Transport I e S
_ Network Diagnostic 2. Street Level Diagnostic
- Analysis

3. Public Transport Network Diagnostic

The figure to the left shows the diagnostic
process highlighting tools used for each
level of analysis.

final diagnostic outcomes feed into the next
step “Scenario Generation”.

&\ Transport Alol s 9
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[1] Diagnostic/ Background

Breakdown of Trips by Mode

Active Travel ﬁ %)

*  Walking
* Cycling

Mass Transit

*  Suzuki / Microbus mw M

*  Peak-hour Commuter Services
(i.e. SWVL, Uber Bus, Careem Bus etc)

*  Public Bus

Private Motorization % 5%

e 2-Wheeler (Motorcycle / E-bicycle)

*  4-Wheeler (Private Car / Taxi / Ride-hailing) i E

Freight Transport %

* Heavy
e Medium / Light

w A Transport Alol s
S . - -
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How do citizens move within 6th of
October?

The following framework breaks down
the three main categories of modes of
transport used:

e Active transport (walking and
cycling)

e Mass transport (publicly or privately
operated; formal or informal)

e private motorized modes of
mobility

While Freight transport is not counted as
part of daily trips, it forms an important
and impactful component of the urban
mobility system. It is considered
separately within this Diagnostic.

The Passenger Survey will aim at arriving
an estimated modal share of travel, for
each of the aforementioned travel
patterns. This estimate would form the
basis of the Baseline, and the starting
point for the Sustainable Urban Mobility
Plan.

10



[1] Diagnostic/ Background

The User Experience of Travel by Mode

Private Car O———() | | | |1 1111
& = =y
Ride-Hailing OIO————————————)
«©
P\ =
Peak-Only O———————————————————)
F-y A = Re
Public Transit e O—) = ] Oe——)
. o) s Q
L A A 2 A A
NMT (Active Travel)
& &/ k
Start
of Trip

i Walk i Walking 89

Q Public Bus ﬂ Car ﬂ'A E;:C;:?I RE Ee;rel?s% A Waiting Time i Parking
. Walli (]

Q Microbus ﬂ Metro 3'1 Eltw?grlgﬁenge‘ % Cycling é Pre-trip planning
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Low
comfort
Waiting
Time

A

]

Variable Fixed

High
comfort

$$$

7 <.- Sessssesssscsessescesesssssnssnse

The User Experience, broken down by
steps.

This visualisation compares a likely
hypothetical journey across modes by
total cost (Y Axis) and trip duration in
time (X Axis). Actual ranking of modes
might differ. (Hegazy et al., 2019)

The User Experience highlights two
important dynamics:

e Every trip starts and ends with
Active Travel.

e Active Travel constitutes a bigger
portion of mass transit (Public
Transit & Peak-Only) trips.

Thus, use of mass transit is directly
correlated to the quality of the Active
Travel Experience.



[1] Diagnostic/

The User Experience of Mass Transit

What constitutes good Public Transport? A definition by Jarrett
Walker.

o It takes me where | want to go

This deals with coverage. What is the reach of the service? Can it take me from
where | am to where | want to go?

e |t takes me when | want to go

Some services may satisfy the coverage but only at certain times of day. Higher
frequencies throughout the day means people don’t need to think about sticking
to a schedule; the service is there when they need it. Infrequent and peak-only
commuter services do not satisfy this criterion since they have limited availability
and so cannot be relied on throughout the day.

e It is good use of my time

The efficiency of the service is also key. A connected network that allows me to
travel between two points in a reasonable time will be seen as a good alternative
to a private vehicle. A large gap between travel time using a private vehicle and
using collective means of transport is an indication of a poor service.

Py

Transport
for Caira

e It is good use of my money

The cost of a service determines who it is available to. Public transport is meant
to be an affordable means of transportation, but not all forms of collective
transport are in the same price range. A number of new services in Cairo offer
collective means of transport at prices that are targeted at high-income groups.

o It respects me in the level of safety, comfort, and amenity it
provides. | can trust it.

The quality of a service is a determining factor for many potential users. Informal
transport vehicles are renowned for reckless driving, and so are ignored by
some commuters. Some services are not designed to accommodate people with
disabilities while others are not convenient for women due to factors such as
limited personal space.

e It gives me freedom to change my plans

This is tied to how the user interacts with the service. A service that requires
booking in advance is more rigid; if the user changes their plans then they need
to cancel their initial booking and pay a fine for doing so. A traditional service
that can be waived down on the street is more accommodating to flexible plans
and requires no planning ahead of time.

Source: Walker, Jarett. 2012. Human Transit.

12



[1] Diagnostic/ Background

The User Experience of Active Travel

The Walkability Hierarchy of Needs Pyramid (IWONA et al. 2018)

Cycling |
o
& ez}
Walking |
& | #
&>
Start
of Trip

L]
% Cycling 6 Pre-trip planning @] Bike Parking

m A Transport Alol s
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ENJOYABLE
COMFORTABLE
CONVENIENT
SAFE
ACCESIBLE

PASSABLE

% 4

lime
|

Low High
comfort . comfort

The User Experience of Active Travel,
broken down by steps.

In a vehicle dominated streetscape,
assessing the viability of active travel
(walking and cycling) plays a major role in
the user experience.

Basic requirements for walking to be

physically possible and desirable are
identified in the The Walkability
Hierarchy of Needs Pyramid (IWONA et
al. 2018).

Cycling experience often involves
additional time and effort to find a safe
parking area. Thus, walking activity is
likely to be involved in a cyclist’s trip.

As mentioned earlier, Active Travel
constitutes a portion of mass transit
(Public Transit & Peak-Only) trips.

Use of mass transit is directly correlated
to the quality of the Active Travel
Experience.

13



[1] Diagnostic/ Background

Capacity & Congestion

Metro

High Capital Investment

BRT

Bus
‘/:er lane

3-lane primary

2-lane secondary Private Motorized
1-lane tertiary

Low

1-lane residential

1000 5000 10,000 20,000 40,000

80,000

Passenger | hour direction

Transport Alol s
for Cairo 2 Al
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Capacity

As 6th of October grows, it requires the
capacity to reduce crowding and support
increasing numbers of people travelling,
on roads and using mass transit.

Mass Transit

Matching mass transit supply and demand
is a function of balancing Number of
seats offered with the Number of
trips demanded.

This takes places spatially and temporally.

Private Motorized

Cars are a relatively inefficient means of
moving people around. Cars, taxis and
ride-hailing vehicles take up the majority
of all the street space, but account for a
fraction of distance travelled.

The level-of-service of roads VAd
(Vehicles-per-hour-per-direction)
measures the percentage of times cars
can achieve free-flow travel speed.

A different measure of capacity looks at
how efficient road-space is used, and
measures Phd (Passengers-per-hour-
per-direction).

Measuring the percentage of time there
is overcrowding / traffic congestion
indicates the balance between supply and
demand.

The figure compares capacity of
passenger movement per hour of
different modes. Under normal
circumstances, planners need to design
for the peak-morning and peak-evening
hours; and ensure sufficient capacity for
traveller movement then.

14



[1] Diagnostic/

People in 6t of October City use a
variety of transportation modes for their
trips within and outside of the city. These

d d d I Sh modes are either public or private,

M O eS a n M O a a re motorized or non motorized (Active)

with different legal status and operational
structures:

Private Motorized Modes:

I. Privately Owned Cars and
Motorcycles
Regulated by the traffic law 21/2008

2. Tok-Tok
Regulated by law 142/2014 with
formal prohibition interventions by
6t of October’s City Authority

High Quality Buses
(MM / STP)

3. Company Buses
Regulated by the traffic law 21/2008

Public Motorized Modes:

I. CTA Buses & Minibuses
Regulated by Presidential Decree

2716/1966
2. Mwasalat Misr

3. NUCA Buses
Direct formal intra-city transport
service by NUCA

4. Locally Licensed Microbuses
Provides Intra-city transport services
under a local license by 6t of
October City.

5. Microbuses (Other Licenses)
Connects 6 of October with GCR
under Al-Servees Project of Giza
Governorate

6. Suzuki Minivans

Provides Intra-city transport services
mmmv )@,\_ Transpart Sl s under a local license by 6t of 15
STIFTUNG a A5 for Caira 1T October City.
™ g



[1] Diagnostic/ Framework

Stakeholders Mapping

Legend

- Primary
Stakeholders
Key Actors

Intermediaries
(regional)

Intermediaries
(metropolitan)

w A Transport Alol s
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To obtain a comprehensive picture, three
types of stakeholders should be
distinguished according to their specific
power position in the process:

e Primary stakeholders:

Who will ultimately be affected — positively
or negatively — by new transport measures
(e.g. citizens in general, different social
groups or professions, certain city districts,
business branches, individual
organizations)?

o Key actors:

Who has political responsibility (mayors,
councilors, other authority levels)? Who
has the financial resources (public and
private funds)? Who has the authority (by
domain or territory)? Who has the skills
and expertise (public administrations,
universities, private sector) — in transport
and related domains (land use,
environment, education, health, tourism,
etc.)?

e Intermediaries:

Who implements transport policy (PT and
infrastructure operators, public
administrations, police, etc.)? Who carries
out major transport activities (freight
operators, harbors, airports, etc.)? Who
represents pertinent interest groups
(associations, chambers, cooperatives,
networks)? Who informs and reports on
transport (authorities, operators, local
media)? (Rupprecht Consult — Forschung
und Beratung GmbH et al., 2014)

o Intermediaries are broken down into
regional (i.e. 6th of October) and
metropolitan / national (i.e. Greater Cairo
Region and state level) in the Figure on the
left.

16



[1] Diagnostic/ Mass Transport Network is
geographically and temporally analyzed

using a variety of datasets. For
geographic analysis, the consultant uses a
1 1 GISR Mapbool d based
Mass Transport Network Diagnostic o o s ranepers sk s
terminals that was collected by the

consultant from the field in 2018 and
updated in 2019.

Geographic data for routes, stops and
terminals is used to analyze the
operational pattern of different modes

Data An a|ySIS Outcome (i.e. express or local) and spatial
RULTETTEPErPEErE TP RETTICH LTI EER TN i o S e
e
ogjb Ry The consultant uses the outcomes of
=0 g computed travel time of long-distance
L c I Comparlson_ of commutes from 6th of October City by
, type of service different modes in order to analyze the
Traffic Data trip time gap between private and mass
Temporal transport modes. Travel times were
| ===] Analysis calculated using TfC’s network data and

traffic big data. (Hegazy et al., 2019)

A

Network Data
( CTA, Paratransit)

S E NN N NN N NN EEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEg,
G X
YR EEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEES
S NN N NN N NN NN NN EEEEEEEEEEEEEEEEEEEEEEEEEEEEEEEg,

‘e
NN NN NN NN NN NN NN EEEEEEEEEEEEEEEEEEEEEEmnnmns®

Trip time gap
between
cars & PT
GIS
Network Data Analysis
., (NUCA Buses) R .

W )g,\_ Transport Sl .
STIFTUNG gzszr?; for Cairo 5Bl



[1] Diagnostic/ Framework

Passengers’ Satisfaction Survey

AL Souq AL Qadeem
Al Safwa
6th of Oc:

St. Mary & St. Mark Chure
MSA University
Laylat al Qadr

\ 2

Legend

GCR Inner Legend
GCR Central Population Distribution
o b St

0 1 2 3 4 Skm 6th of October (Central District) E ?33'21

[ | B oth District W 771 - 24657

Figure |: Breakdown of study area into distinct areas Figure 2: 6th of October City segmented based on population number
using H3 layer
6 am -9 am 9am-6 pm 3 pm—6pm 6 pm- 9 pm
Morning-peak Off-Peak Evening-Peak Off-Peak

Table |: Temporal Break-down of a typical day

Rﬂm'l A Transport Slol s
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Sampling

The survey used a stratified multi-stage
sample design. The study area was broken
down over two major distinct areas as
highlighted in Figure I:

* 6th of October (Central District), estimated
to have 62.3% of the total 6th of October
population

* 6th of October (Fringe Districts), estimated
to have 37.7% of the total 6th of October
population.

Geographic Clustering:

Figure 2 segments 6th of October City based
on the population distribution. To do so, we
break down the study area into 181 H3-level
8 hexagons -each 0.88km?2 large-, with an
estimated population value assigned to each
area.

This clustering highlights the western side of
the Central Districts to be the most densely
populated; followed by the north-eastern
areas of the Fringe Districts. The south-
eastern fringe districts and western factor
area have very low population densities.

Main landmarks in each category have been
identified, representing hotspots for human
clustering in those areas. Based on the types
of landmarks (ex. terminals, universities,
shopping malls etc.) the number of conducted
surveys in those hotspots will be set, making
sure that a fair distribution of our targeted
audience is met.

Temporal Clustering:

At least 20% of survey forms will be collected
during weekend days. Each day will be divided
into four intervals (see table |), upon which
the surveys will be somewhat equally
distributed. This is to ensure that all types of
commuters participated in the survey.

(Check Appendix for detailed methodology)

18



[1] Diagnostic/ Framework

Passengers’ Satisfaction Level

® It takes me where | want to go?

® It takes me when | want to go?

® Itis good use of my time!?

® lItis good use of my money!?

® It respects me in the level of safety, comfort!?
[ ]

It gives me freedom to change my plans?

w ‘A Transport Alol s
S . - -
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To measure the level of satisfaction of
the respondents we used a definition
developed by Jarette Walker about what
constitutes a good public transport
(Walker, 2012) highlighted in the 6
statements in blue

Passenger experience of respondents
from different gender groups (males
and females) are captured and analyzed
in order to inform gender sensitive
policies and interventions.

Ownership of private vehicle status
is also considered in the analysis in order
to better understand the following:

° Aspects of mass transport services that
highly affect their competitiveness with
private modes of mobility.

e Major mobility challenges that face
captive riders who have no access to
private modes of mobility

Passenger satisfaction analysis helps
define improvement priorities for a more
competitive, accessible and reliable mass
transportation in the city.

(Check Appendix for detailed
methodology)

19



[1] Diagnostic/ Framework How many trips take place
everyday?

Breakdown of Trips by Distance e
e within 6th of October (Central);

e Connecting 6th of October
(Central) with 6th of October
(Fringe Districts) and El-Sheikh
Zayed City;

e Connecting 6th of October

XYZ million number of daily trips (Central) with the rest of the GCR

(Central, Inner, and Eastern NUCs)

Summing up the three figures would yield
0
uter total number of trips of concern to the

Obour City study area.
10th of
Inner Ramadan
Zayed City Qalyubia
Central Badr City
6th of October
i istri Giza

(Fringe Districts) -

x million
o o
M
illi 15th of Ma!
6th of October Y million
(Central)
ﬁ“w A Transport Slolss 0
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[1] Diagnostic/ Framework The main geographic scope of the
project is the administrative boundaries
of 6th of October City, as highlighted in
light blue in figure (1). In order to

St t D 1 EI t diagnose the current status of urban
ree eS I g n e m e n S mobility in 6th of October City, different
modes of mobility, including

e active transport (walking and

cycling)
Diagnostic Area [N 7 S 7 SHr ; L/ R e mass transport (public and private;
Diagnostic Corridor sesssss : )7 3 Y ) £ formal and informal);

Major Point of Intrest .

e private motorized modes of
mobility

are taken into account. These different
modes of transport compete on a limited
space of roadway. Thus current street
management approaches and
infrastructure conditions are also
diagnosed.

Due to the vast geographic area of the
city (207 km2), we limit the geographic
scope of the diagnostic to two specific
sub-levels as a sample for the urban
mobility challenges and opportunities of
the whole city:

Commercial Intersection

Al-Hosary Square, which accommodates
most services, commerce and
opportunities in 6th of October; and
where most mass transport routes and
most of the traffic pass through.

Residential Area:

A district-level diagnostic is conducted to
analyze last-mile transport challenges and
potentials. The 6th District is chosen due
to its relatively high population,
accommodating around 25% of the city

A Transport Slol s total (CAPMAS, 2018). 21
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[1] Diagnostic/ At present, streets are the key urban
space where urban transportation takes
shape. Streets are a place of conflict
between mobility and liveability: While

St t D 1 EI t different modes compete for limited
ree eS I g n e m e n S space at different speeds, traditional uses
of social gathering, commerce and
economic activity inevitable take place.

Good streets serve all users. Active
travel, or the ability to walk or cycle, can
be supported by complete street design.

This Diagnostic focuses on six street
design elements, as street components
with specific functions and effects on
Active Travel. These components are
adapted from the ITDP guide for better
streets. (Kost and Nohn, 201 1), and are
each shown in the figure.

®* Footpaths

®* Pedestrian Crossing

®* Median & Pedestrian Refuge
®* On-street Parking

®* Traffic Calming Elements

®* Bus Stops

Each component is explained and
explored in more detail, at two different
areas in 6th of October city.

The different design elements in the
graph are explained below.
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[1] Diagnostic/ Analysis

Regulations, Institutions and Projects
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To understand the influences on urban
transportation, it is effective to look at
relevant legislation, regulations,
institutions and the projects
operationalized by these institutions as
part of their effort to fulfill their
mandate.

The Figure on the left visualizes a high-
level overview of the three
aforementioned levels for Egypt since the
mid 19th century; with a special focus on
the 2010’s.

Several projects on the regional level will
affect urban mobility in 6™ of October.
These projects include:

I. Metro Line 4 that will connect 6th of
October with New Cairo

2. Monorail Project that will connect 6
of October with Central and Inner Giza.

3. Sustainable Transport Project (STP)
that will connect 6™ of October with
Cairo University in Giza through Bus
Services

4. Bus Rapid Transit Project (BRT) that
will connect 6™ of October with Central
and Inner Giza (Through Faisal Street to
Giza Square).

Ongoing expansion of the Egyptian
National Railways are unlikely to affect
much change on urban mobility on 6th of
October-.
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[1] Diagnostic/ Analysis

Future Measures

BRT (Bus Rapid Transit)
Giza Governorate / UN-HABITAT / ITDP

Phase 1: 42 km with 43 Stations
Phase 2: 25 km of extensions by 2030
Starting daily capacity estimated at
126’000 Passengers / Day

Urban expansion
NUCA

» Unifying 6th of October and Sheikh Zayed
» South west extension of 6th of October

(New 6t of October)
» South east extension of 6t of October
(Hadayek October)
EBERT y ﬁz‘\

o

)

<

Transport

Monorail
Ministry of Transport

» From Mohandessin to 6t of October
* Including 12 stations

|TS (Intelligent Transport System)
Traffic Management Unit

* IT-main roads and Traffic
intersections controlled by Traffic manag
ement unit

Internal Bus Network
NUCA

Internal Bus network operated by
Mandolin/MM
Six Bus lines

Roads and Flyovers
MoT and MoH

Building free ways as well as flyovers to
reduce the traffic congestion in main roads

In 6th of October City certain measures
are either implemented having a planned
extension, are about to get implemented
or planned for the coming future.

Some of these measures are directly
affecting the mobility of 6th of October
thus influencing the future scenarios.

Listed are the main mobility related
projects happening in 6th of October till
the year 2030.
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[1] Diagnostic/ Analysis

Planned Projects

Current
+==  Metro Lines
By 2022

@ Dream Land Interchange Station

=== Metro Line 3
Electric Train

=== Metro Line 4 - Phase 1

After 2022

“ Metro Line 4 - Phase 2
=== Monorail - 6th of October - New Capital

=== High Speed Train
= BRT
Boundaries

I Central Cairo
[0 Inner Cairo
Outer Cairo

Sheikh Zayed

~~~~~~~~

Transport
for Caira

2 Al

10

Mapping prospective projects and plans is
an essential activity for the SUMP
development process. Understanding
relevant regional projects, either under
implementation or already programmed,
serves as a direct input in creating
comprehensive scenarios and vision in
later steps at the end of this phase of the
SUMP.

As shown on the map on the left, one of
the two monorails that have been
studied will connect the cities of 6th of
October and Sheikh Zayed to Central
Giza (Game’et Al-Dowal).

Work has also begun on the first phase
of Metro Line 4, which is meant to
connect the cities of 6th of October
(Hay Al-Ashgar) and New Cairo.
(Hegazy, M., Kalila, A., Mahfouz, H.,
Transport for Cairo, 2019)
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[1] Diagnostic/ Analysis

Key Actors & Stakeholders

Ministry
of
Housing

CAPMAS

Ministry of
Planning

Eskan &
Taameer
Company

Ministry of 6th of
Environment October

Board

UN-
Habitat [ TPU SUMP
NUCA

LTRA

6th October

Intra-city
paratransit

Authority

Traffic Police
Ministry of

Interior

Ministry of
Transport

Mwaslat
Misr

Mandolin
6th of
October
Citizens Commute
paratransit
(Service
Project)

CTA
Uber bus

Careem
bus

A Transport Slolss
D\_‘j\?ﬁ, for Cairo 2 Al

Legend
. Primary

Stakeholders
. Key Actors

Intermediaries
(regional)

Intermediaries
(metropolitan)

The primary stakeholders of the mobility
field in 6th of October are divided between
governmental institutions and non-
governmental ones. The 6th of October
Authority, the Transport Regulatory Unit
(TRU) as part of NUCA and the 6th of
October board are the most powerful
bodies on the local scale. They have the
authority over any policies or local measures
being implemented in 6th of October-.

As for the key actors, they are mainly
service providers or operators

with high influence on the mobility system of
6th of October city. These actors are either
considered part of the private sector, like
Mwaslat Misr, Mandolin and the paratransit
sector, or as part of the public sector, like
the CTA. In addition to these service
providers, several governmental institutions,
like Land Transport Regulatory Authority
(LTRA), Ministry of interior and Ministry of
Environment , as well as non-governmental
organization like UN- Habitat are key players
in the mobility field of 6th of October,
providing or supporting mobility projects or
regulations.

The private service providers and operators,
like Careem and Uber bus and SWVL, are
considered intermediaries on the
regional level. While connecting 6th of
October with other neighborhoods, these
peak-only services have lower influence on
the local mobility system of the city.

The remaining stakeholders are considered
as intermediaries on the metropolitan
level, having a substantial indirect effect on
the mobility status of 6th of October
through their metropolitan plans and
projects. This includes Giza Governorate and
Ministry of Transport.
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[1] Diagnostic/ Analysis

PU bl |C Tra nSpO I‘t / User Experience—Short Commutes
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Al-Hossary square contains the main
transit hub for travel within 6th of
October.

e While a number of services
originate at Al-Hossary in all
directions; the majority of services
operating within 6th of October
pass through Al-Hossary. The same
applies for long-distance commute
services operated by the formal
sector; Al-Hossary acts as a hub
primary for long-distance commute
services.

Al-Souq Al Qadeem and Laylat Al-
Qadr act as secondary transit hubs.

e Both hosta number of last-mile
services to the industrial zone
(west) and fringe residential
neighborhoods (south)

The majority of services operate on one
main east-west axis split between two
primary roads: Al Mehwar Al-Markazy
(north) and Al Mehwar AL Markazy
Nassr street (south). The distance
between both roads is ~300m.

6th of October is built around districts,
organised in a grid like fashion. Most
districts average somewhere around | km
in width and length; with a non-
continuous internal network of tertiary
and residential roads.

----This map was developed based on
Digital Cairo data collected by TfC in
2018. Some routes have changed since;
Box vehicles no longer operate in 6th of
October. An assumption was made, that
the operated services did not change.
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[1] Diagnostic/ Analysis

PU bl |C Tra I‘ISpO I‘t / User Experience—Short Commutes

Legend
©  Processed Stops
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Paratransit Sector / Specialized Routes

Example: Hossary-6th District (6th of October), operated by

" Suzuki Minivan

¢ This service connects the commercial heart of Al-Hossary

with the residential 6th district at high frequency using low
capacity vehicles.

It follows a L-Shape, and can be considered a Specialized
Service focusing on the connection between origin and
destination.

- Red circles denote where passengers alight or board.

T

Al Hossary
Park (2

Spanll Ak

6 Oct Bus Station
oz Aama

\

Image by TfC.

Formal Sector / Circuitous Route

Example: (6h of October local bus Line B), concessioned by
NUCA and operated by Mandolin

This service drives a Circuitous route providing wide
coverage across central 6th of October.

Image from 6th of October Bus Service Tendering documents.
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o
N
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The following analysis is based on the consultant
visual analysis of the mapbook of routes.

Virtually all routes operating within éth of October
City follow a L-shape. The L-shape is the local
version of a direct service: Taking a direct line
across either east-west axis; and then a sharp 90°
turn towards the final destination.

There are more than |5 such direct services. Thus
the network is essentially an amalgamation of
specialized services aiming to connect some origin-
destination points through direct services.

Only a handful of routes have small deviations,
normally related to turns within the area between
both central axis. Only one route (Masaken
Othman-Al Mostagbal Entrance) exhibits a significant
deviation, due to the geography of entering Masaken
Ossman.

The formal bus services operate circuitous routes.
Such services normally aim to provide basic
coverage, often for social service purposes but with
no intention of competing with other alternatives.
The longer travel times make them very unattractive
for travellers.

Given the competition by the informal sector, it is
unlikely for the formal service to attract passengers
away from the informal service.

In summary, the network as a whole remains below
potential. The current paradigm involves:

An oversupply of routes competing on the same
corridors

Below-potential coverage, that could be supplied
through intersecting routes on the grid

Below-potential directness for the majority of
destination pairs.
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[1] Diagnostic/ Analysis

PU b“C Tra nSpOI‘t / User Experience—-Long Commutes
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Laylat Al-Qadr and Al-Hossary Square
act as the primary transit hubs for long
distance commutes, operated by the
informal sector. Further, CTA routes
pass through both hubs (except CTA
1043)

Al Souq Al Qadeem acts as the terminus
for four CTA lines; the fifth operating to
the 12th District - Kan Kan stop.

There is a big overlap of intercity routes
servicing long commutes on the Al
Mehwar AL Markazy Nassr street
(south).

Services serve a variety of destinations
within the GCR, enabling direct point-to-
point services from the hubs to transit
hubs in Central and Inner Cairo.
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[1] Diagnostic/

Public Tra nsport / User Experience—Long Commutes

Abbassi- Mﬁ::?:n Attaba MoElI;eb Sq?.li:rae— Lsebanon B

Riyad - Metro Metro SPELG b Ld)

mean | 73.8 509 | 704 | 426 | 456 | 452 | 758
min 514 | 407 | 505 218 | 254 | 263 56.1
median | 745 612 | 717 | 435 | 465 46 76.9
max | 87.3 712 | 822 57 60 567 | 893
sd 8.8 8.1 8.2 89 8.7 8 8.3

I°:fm;£:‘t’ogpfir::$ E:C 152.71% | 143.41% | 128.69% | 233.10% | 203.51% | 147.57% | 122.30%
mean | 1127 | 859 | 906 | 993 928 | 667 | 927
min 73.3 456 | 495 579 | 518 | 265 | 509
median | 1129 | 858 | 8.2 | 998 | 929 | 664 | 942
max | 1371 | 1163 | 1142 | 1216 | 1164 | 998 | 1156
sd 14.5 15.8 13.3 155 14.8 15.6 13.5
mean | 1268 | 1244 | 1348 | 2120 | 1951 | 1225 | 1450
min 357 193 397 905 890 193 639
median | 1194 | 1138 | 1322 | 2042 | 1888 | 1120 | 1400
max | 2108 | 2435 | 3011 | 3199 | 3504 | 3146 | 2962
sd 523 594 567 643 713 666 528
mean | 161 0.68 1.82 157 | 09 | 079 1.64

TABLE 1 Travel Times from Sixth of October to Inner-City Cairo (in minutes)”’

Transport
for Caira

Table | computes travel time of long
distance commutes from 6th of October
City. (Hegazy et al., 2019)

Long-Distance Commute [ min 30
km]

Includes any travel to Inner Cairo;
Central Cairo and Eastern New Urban
Communities.

-0

Challenges facing mass transit uptake for
long-distance commutes:

e Long trip durations

that exceed travel time by private
cars extensively. (See Journey Gap)

e High number of transfers

Travellers dislike transfers
disproportionally, often preferring
longer trips over transfers.

e Long walking distances to
access transit which often exceed
reasonable international standards.
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[1] Diagnostic/ Analysis
Public Tra nsport / User Experience—Long Commutes

Paratransit Sector / Express Service

Example: Laylat AlQadr-Imbaba, operated by a |4-seater
microbus

This service serves two long non-stop segments: First
from 6th of October to El-Sheikh Zayed, and then from
El-Sheikh Zayed to Inner Cairo. It then starts operating
as a local service within the area of Central Cairo;
making numerous stops within that target area. As it
inherently specialized; frequency is likely to be much
higher during the peak commute period.

Image by TfC.

Formal Sector / Local Service

Example: Kan Kan (12th District) - Imbaba, operated by a
44-seater CTA Bus

This service serves closely spaced stops, allowing a big
number of users to alight and offboard along the length
of the route. Thus it is a typical local service.

This increases coverage of the service, at the expense of
travel speed. Given the long total distance, it is unlikely
for passengers to be using the trip to travel from the
origin to the destination, but rather using the service to
travel sections of the route.

Image by TfC

A Transport Slolss
D‘n}?’ for Cairo 2 2\

The following analysis is based on the
consultant visual analysis of the mapbook
of routes.

All long-distance commute routes
operating from 6th of October City travel
to the northeast to connect with El-Sheikh
Zayed City and then Central Cairo; or to
the southeast passing by the fringes of 6th
of October towards Giza.

The two sample routes operate from
within 900m of each other in 6th of
October towards the same destination of
Imbaba. They operate on the same
corridor, and thus compete.

However, the nature of the service differs
strongly; and are thus targeting different
user segments.

All formal bus services operate local
services. Such services normally aim to
maximise coverage, at the expense of
travel time.

Given the fixed price of the formal service;
travelling long distance can also provide
value-for money to travellers..

Informal services focus highly on express
services. Such services normally are much
faster as they stop less, and thus more
attractive to working professionals who
value travel time, over direct savings to
travel cost.

A potential combination of both service
types yield the best of both worlds: the
ability minimise walking distance to stops
with the ability to maximise service
frequency (lowering waiting times) abd
lower travel time through long direct non-
stop segments.
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[1] Diagnostic/ Analysis

Pax Survey / Breakdown of Trips by Distance

01234 5km

A . .

Transport
for Caira

Average Distance = 38.2 km / Daily Travel time = 153 min

Average Distance = 14.6 km / Daily Travel Time = 72 min

2 Al

Legend
GCR Inner
X GCR Central
£L Sheikh Zayed City
6th of October (Fringe District)
6th of October (Central District)
il 6th District

Key results

A total of 1600 respondents participated in
a street-intercept survey. 52% of the
sample are males and 48% are females.

® on average, participants live 17.5km
from where they live.'
50% of participants live 10km or less
from where they live.

6th of October_6th of October 66.8%
(997)

Cairo_6th of October 18.2% (272)
6th of October_Cairo 13.1% (196)
6th of October_NA 0.9% (14)
Cairo_Cairo 0.6% (9)
Cairo_NA 0.3% (4)

® Two thirds live work and live within 6t of
October

® One third commutes between 6% of
October and Central / Inner Cairo daily.

® Of those, more people commute to 6™ of
October than from it; which corresponds
to an earlier TfC studied that idenfied 6™
of October to have 4.3% of GCR Jobs but
only 1.3% of GCR population

® Twice as many commuters use 26 of July
Corridor compared to the proposed BRT
route from Giza via Al-Remaya Square.

Numbers estimated using the
passenger satisfaction survey
a) Estimating daily number of trips per
person = 2.37
I: Values over 70km were discarded, as they are outside the
range of the GCR 32



[1] Diagnostic/ Analysis

Pax Su 'VEY / Breakdown of Trips by Distance in 2030

01234 5km
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Average Distance = 38.2 km / Daily Travel time = 153 min

Average Distance = 14.6 km / Daily Travel Time = 72 min

2 Al

Legend
GCR Inner
X GCR Central
£L Sheikh Zayed City
6th of October (Fringe District)
6th of October (Central District)
il 6th District

Key results

A total of 1600 respondents participated in
a street-intercept survey. 52% of the
sample are males and 48% are females.

® on average, participants live 17.5km
from where they live.'
50% of participants live |0km or less
from where they live.

6th of October_6th of October 66.8%
(997)

Cairo_6th of October 18.2% (272)
6th of October_Cairo 13.1% (196)
6th of October_NA 0.9% (14)
Cairo_Cairo 0.6% (9)
Cairo_NA 0.3% (4)

® Two thirds live work and live within 6t of
October

® One third commutes between 6 of
October and Central / Inner Cairo daily.

® Of those, more people commute to 6™ of
October than from it; which corresponds
to an earlier TfC studied that idenfied 6™
of October to have 4.3% of GCR Jobs but
only 1.3% of GCR population

® Twice as many commuters use 26 of July
Corridor compared to the proposed BRT
route from Giza via Al-Remaya Square.

Numbers estimated using the
passenger satisfaction survey
a) Estimating daily number of trips per
person = 2.37
I: Values over 70km were discarded, as they are outside the
range of the GCR 33



[1] Diagnostic/

Pax Survey / Breakdown of Trips by Activity

39.4 %

Work

24.2%

Education
16.3%

Child-
Related /
Personal

Shopping

Other

FRIEDRICH y K\,\\_ Transport Alol s
A A2 for Cairo 2 Al

What is the motivation for taking
trips?

To answer this, we need to break down
why citizens decide to travel. Suggested
categories include:

I. Home - Work
Home - Education

Home - Child-Related / Personal

2

3

4. Home - Shopping
5. Home - Other
6

Work - Other
7. Other

These categories simplify the complex
reasons and patterns behind individual
decisions to take trips.

Blue accounts for the majority of trips
taking place during the morning peak
hour (mpp).

accounts for the majority of
trips taking place during the evening
peak hour (epp).

A lot of trips take outside of peak hours.
While these trips are of high importance,
they are normally easier to cater for
compared with fulfilling peak-hour travel
demand.
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[1] Diagnostic/ Analysis

Modal Share

16.10%

Active Travel
® Transit (Formal)
Transit (Paratransit)
® Private Motorized

Figure |: Modal share in 6" of October in 2020
Source: TfC, 2020. Data from the Passenger Survey

19%

Active Travel
H Private Motorized
Public Transport

67%

Figure 2: Modal share in 6" of October in 2001
Source: JICA, 2008. Based On CREATS HIS (2002)

w A Transport Slol s
mmﬂ T 32,, ‘;;s. for Caira -2 Bl

74.30%

The latest efforts to produce a modal
share for 6™ of October was back in

2001 as a part of Cairo Regional Area
Transportation Study (CREATY) by JICA
using a household interview survey (HIS).
The resulted modal share is highlighted in
Figure 2.

The consultant used a street-intercept
individual survey to calculate modal share
for 2020 as shown in Figure |. However,
it’s highly recommended to follow a
household interview survey for future
modal share calculations.

Active Travel:

Percentage of trips by active travel has
decreased sharply between 2001 and
2020. The numbers of 2020 might be
undercounted due to exclusion of the
under |8 years old population which
overlooks many active trips by school
students. However, continuous
horizontal urban expansion accompanied
by inatractive with no equivalent
expansion in mass transport network and
active travel infrastructure are main
causes for unattractive and often risky
active travel experience.

(Check Appendix for detailed analysis)
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[1] Diagnostic/

Pax Survey / satisfaction Level

It takes me where | want to go It takes me when | want to go It is good use of my money
PT_R_R_1_Geo PT_R_R_2_Sched PT_R_R_3 Fare

It takes me where | want to go It takes me when | want to go It is good use of my money
PT_R_R_1_Geo PT_R_R_2_Sched PT_R_R_3 Fare

0 - 0 -

Schedule
3.4 3.2 3.0

Male 3.4 3.3 3.1 (Check Appendix for detailed analysis)
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[1] Diagnostic/

Pax Survey / satisfaction Level

It respects me in the level of comfort, and an It gives me freedom to change my plans

Itis good use of my time It respects me in the level of safety
PT R R 6 Com PT_R_R_7_Freedom

PT_R_R_4_TripT PT_R_R_5 Safe

It is good use of my time It respects me in the level of safety It respects me in the level of comfort, and an It gives me freedom to change my plans

PT_R_R_4_TripT PT_R_R_5 Safe PT_R_R_6_Com PT_R_R_7_Freedom

3.1 2.6 2.6 2.8

3.0 3.4 3.0 3.0

(Check Appendix for detailed analysis)
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[1] Diagnostic/ Analysis

Street Design Elements / Al-Hosary Square
| T

6th of October
University Library

Al Hosary
Mosque

Total Gas
Starion
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Al Hosary Square is one of the most
important areas in 6th of October City. It
hosts a lot of activities and acts as one of
the main interchange terminals of the
city.

Being a terminal for formal and paratransit
mobility services, it is dominated by active
travel done by commuters interchanging
between modes.

Due to its variety of activity provision, like
the mosque and commercial activities, as
well as having the 6th of October
University nearby, it also attracts traffic
and private cars.

All these layers contribute to the
complexity of the area. Thus, it is very
critical in terms of street

design, accommodating all these layers.

To analyze the area and its street design,
we use the street design

elements identified by ITDP (Kost

and Nohn, 201 I), which together act as
the main street components.

®* Footpaths

®* Pedestrian Crossing

®* Median & Pedestrian Refuge
® On-street Parking

®* Traffic Calming Elements

®* Bus Stops

Accordingly, each street design element
is discussed briefly, identifying the
deficits, problems and opportunities of
each of these elements.

38



[1] Diagnostic/ Analysis

Street Design Elements / Al-Hosary Square
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The diagnostic of street design elements
shows a bias towards private motorized
modes of mobility, and missing focus on
active travel:

|- Lack of consistency of pedestrian
pathways, sufficient shading and conflict
between pedestrian and vehicular
movements produce an unfavorable and
often unsafe pedestrian experience.

2- Lack of protected pedestrian crossing
options with efficient traffic calming
elements and lack of consistent median
pedestrian refuges demonstrate a vehicle
dominated streetscape.

3- Inefficient and unrestricted supply of on-
street parking act as comparative advantage
for private vehicular mobility at the
expenses of pedestrian movement and mass
transport modes. Parking supply’s failure to
meet the growing demand encourages
violation of pedestrian pathways for parking
purposes,

4- Inefficient geographic allocation of bus
stops around areas of interest causes 2 main
problems:

- Informal occupation of roadside around
areas of interest to benefit from the
centralized demand. This severely affects
both traffic and pedestrian flow.

- Additional walking distances in a vehicle
dominated streetscape. This acts as an
indirect disadvantage for public transport.

This contributes to a clear bias of users
towards adopting private modes of
mobility over mass transit and active
travel, contributing to a skewed modal
share.

(Check Appendix for detailed analysis) 39



[1] Diagnostic/ Analysis
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The diagnostic of the 6th District defines
the main challenges of active mobility as a
primary mode of mobility within the
district. This covers active mobility [I] as
a last mile solution and [2] as a main mode
for intra-district trips.

6th District is home to an estimated 25%
of the population of 6th October (Hegazy
et al, 2019). The diagnostic covers the
core residential area and four main streets
as highlighted on the map.

To analyze the district and its street
design, we use the street design elements
identified by ITDP (Kost and Nohn, 201 1),
which together act as the main street
components.

Accordingly, each street design element is
discussed briefly, identifying the deficits,
problems and opportunities of each of
these elements.
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. . . Mobility issues differentiate based on the
[1] DlagnOStIC/ AnalySIS context. As a residential neighbourhood,
the 6th District suffer from several cross
cutting problems that hinder pedestrian
H . - accessibility and safety, contributing to a
Street DeS|g n E I EI I Ie nts / 6th DIStFICt modal share dominated by private

motorized modes of transport:

I. Streetscapes the prioritize vehicular
mobility at the expenses of active
mobility. This problem is manifested in
Inadequate pedestrian footpaths that
lacks continuity and consistent, absence
of safe crossing options and shading,
inducing growing dependency on
vehicular mobility even in short intra-
district trips.

2. Traffic-generating land uses in the

, middle of a residential neighbourhood

L contribute to extra demand on parking

by non-residents in a limited roadspace.
Excessive on-street parking often hinders
pedestrian accessibility and even result in
violation of footpaths at some locations.
3. Lack of adequate bus stops that can be
easily identified and used negatively
affects mass transport experience,
inducing growing dependency on private
modes of transport such as Tok-Tok.

&
o~
£

(Check Appendix for detailed analysis)

CTA Bus Terminal Street Scope = = = = Core Residential Scope Parking -

Microbus Terminal Suzuki Mini-Van Terminal District Administrative Boundaries [ — Speed Bump —
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[1] Diagnostic/

Street Design Elements

q Commercial CBD
Street Design Element (Al-Hosary Square)

[1] Footpaths

[2] Pedestrian Crossing

[3] Median & Pedestrian Refuges

[4] On-street Parking

[5] Traffic Calming Elements

[6] Bus Stops

-Low continuity
-poor maintenance
-Insufficient width

-Ineffective & insufficient pedestrian
crossing options

-No frequent median breaks
-insufficient width in the segments with
high pedestrian crossing density

-Accessible and unmanaged

on-street parking on the roadside.
-Violation of pedestrian footpaths due
to high demand on parking.

-Insufficient number of speed bumps
provide limited traffic calming solution

-Insufficient number of bus stops with
adequate shading and seating.

-Spatial allocations of terminals
discourages intermodality.

gﬁ%m'l y K\\ Transport Alol s
STIFTUNG ;‘\_}ﬂ for Caira -2 Bl

Residential

(The 6t District)

-Low continuity
-poor maintenance
-Insufficient width

-No safe pedestrian crossing options

NA

On street parking is not common in
core residential areas. In streets with
high commercial activity,

-Lack of properly designed traffic
calming elements allows high vehicular
speeds in primarily residential streets.
-informal traffic calming elements
installed by the residents.

-Insufficient number of bus stops with
adequate shading and seating.
-Proximity of terminals encourages
intermodality.

-Unsafe pedestrian experience
-High reliance on motorized modes for short
and last mile trips

-Unsafe pedestrian experience

-Unsafe pedestrian experience

-Excessive extra vehicles miles travelled during
change of directions

-Congestion

-High reliance on private modes of transport
-Unsafe pedestrian experience

-Traffic flow interruptions

-Congestion

-Unsafe pedestrian experience
-High reliance on private modes of transport

-Additional trip times for public transport
users (due to long transfer times)

-High reliance on private modes of transport
-Informal random stops

-Traffic flow interruptions
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[1] Diagnostic/

Challenges and Potentials

Challenges

A

Unsafe pedestrian experience
due to lack of infrastructure
and proper management of

vehicular speeds

Higher dependence on
motorized modes for short
intracity trips

Potentials

Availability of road space

Potential for road space
reallocation

Potential for mass
transport protection from
congestion

Al

Inefficient allocation and
management of road space for
vehicular movement, parking
activities and pedestrian flow

* Congestion
e Traffic flow interruptions

Availability of space Mass
Transport Infrastructure around
major urban nodes

* Potential for intermodal
integration (Formal —
Paratransit)

* Potential for professional
paratransit services

Transport
for Caira

G

Mass transport is not protected
from the congestion

I
-,
Lack of mass transport
intermodal integration due to

lack of intermodal stops and
terminals

* Additional trip times for mass transport
* Higher dependence on private modes of mobility

High Quality mass transportation services
likely to be introduced within the decade
(BRT, Monorail)

* Comepetitive Mass Transport
* Potential modal shift from private
vehicles

The current status of 6™ of October
City’s roads clearly prioritize vehicular
modes over Active modes (Walking &
Cycling) by road space allocation and
non-restricted accessibility they provide
to vehicles . It also prioritize private
motorized modes of mobility over mass
transport modes by the non-restricted
parking and absence of protection for
mass transport vehicles from the traffic.

Mass transport suffers from the weak
intermodal connectivity. Terminals of
different modes of mass transport are
often spatially fragmented and with no
adequate connectivity by adequate
pedestrian path.

This status poses huge risk and extra
costs on pedestrians and mass transport
users, which in turn encourages faster
growth of car ownership and inadequate
urban mobility experience for mass
transport captive riders (individuals who
can’t afford owning a private vehicle.

On the other hand,, the city has a
tangible potential for a better mobility.
High-Quality Mass Transport Services
are planned to start operating by 2030.
Unlike Central Greater Cairo, the city
has wide roads, which can boost road
space reallocation and design
interventions in favor of active and mass
transport in order to exploit the full
potential of these High-Quality Mass
Transport Services and ensure better
connectivity between with intra-city mass
transport network.
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[1] Diagnostic/ Outcomes

Passengers’ Satisfaction Levels

Improvement priorities based on the results of the passenger satisfaction survey

m Mass Transport Users

Comfort

ﬂ‘ Private Car Owners

Comfort

Fare

: Travel
Prices

Time

Frequency
& schedule

Rﬂm'l A Transport Slol s
mﬂﬂ[l.:; A ‘ﬁa for Caira -2 Bl

Based on the passenger satisfaction
survey and the ratings of each aspect of
the public transportation service, we
managed to produce an improvement
priorities list. This list is separated based
on the user type, car owner or public
transport user. This way it became clear
what qualities might encourage car users
to start using public transport more and
what qualities might make public transport
users eventually stop using public
transport.

For both users, comfort and safety are
at the top of the list. Lack of comfort
and safety negatively affects mass
transport experience for captive riders,
especially women. It also affects the
competitiveness of the service, pushing
people more towards private cars.

As a third place, both users have

totally different priorities. For mass
transport users, cost is a very important
aspect that affects their experience and
choices. Integrated ticketing might unlock
new potentials for financial sustainability
for the mobility system that can enable
targeted subsidy schemes.

For private car owners time is

an important aspect keeping them away
from using public transport Bridging the
gap can contribute to a modal shift
towards mass transport
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[1] Diagnostic/ Conclusions

Data Requirements

Availability Last
EEEC Updated “

Geographic

Statistical/Geo
graphic

Temporal

Statistical

:

Paratransit Network
(Microbuses & Suzuki)

CTA Buses and Minibuses
Network

NUCA Buses Network

Detailed Road Network
(Roadway & Pedestrian
network)

Ridership Data
(CTA, MM & NUCA)

Schedules and Operating
Times

(CTA, MM, NUCA & Intra-
City Paratransit)

Modal Share

m Transport
4 -

; T for Cairo
%

>

S

Available

Available

Unavailable

Available

Unavailable

Unavailable

Available

Digital Cairo Project
Transport for Cairo (TfC)

Digital Cairo Project
Transport for Cairo (TfC)
NA

NUCA and GOPP 2010

NA

NA

60O SUMP — Pax Survey
Transport for Cairo (TfC)

2018

2018

NA

NA

NA

NA

2020

Household surveys
are recommended
for future surveys

Availability and quality of transportation
data largely affect the quality of planning
process and outcomes. High quality data
enables a better understanding of the
current status of urban mobility, precise
modeling and projection for the future.

Progress towards the objectives of the
SUMP and meeting the targets needs
regular assessment based on the
indicator framework. Therefore,
appropriate actions are required by
relevant the Transport Planning Unit of
NUCA to ensure timely access to the
relevant data and statistics.

The table to the left highlights the main
data points needed for a better planning,
their availability status and the latest
versions available for each as identified by
the consultant.
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[1] Diagnostic/

A City for Private Cars or for People

1% FOR

Health

problems

Road space
inefficiency

Environmental
Risks

Unsafe
Roads

- R

* Inactivity due to
overdependence on private cars
* Higher Air pollution

* More space for moving and
parking cars
* Less space for people

* Excessive energy
consumption
* High GHG emissions

* More fatalities & accidents
due to high motorization
and vehicular speeds

Facts & Figures

1,453

annual deaths from Air

Pollution in 60 City
(Based on The World Bank 2019)

8.1 Billion EGP

Estimated annual direct cost of

congestion for 60 City
(Based on The World Bank 2014)

1.1 Billion EGP

Estimated annual cost of GHG

emissions from passengers’ transport
(TfC 2020)

Estimated annual deaths by
road accidents on highways

around 60 City
(Based on WHO 2012)

v G B4%

Higher dependence on Active
Travel for intra-district trips
Higher dependence on mass
transport Less Air pollution

Smoother traffic flow for all
modes
More space for people

Lower energy
consumption
Lower GHG emissions

Lower fatalities & accidents
due to better management of
road space and vehicular speed

0, -
Inequalit * Accessibility to opportunities 162% Acce55|b|l‘|tAy to . .
9 y and services heavily relies on Average mass transport to private cars opportunities and services is
income level Trip Time Gap less relied on income level
(Hegazy et al, 2019)
ﬁﬁrw 4 EL\. Transport Sl
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[2] Scenarios / Framework

Step 3 - Scenarios

Scenarios help stakeholders better understand the likely combined effects that the measures discussed in a Sustainable Urban Mobility
Plan will have. By illustrating different future situations, it allows them to assess independently the consequences of current trends,
measures already programmed, and new policy choices. Examining the effects of these different scenarios enables you to set
realistic targets for outcome indicators. (Rupprecht Consult — Forschung und Beratung GmbH et al., 2014)

1. Obijectives

= Describe different scenarios in a quantitative and qualitative way:
* A business-as-usual scenario describes the development of actions that are already programmed implemented

» Different alternative policy scenarios describe developments resulting from the choice of different policies and measures.

=  Assess interdependencies between sectoral trends: Transport, land use, environmental, and economic development, demography,
etc. ldentify in a basic way synergies, potential for integration and negative effects of sectoral trends. An example for a reinforcing
effect would be the use of a cleaner public transport fleet that could reinforce emission reductions for hot spots within a
congestion-charging zone. A negative effect could be the isolated implementation of new “park & ride” locations that may trigger
new urban development instead of reducing car traffic.

= Take into consideration the resilience of the transport system against expected or unexpected events.
* Incorporate previous analysis and models of 6th of October created by the consultant as part of previous projects

= Stimulate discussion of policy alternatives and their impacts with key stakeholders.

w A Transport Alol s
e A p
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[2] Scenarios / Framework

Scenarios

Current

Situation

SUMP

o = =y

\
Measures & Policy
Choices

Measures & Policy
Choices

Controllable

-eem e == =

f
1 1
1 |
| 1
| 1
1 |
| 1
i |
1 |
1 1
| 1
1 |
| 1
| I
1 |
\ /

A Transport
- -

‘M for Cairo

Do-Nothing

Scenario

Alternative Scenarios
Describe developments
resulting from different choices
of policies and
measures.

This section aims at describing different
scenarios in a quantitative and qualitative
way:

* A Do - Nothing scenario describes

the development of actions that are
already programmed implemented

* Healthy and Planned scenarios
describe developments resulting
from the choice of different policies
and measures.

The process will be built on an
assessment of interdependencies
between sectoral trends: Transport, land
use, environment and economy

The framework is built around
Indicators developed to assess the
current status and predict the future
based on the influence of Future
Variables of different scenarios.

The upcoming slides illustrate the
detailed framework
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[2] Scenarios / Framework Developing the different scenarios are
based on certain indicators and future

variables that together influence the
future outcomes.

Ap p roa C h Indicators are chosen aspects that can

act as comparison points between the
current state and the future one.

g P8 T D N N S S R N R N N P R R R N N R R R R

Future Variables are aspects that affect
’ AN the current situation, influencing the
1 7 NN future scenarios.
I
i Q
i ..... %ﬁ‘ 9 o ° QIE Jo As an outcome, different scenarios can
1 oY L] —_—e— . .
Y Y =y SR RS @ ed : be reflected, each being influenced by
] ﬂl F 9 different future variables.

Population Modal share # of trips Trip PkmT Mobility Public Air quality
per Distances Infrastructure Transport
\ person/day Quality service /

quality

Policy

Trends Measures Choices

’—-----------~
N
\
/
/
k4
N i -

\ oo - Y
M. Future Variable ’
A RS

N o S S

Scenario

W A Transport Alol s
== -

STIFTUNG M for Cairo 2 Al



[2] Scenarios / Framework

Indicators

00
0e900
afa
Population

External/Influenced

General Population growth as
well as migration process in and
from the city

0.0

PkmT

Influenced

A result of the estimated total trips
taken across the population and the
average distance of trips

) £

Modal share
Influenced

Percentages of mode usages,
divided into active travel, Mass
Transit and Private Motorization

Ji

Air Quality

Influenced

Represented in the total amount of
GHG and PMs produced by
transportation activities

Transport
for Caira

. 9
S
# of trips per person/day

Influenced

Average number of trips taken per
person per day

Public Transport
Service Quality

Influenced

The quality of public transport service
measured through different indicators
like comfort, travel time, safety etc.

Indicators

v

Future
Variables

Scenario

Trip Distances
External/ Influenced

Average distance of trips in different

mobility modes, such as active travel,

mass transit and private motorized

ol

2\

Mobility Infrastructure Quality

Influenced

The quality of the mobility infrastructure

serving vehicles, public transport and
active travel mobility

Eight indicators were chosen to
represent different future scenarios.
Most can be measured quantitatively,
whereas; the quality of Public Services
and Mobility Infrastructure is imagined
qualitatively.

All Scenarios are equally affected by
external indicators; which represent
external forces.

The influenced indicators represent
trends that affect the outcome of each
scenario. Example: Modal Share is a
result of citizens use of different modes
of travel. Use is in turn influenced by the
quality of the different modes.

This example further highlights how
indicators are interlinked with one
another. If the number of trips per
person per day increases, the trip
distances and Passenger km traveled
(PkmT).
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[2] Scenarios / Framework

Future Variables

Trends

External

External factors happening
as a natural process of
different urban sector

ENEeg

@25
)

Measures

Planned / programmed

Factors that are already programmed
and are implemented or will be in the
coming future

Transport Alol s
for Cairo 2 Al

Future
Variables

Scenario

Q-i?

Policy Choices

Optional

Policy choices set to achieve a
certain goal in the future

Future variables are divided into three
categories, trends, measures and policy
choices.

Trends are external factors that happen
as a natural process, like population
growth, urbanization etc.

Measures on the other and, are
programmed and planned factors, like
projects that are being currently
implemented or are planned to get
implemented in the coming future.

While the previous two categories are
factors that either will happen naturally
or are planned to happen, policy choices
are used as an optional factor to achieve
a certain goal or scenario.
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[2] Scenarios / Framework Scenarios are usually analyzed in three:

measures are not implemented. This

* Do-Nothing scenario, where

could act as the worst-case scenario

Sce n a ri O Alte rn atives * Planned scenario, where measures

Do-Nothing
Scenario

No interference

Describes development if
measures already
programmed are not
implemented.

%
(o

o

are implemented, and no further

Scenario ¢ | ¢
interference is taking place

* Sustainable scenario, where
measures are implemented alongside
policy choices towards positive targets.
This scenario represents the scenario
where the SUMP is being implemented

.o . 'o
[ ]
AN RN
: @ (- : v
° o. .t 0.
.o..... .....o
Planned Sustainable
Scenario Scenario
Planned interference Positive future interference
Describes development if actions Describes development if measures
that are already programmed are already programmed have a
implemented with no additional successful impact.
interference. Policy choices are taken towards a

positive direction.

Transport s s 52
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[2] Scenarios / Framework

Transport Demand Modelling

Trip generation

Total Number of
daily trips

Trip Distribution

over different
Zones

Trip Assignment
Across Modes

Daily trips
By mode, by zone

2 Al

To conduct the quantitative side of the
scenario analysis, indicators and variables
were inputted together in a tabular
spreadsheet. The spreadsheet contains a
high-level and strongly simplified version
of the classical transport model,
which aims at predicting the total
number of trips generated (Trip-
Generation); a simplified distribution
over space (Trip-Distribution); the
choices of modes (Modal-Split); and the
allocation of trips to modes (Trip-
Assignment).

Some assumptions are made:

° Trip-generation is considered as
inelastic, or independent of the quality
of the system and equal across all
scenarios;

Base figures for Trip-generation and
distribution are derived from the
passenger survey, which gives rough
estimates used for generation and
distribution;

New Public Transport Services
(BRT/Monorail etc.) will attract their
full daily ridership;

All future scenarios will see a small
level of motorization and trip activity
due to rising national income

The model is validated using multiple
data-points and calibrated manually. It
works best to

estimate aggregate future transport
demand;

" The impact of expected

infrastructure. 2



[2] Scenarios / Outcomes

Trends of 6t" of October

Population
Growth

.9
RS
Increase in Trip
numbers

Overcrowding

Decrease of air
quality

Increase of
congestion

A Transport

L .
A A for Cairo
e

o

Urban
Expansion

Increase of
mobility demand

» car dominance favors
certain income groups

* Inequality

« Social
segregation

* Underpopulated
areas

Like most cities in Cairo, 6th of October
goes through two main challenges:
Population growth and urban expansion.

The population growth is mainly a natural
trend happening based on the increase of
the population but also an influenced
trend happening based on people's
migration to the city. As a consequence,
there is an increase in the number of
trips happening within and from and to
the city. Unless certain measures are
taken, this increase results in
overcrowding, congestion and decrease
in air quality.

Another trend is the urban expansion,
which contributes to the increase of
mobility demand. In some areas like in
6th of October, private vehicles are the
dominating mode of transportation,
which automatically favors certain social
income groups that can afford using this
mode. If certain interventions are not
made to create a balanced prioritization
in modal share, this could lead to
inequality in the housing accessibility in
the area as well as social segregation. All
these aspects can result into
underpopulated areas and thus in the
decrease of the service quality provided
in this city.
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[2] Scenarios / Outcomes “Prioritizing cars over
public transportation and active

travel would lead to a sharp increase
of congestion, pollution, fatalities, and

Do—Nothing Scenario / congestion Scenario health problem.”

Summary

__________________________________________________________________________________________________________________________

c0s, Ih g / =L =
32 mam 4o / 0 Sip @ =

™ 1 50% rise in Trips by Private
Motorized Modes

* Growing congestions affects mass

Mobility Public transport trip times and

i e e

Population Modal share # of trips Trip PkmT Air quality .
per Distances Infrastructure Transport competitiveness.
Quality service
person/day ualit i iti
| N~ ety * Growing numbers of road fatalities
R ﬂ a I / o/ . q o0 .

~--__-__-__-__-__-__-__I ___________________________________________________________________________________________________ < » 75% rise in GHG emissions which
Indicators negatively affects the urban

environment and quality of life

* Growing Economic Losses due to
A all of the above

Trends

Future Variable

g for Cairo

ENEeg
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[2] Scenarios / Outcomes

Planned Scenario / Motorized Scenario

__________________________________________________________________________________________________________________________

' e®d% FOR . 9 , 9 9 ;JILE
da2 R® s L9 [
i Population Modal share # of trips Trip PkmT Mobility
i per Distances Infrastru_cture
E mo person/day °Qua||ty,
g I Fok — I I I ok =
S . - s B B - - T
Indicators
f Measures
BRT
Monorail
NUCA Buses
Trends Roads & Bridges
ITS
Urban expansion
60+SZ=1
Future Variable
ﬁ.rw A Transport c:n.l...aly
STIFTUNG Dot for Cairo 2.2l

ENEeg

~

“Providing a mix of formal transit options
would be accompanied by an increase
in private motorization and
congestion and increase health

and environmental risks. Tendency

to become like central Cairo”

Summary

68% rise in Trips by Private
Motorized Modes

Introduction of High-Quality
Mass Transport Options, which
result in a higher level of
competitiveness within Mass
Transport Modes

Improvement of urban mobility
options in general

21% rise in GHG emissions

lowering GHG emissions per
capita by 39%
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[2] Scenarios / Outcomes

Sustainable Scenario / sump scenario

__________________________________________________________________________________________________________________________

1

I

L 208 FbA Q L - b

i ..... a m és ° 9 ==

1 o see 1

| afa 7 9 il =

i Population Modal share # of trips Trip PkmT Infr’\;gtti:t{ure - Public Air quality

i per/d Distances Quality ;i?\sli’?:%”

i m - person/day m I quality

i h A

= = ,

Indicators
I/’
Measures Policy Choices
BRT Triple active travel trips
Monorail Increase formal transit trips 20-fold
Tr e n d S NUCA Buses + Limit Paratransit trips increase

Roads & Bridges to 20%, while professionalizing industry
ITS Limit private motorization increase to 20%
Urban expansion

\\\

Future Variable
ﬁwll A Transport ol
m M@ for Caira -2 BN
oy

“A reduced need to own a car. An
integrated, adequate and healthy
mobility options for all.”

Summary

Limit the growth of Trips by
Private Motorized Trips to

40%

Score a 240% growth in Active
Travel Trips within 60

Prioritize Mass Transport
Vehicles over private vehicles on
the road which improves their
competitiveness and reliability

Limit the rise in GHG emissions

at 7%. This means lowering GHG
emissions per capita by 46%
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[2] Scenarios

Modelled Modal Split by Scenario

Long Commutes

+30 km
23%
o) 8%
69%
BRT/Monorail
4%
m ' 12%
()
56% Q
119
BRT/Monorail
24%
' 10%
Lo
48% G:?
19%
PR ﬁ&

A

L

Transport
for Caira

Short Commutes
10 — 30 km

-

18%

=

2%

79%

24% !;!

BRT/Monorail

=
14%
‘oa l
58% Q

4%

BRT/Monorail
4%

=
12%
A
6% =i
8%
éaLﬁUu
2. ALY

Inter-district trips

2—-10km
FHR
1% =
20%
=
A 2%
(=)
77%
1C70)
W o=

NUCA
4%

7%

=
13%
859 E
? 9%

Intra-district trips

0-2km
A
29%
=
1% ok
= 58%
12%
A
28%
NUCA
1% bR
58%
=
12%
A
Q 15%
NUCA
3%
=
8% Bk
75%

Do
Nothing
Scenario

Planned
Scenario

SUMP
Scenario
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[2] Scenarios / Outcomes

Conclusion

The simplified transport demand model is useful to:
* to estimate aggregate future transport demand;
* the impact of expected infrastructure.

It further calculates a number of useful environmental indicators, such as
Greenhouse Gas Emissions (GHG); GHG-density and Fleet requirements. The
model can further be tweaked by editing variables such as Commercial Speed;
Vehicle Capacity; Load Factor; Seat Turnover; Fuel Consumption and more.

The modelling is useful in learning some important points:

* The BRT and Monorail play a very important role, but are not the
solution

Heavy infrastructure projects such as the BRT and Monorail are required to
handle the increase in passenger capacity, and could be responsible for almost
~25% of short and long commutes. Possibly even more during peak-hours
However, they will not play significant roles for travel within 6™ of October. Even
in the sustainable scenario, the total number of private cars, paratransit vehicles
and formal transport buses would still increase compared to the present, by 4%,
30% and 400% respectively.

(Ortuzar, Luis G. Willumsen)

Transport
for Caira

* Motorization risks getting out of control

If left unchecked, the number of private cars on the road will more than double,
while the number of paratransit vehicles would increase by ~75%. This would
stress the road network and cause central-Cairo style traffic congestion. It is
imperative that any future policy recommendation not only manage road capacity
but traffic; but manage (and reduce) demand for private cars and parking.

* Increasing Formal Public Transport is inevitable, but Paratransit
would still remain dominant

Even with the BRT and Monorail at full capacity, formal services would need to
grow considerably, and paratransit managed well. Increasing ridership by 25 times
is a difficult undertaking, and requires strong customer acquisition. To attract, and
maintain, so many riders smart policies are needed: Managing, and limiting, the
growth of the paratransit sector; providing a powerful user experience; limiting
the journey gap between transit and private modes; transport-demand
management, parking management, complete streets and many more.

The modal shares of the sustainable scenario are best understood as targets,
rather than predictions. Policies and projects should aim to fulfill these targets.
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[3] Vision

Step 4 - Vision

What kind of city do we want 6th of October to be? How will it differ from other New Urban Communities? How can the experience
inform and be re-applied in other New Urban Communities?

These are the central questions that need to be answered by a visioning exercise involving all stakeholders. A vision provides a
qualitative description of a desired urban future and serves to guide the development of appropriate planning measures. It needs to
place transport and mobility back in the wider context of urban and societal development. The vision should be prepared taking
into consideration all policy perspectives concerned, especially general policy frameworks (e.g. Sustainable Development Strategy
2030, Ministry of Transport Ongoing Projects, other strategic plan), urban and spatial planning, economic development, the
environment, social inclusion, gender equity, health and safety. (Rupprecht Consult — Forschung und Beratung GmbH et al., 2014)

Obijectives

=  Elaborate a draft vision and discuss with stakeholders

= Publish the vision in an easy-to-understand format
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[3] Vision

Vision

A
Accessible, safe and inclusive urban

mobility experience for all
through competitive, integrated and
smart mass transportation and streets
that promote walking and cycling "V



[3] Vision

Vision /Objectives and Goals

P~
-

o=

Smart

Digitally-driven, self-
financed operations, low-
emissions, and publicly
accepted

* Introduce intelligent
transport systems
(ITS)

* Encourage expansion
of service by self-
financed operations

Safe Streets

Zero death, zero road-
caused injuries and zero

security incidents

Create safe streets
with zero road
injuries and
accidents

Increase safety
measures in public
transportation

Develop effective
reporting
mechanisms for
harassment, theft
and other violent
acts in mass
transportation and
streets.

Transport Alol s
for Cairo 2 Al

<7

Integrated Streets

Streets which promotes
attractive whole-journey
experiences for all users

Create welcoming
streets for all,
including vulnerable
groups

Improve air quality
through adequate
street design and
low-emission
mobility options

FOXR

Attractive
Active Travel

A third of trips within 6" of
October are active

* Improve quality of
infrastructure for
pedestrians

* Introduce
infrastructure for
cycling

[=g====
(1= ] ===

Competitive and
available Mass
Transportation

Competitive Mass Transit

Services for all

Improve city’s
internal mass
transport network
in terms of
geographic
coverage, trip
times and quality
of service.

Optimizing formal
mass transport
services
Professionalize the
paratransit system
Limit private
motorization
increase to 42%
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Thank you

Contact Information here:
Email: info@tansportforcairo.com
www.transportforcairo.com
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Appendix [A] / Passenger Survey Methodology

Passengers’ Survey / Questionnaire Designs

Meta Data Answer Type

A Date Collected

Location (Latitude/Longitude)
Demographic Data
[ Respondent's Gender

How much is your monthly income?
General User Experience (Present and Past)

M Do you have access to the mobility modes (listed)
Where do you live?

Where do you work or study?

M How many trips do you make daily?

Has your daily frip number changed in the [ast 3 years?

[@A Has the distance of your daily commute changed in the last 3 years?
Has your modal choice changed in the last 3 years?

M How much fime do you spend in your daily trips?

M Do you use any modes apart from private car in 2+ kilometers trips?
Do you cycle for 2+ kilometers irips?
[ on number of trips)
EN What is trip's purpose?
What is the level of the trip?
A What are the modes used in the trip?
[ How much is the total trip fare?

[ Public Transport takes you where you want to go?

Public Transport takes you when you want fo go?

Public Transport is a good use of your time?

M Public Transport is a good use of your money?

Public Transport is safe?

[A Public Transport is comfortable?

Public Transport gives you freedom of choice?

Personal preference in potential service improvements

@ What are your top three areas of improvements for Public Transit?

Current level of satisfaction with the private mobility experience

Il How do you rate frip time?

How do you rate availability of parking spaces?
How do you rate mobility costs?

[I‘Nhat are your top three areas of improvements for Private Mobility?
Priorities of mass transport service improvements for modal shift

modal shift?

Exira comments

Do you have any exira comments?
Field Researcher's qualitative notes

Rﬂm'l A Transport Slol s
ﬁ—ﬁt{m 52,, yz for Caira -2 Bl

e

What are your top three areas of improvements for Public Transit to consider

Automatically Recorded
Automatically Recorded
Automatically Recorded
Automatically Recorded
Answer Type

Multiple Choices (Choose one)
Multiple Choices (Choose ong)
Multiple Choices (Choose one)
Multiple Choices (Choose one)

Answer Type

Multiple Choices (Choose mulfiple)
Short String

Short String

Integer

Multiple Choices (Choose one)
Multiple Choices (Choose one)
Multiple Choices (Choose muliiple)
Integer

Special Questions for Unusual Modal Choice Answer Type

Multiple Choices (Choose mulfiple)
Multiple Choices (Choose one)
Answer Type

Multiple Choices (Choose one)
Multiple Choices (Choose one)
Multiple Choices (Choose muliiple)
Integer

Current level of satisfaction with the public fransport service Answer Type

Multiple Choices (Choose one)
Multiple Choices (Choose one)
Multiple Choices (Choose one)
Multiple Choices (Choose one)
Multiple Choices (Choose one)
Multiple Choices (Choose one)
Multiple Choices (Choose one)
Answer Type

Multiple Choices (Choose multiple)
Answer Type

Multiple Choices (Choose one)
Multiple Choices (Choose ong)
Multiple Choices (Choose one)

Multiple Choices (Choose multiple)

Multiple Choices (Choose multiple)

Leng Sinng
Long Siring

The questionnaire was designed to be
administered in under 10 minutes, to
maximize the response rate and limit
respondent's fatigue. Multiple-choice
questions were mostly used to allow for
statistical analysis and eventual comparison.
String questions were limited to questions
that require string or numerical input, e.g.,
Trip Fare and Extra Respondent’s
Comments.

The survey was made available through the
mobile application in Arabic. Surveyors were
allowed to ask the question in Egyptian
Dialect based on the training notes.

The final choice of questions shown in Table
| had been iterated over multiple times
before getting administered widely; and
incorporated feedback from surveyors and
the consortium partners.

The questions can be grouped into the
following eight categories:

| .Demographic information about the
respondent

2.Questions about the respondent's general
mobility experience.

3.Questions about the respondent's trips

4.Special Questions for unusual modal choice
for cyclists and private car drivers

5.Current level of satisfaction with the public
transport service

6.Personal preferences of public transport
future service improvements

7.Current level of satisfaction with the
private mobility experience

8.Willingness to adopt new modes of
mobility

Detailed question of each category is shown
in the table on the left.
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Appendix [B] / Passenger Survey Analysis The Field Research Team administered
the survey based on the pre-prepared

sampling strategy). The table shows basic

Passengers’ Survey / Data Collection Factsheet sedistics from the actual survey resuls

Gender ratio:

53% males to 47 females. [within

Total Respondent 1534) 100%
T, 24 100% » range]

e Males (723) 47%
Distribution by Gender
Females (811) 53%

Central Districts (920) 60%

Geography Fringe Districts (614) 40% e Workdays to weekends
18- (714) 46.6% ; 81% to 19%. [tolerable shift from
26-35 (398) 26.0%

Distribution by 3645 (268) 17.5% ® range]

Age Group 46-55 (126) 8.2% © 2]
56— 65 (25) 1.6% (7] @
Older than 65 (1) 0.1% ® 2:75) ° o )
Employed (861) 56.2% A <> 3 o Geographic distribution:
Unemployed (used to work)  (2) 0.1% {25} : 090 60% in Central Districts to 40% in

e Unemployed (never (2) 0.1% L)

Distribution by worked) @ 0 ® Fringe Districts. [within range]

Employment Status ®
Student (591) 38.6% “ 0 0o
Housewife (59) 3.9% {60)
Retired 4) 0.3% s
0- 1800 LE (74) 4.82% o
1800 — 2400 LE (172) 11.2%

e 2400 - 3300 LE (341) 22.2%

F'smb”i'on :’y 3300 — 5250 LE (244) 15.9% :

AEOME BEVE 5250 — 10500 LE (59) 3.9% | Legend
More than 10500 LE (5) 0.3% | Adminstrative
Not stated (639) 41.7% | " GCR Inner [189]

El Sheikh Zayed City [28]

Temporal Distribution Working Day (1242l81% ) 2.5 5km 6 October (Fringe District) [26)
along the week Weekend (292) 19% e 6 October (Central District) [19]

FRIEDRICH ) Transport Sloly h
EBERT 48
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Appendix [B] / Passenger

Survey Analysis

Passengers’ Survey / Modal Share at present

Long_Commute_30+ [Short_Commute_10-30| Inter_District_2-10 |Intra_District_0-2 _

5.8% (89) 6.9% (69) 15.7% (328) 60.3% (234)
F IB

—_ — 7 -

P o o

o 3% o3 0) o

46.4% (708) 39.0% (390) 16.1% (336) 41% (16) | L

17.6% (269) 30.8% (308) 47.2% (985) VRNC)MM  Suzuki Mini Vans

20 o5t 9 o - ow

Private Bus

3.1% (48) 2.8% (28) 1.5% (32) 0.5% (2) L

Peak Only Service

2.0% (30) 0.5% (5) 1.1% (24) 0.8% (3) W s e

8.5% (130) 71% (71) 7.8% (162) 11.9% (46)

8.3% (126) 7.6% (76) 7.5% (156) 7.2% (28)

o o s ® o
Ride hailing Servi

0 0 5 69 5 @ T

100.0% (1527) 100.0% (1000) 100.0% (2087) 100.00(388) | |

% A Transport Alol s
g for Cairo 2 2\
St

"
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Appendix [B] / Passenger Survey Analysis

Passengers’ Survey / Modal Share at present

Active

Mass

) Paratransit :":’a_te J
Travel |Transit otorize
Long-Distance
o] 0.3% 7.5% 72.9% 19.3%
3 72 699 185 26.6% (959)
Short-Distance
ey | 0% 2.5% 78.6% 18.3%
4 17 532 124 18.7% (677)
Within 6th of
October Inter-
District [2- 10 0.7% 1.2% 83.2% 14.9% 44.5%
km] I 20 1339 239 (1609)
Within 6th of
October Intra-
District [0 - 2 59.1% 0.0% 31.6% 9.3%
km] 217 0 116 34 10.2% (367)
100%
-3,612
mmROU AN e ()

Methodology:

To estimate the modal share, survey
respondents described their most likely
daily trip pattern. Each respondent could
provide up to 4 trips; and describe the
sequence of modes used per trip.

How to read:

A total of ~3600 trips were described.
This table synthesizes the dominant
mode in each itinerary.

e Values in denote the

percentage by mode, i.e. “What is the
share of Active Travel across each Trip
Category.?”

Values in blue denote the percentage
by Trip category, i.e. “What is the
modal share for Long-Distance
Commutes?”

Key Results:

® Most short trips are walked or cycled
(Active Travel). But, there are few short
trips due to geography of 6™ of
October.

® Paratransit dominates!

® The longer the trip, the more likely
passengers are to take a private car.
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Appendix [B] / Passenger Survey Analysis

Passengers’ Satisfaction Level

Geographic Coverage

It takes me where | want to go
PT_R_R_1_Geo
800 - 50.1%
700 -
600 -
500 -
400 -
20.3%

300 -

200 -

100 - -6»1"/
0-

W A Transport =t V]
n Qs 4. 8L

STIFTUNG M’ for Cairo
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Private Vehicle Owners
It takes me where | want to go
PT_R_R_1_Geo
200~

100 -
38.5%

24.7% 236%

o- I
@ @ > @
A S A
X ¥ F )
S o3
%@ 0(9

Female Respondents

It takes me where | want to go
PT_R_R_1_Geo
600 -

500 -

400 -

51.5%

18.3%

B
o I
@ & 4} @
o o & &
& %
&
< (o‘so

Male Respondents
It takes me where | want to go

PT_R_R_1_Geo
600 -
500 -
400 - 48.8%
300-
200~ 221
17.8%
100-
6.7%
.. I
@ @ > )
o & & _(;o‘?z
& <
& S
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Appendix [B] / Passenger Survey Analysis

Passengers’ Satisfaction Level

Schedule Reliability

It takes me when | want to go

PT_R_R_2 Sched

800 -

700 -

600 -

500 -

400 -

300 -

200 -

0-

W A Transport
=) 2 “
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42.4%

2 Al

21.9%

Private Vehicle Owners
It takes me when | want to go
PT_R_R_2_Sched
200-

100 -

2 & & & &
VQ@ ) ee?\ A,;oqﬁ Agoé
& L
2° )
‘-9\‘}
Female Resnondents
It takes me when | want to go
PT_R_R_2_Sched
600-
500
400 -
300 - 42.2%
200~ 22
20.5%
100-
5! B [E——
o & (‘o\ g &
ey oS & S &S
& o A
%*o QQQ'\
Q’\S
Male Respondents
It takes me when | want to go
PT_R_R_2_Sched
600-
500-
400-
42.5%
300-
200- 23.1% 22.6%
100 -
o —
@ @ > @ @
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Appendix [B] / Passenger Survey Analysis

Passengers’ Satisfaction Level

Travel Time

It is good use of my time
PT_R_R 4_TripT

800 -

700 -

600 - 37.5%

500 -

400- o

300 -

200 -

100 - 51%

w A Transport Alol s
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Private Vehicle Owners

It is good use of my time
PT_R_R_4_TripT
200~

100 -

26.4%

Female Respondents
It is good use of my time
PT_R_R_4_TripT
600 -

500 -

400 -

300 - 39.9%
200 o 28.0%
21.1%
100 -
- 8%
0. I
@ & {2} & &
o ‘g & oS oS
Y (o ¥
S X
2 S
o
Male Respondents
It is good use of my time
PT_R_R_4_TripT
600 -
500 -
400-
300- 35.4%
25.8%
200~ 228%
100 - 10 1%
.- I
@ & {2} & &
¢ ¢ & &£ S
Y i ¥
S X
2 S
o
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Appendix [B] / Passenger Survey Analysis

Passengers’ Satisfaction Level

Travel Cost
It is good use of my money
PT_R R 3 Fare
800 -
700 -
600 -
500 - 30.4% 31.1%
400-
300 -
200 -
8.0
100 -
0 -
® & & ® &
S S > S S
Y v ¥ & &
(\Q\ * /
& ©
&
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Private Vehicle Owners

It is good use of my money
PT_R_R_3 Fare
200~

100~

33.0% 31.9%

Female Respondents

It is good use of my money
PT_R_R_3_Fare
600~

500 -
400 -
300-

325%

200~

100 - -
=

Male Respondents

It is good use of my money
PT_R_R_3 Fare
600 -

500 -
400 -

300-

32.3%
28.5%

200~
19 5%
100 10.4% . X
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Appendix [B] / Passenger Survey Analysis

Passengers’ Satisfaction Level

Safety

It respects me in the level of safety

PT_R_R_5_Safe
800 -
700 -
600 -
500 -

29.3%
400 -

21.9%
300 -
200 -

100 -

0-
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Private Vehicle Owners

It respects me in the level of safety
PT_R_R_5_Safe
200~

100~

2 & Q& & &
S oS &S &S
» OF ¥
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Female Respondents

It respects me in the level of safety
PT_R_R_5_Safe
600-

500 -

400-
300- 38.6%
200 - 265%
20.5%
100 - 11
— ]
0-
2 > 2 2
& < @ ©
¥© ¥© & & >
& Ve 5
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Male Respondents
It respects me in the level of safety
PT_R_R_5_Safe
600 -
500-
400~
300 - 37.1%
200- o
17.8Y 17.9%
100-
- ;
5 [
&0 X2 (b\ 00 QO
¥© ¥© & & &
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Appendix [B] / Passenger Survey Analysis

Passengers’ Satisfaction Level

Comfort

It respects me in the level of comfort, and an

PT_R_R _6_Com
800 -
700 -
600 -
500 -
400 - 24.0% 24.5%
300 -
200 -

100 - 6.3%

0-

(] (] >
4 @
S S

W A Transport Alol s
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Private Vehicle Owners
It respects me in the level of comfort, and an
PT_R_R_6_Com
200-

100 -

357%

(&=
O.

Female Respondents
It respects me in the level of comfort, and an
PT_R_R_6_Com
600~

500 -
400 -

300- 38.1%

200~ 27 0%
17.6% %

o -

0- i—

& & & & &
© S & & &S
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Male Respondents
It respects me in the level of comfort, and an
PT_R_R_6_Com
600~

500 -
400 -

300-

29.6% 29.5%

200~ 222%
0 -
& & & & &
© © S S &
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Appendix [B] / Passenger Survey Analysis

Passengers’ Satisfaction Level

Freedom of Choice

It gives me freedom to change my plans
PT_R R 7 Freedom
800 -
700 -
600 -
500 - 31.3%
28 2%
400-
300 -
200 -

100 -

2.9%

0-

< NS
@ i

W A Transport Alol s
n Qs 4. 8L

STIFTUNG M, for Cairo

Private Vehicle Owners
It gives me freedom to change my plans
PT_R_R_7_Freedom
200-

100~

35.2%

Female Respondents
It gives me freedom to change my plans
PT_R_R_7_Freedom
600 -

500 -
400-

300-

336%
29.0%

200~ 24.5%
100- 10 1%
o
0- mii—
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Male Respondents
It gives me freedom to change my plans
PT_R_R_7_Freedom
600-

500 -
400 -

300- 33.4% e

200-

100-
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S S & ) S
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Appendix [C] / Street Design Elements Analysis Pedestrian movement is highly dependant
on the availability of continuous

. footpaths with sufficient width, minimal
Street Design Elements / Al-Hosary Square grce difrences, efcenc zoning of

[1] Footpaths applies to [1] through movement or [2]

transitional movement between different
modes of transport

Footpaths in Al-Hosary square and 6th of
October in general lack continuity,

P R il consistent width and shading. This
V% < /é\ disincentivizes pedestrian movement and
. \ /> <// > often forces pedestrians to walk on
e A R q q
e P PN <\ roadways especially in the peak-hours
el Oenber '\\ \) P /\( & that witness a larger flow of pedestrian
\ A" @ and motorized traffic.
/ 4 \ 5
,\&\\
P\ 4
v 2\ J
A Better example of footpath: Availability of Altiosary ' O 3
shading, better zoning of street furniture in N J°
relation to pedestrian movement and consistent > Jo*
grade. o
. ¢ Total Gas
. Station
G : To A Hosaty 1
- Mass Transport
Footpaths é‘é‘ﬁ‘ﬂercial [ |
H Diagnostic Aspect m
1 Continuity, accessibility and width
&7 Bad example of footpath: lack of shading,
conflict between street furniture and pedestrian 2 Comfort (shading and seating)
movement and grade differences. Total Score
FRIEDRICH n\ Transport Slolss 76
EBERT- AN : - o
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Appendix [C] / Street Design Elements Analysis

Street Design Elements / Al-Hosary Square

[2] Pedestrian Crossing

6th of October
University

1 /\\ >
8 .
.
.

.

.

6tirof October

Universitydibrary

.

B Relatively better, but still problematic, example of Xl Hagy?
pedestrian crossing: The speed bump (traffic-calming Mosque
element) does force vehicles to slow down prior to the

zebra crossing. However, pedestrians are still left in

conflict with vehicles.

4
=z
E %
L.
L
2 Total Gas
15 Station
..
L
L
. 3
.* To A Hosaty
. Mass Transport
Station
Fenced Median Island X Commercial -
H Diagnostic Aspect m
&7 Ineffective example of pedestrian crossing: absence 1 Availability & Location
of traffic calming elements allows fast movement for .
vehicles. 2 Effectiveness

Total Score

w \ Transport Slolss
% gz?};. for Caira -2 Bl
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Street crossing is an integral part of
pedestrian movement. Availability and
adequacy of street crossing options
highly affects accessibility and safety for
pedestrians.

Al-Hosary Square lacks sufficient crossing
options for pedestrians. Zebra crossings
are only located around the fenced
median island in the 3 points shown on
the map. Only point (1) is paired with a
traffic calming element (speedbump) to
force vehicles to slow down.

This leaves the majority of the square
without any specific and safe pedestrian
crossing options. Instead, unsafe
pedestrian crossing at random locations
is left as the only option.
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Appendix [C] / Street Design Elements Analysis

Street Design Elements / Al-Hosary Square

[3] Median & Pedestrian Refuges

6th of October
University

.
«  6thof October
+ University Library
.

v
5 < \
. .
~ ¥
. . . . *,
3 Relatively better example of medians: sufficient Aoy S
7 X ” Mogque .
width acts effectively as a refuge for crossing .
. . .

pedestrians and also accommodate pedestrian 0% >

+ <
movements especially in segments with limited . “

. .
footpaths on the roadside. . .
. 4
.
.
.
. Total Gas
. Station
.
.
.
.
.
. To A Hosaty

. Mass Transport 2
Station

H Diagnostic Aspect m

1 Accessibility and width

§7Bad example of medians: the limited width 2 Frequency of median breaks

forces pedestrians to step into the roadway while
Total Score

waiting for traffic to clear.

w .S\ Transport Alol s
S'I'I"I'lm 33;, "‘;Y;. for Caira -2 Bl

Medians aim at reducing conflict between
traffic moving in different directions and
provide refuge for pedestrians in their
ways across streets, especially in wide
streets such as Al-Mehwar Al-Markazi.

We look at:

- Availability of effective medians with
sufficient width.

- Frequency of median breaks

Medians in Al-Hosary Square are
inconsistent, and with limited width in
crossing areas. Pedestrians tend to
unsafely step into the roadway waiting
for traffic to clear.

An important distinction should be made
between offering pedestrians refuge, and
managing traffic through distant median
breaks.

The Availability of wide medians at few
segments provide alternative footpaths
for pedestrians, considering the lack of
adequate footpaths on the roadside. Such
median-footpaths, while continous, are
often not attractive due to exposure to
traffic and weather conditions.
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Street Design Elements / Al-Hosary Square

[4] On Street Parking

6th of October
University

6th of October
University Library

3 Parallel parking is the most efficient layout in terms «  AlHosary
of number of cars to area occupied. It also causes the . Mosque
least disruption for traffic and pedestrian accessibility as L

it produces more in between spaces s

Total Gas
Station

To A Hosaty
Mass Transport
Station

Parking -

o L ianesic sy [raig

&7 Perpendicular parking occupies more space and

causes more interruption for the moving traffic. It also 1 Traffic and pedestrian flow
allows drivers to park their vehicles too close to each . L
others which limits the in-between spaces for 2 Management of parking Activities

pedestrians to access footpaths.

Total Score

W Transport Alol s
S'I'I"I'lm for Caira -2 Bl

On-street parking is widely common,
especially in active urban nodes like Al-
Hosary Square. On-street parking often
accumulate organically around points of
interest especially when it’s free of
charge and because of the lack of
formally managed parking spaces.

On street parking occupy most of the
roadside in Al-Hosary Square. Vehicles
are parked in a mix of formations
including parallel, perpendicular and
angular. Parking activities often cause
conflict with pedestrians and moving
vehicles. In rush-hours, vehicles are
found parking over pedestrian footpaths
where accessible.

Availability of free and unrestricted on-
street parking serves as an indirect
subsidy for private motorized mobility
that disincentivizes desirable modal shift
towards sustainable mobility alternatives.
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Street Design Elements / Al-Hosary Square

[5] Traffic Calming

‘AS
5 Relatively better example of pairing pedestrian £
crossing with a speed bump (traffic calming element).
However, the speed bump doesn’t efficiently solve the
conflict between pedestrian and vehicular movements.
. W

Speed Bump —

L+ L ianasic ey [raig

&7 Absence of traffic calming elements allow drivers to
violate pedestrian crossing zones with high speed. 1 Availability

2 Effectiveness

Total Score

w ‘ Transport Alol s
EBERT" 478
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Traffic calming is of a paramount
importance to safety of both pedestrians
and vehicles by reducing vehicular speed.

Al-Mehwar Al-Markazi reaches as much
of 70 meters wide in some sections.
Curb radiuses are large enough to allow
drivers to take turns on high speeds.
With this significant lack of traffic calming
elements, such as speed bumps and
traffic lights, demonstrate a high level of
priotrization of vehicular movement at
the expenses of pedestrian safety, which
contributes to a modal share dominated
by private motorized mobility.
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Street Design Elements / Al-Hosary Square

[6] Bus Stops

6th of October
University

6th of October
University Library

5 Better example of bus stop: easy to identify, - AlHosary
provide waiting space for passengers and close to i\ Mosque
pedestrian crossings (100 meters away). However, -
stop’s capacity, safety and comfort conditions need %
.
improvement. .
. e -
. 2 -
> 2O
e Total Gas )
@ Station -
Q.
NS IEE 4
A To AHosaty
. w ws A Mass Transport
S Station
Mandoline Mini- "
a ;?S sfop Microbus stops

'+ Lognasic ey Craig

1 Identifiable & comfortable bus shelters

&7 Bad b-us stop: ha_rdly identifiable w.|th no sPeC|f|c 2 Intermodal terminals and stops
geographic boundaries, no passenger information

system and no shelters Total Score

W y Ei\. Transport Alol s
srrllm 3,2,, "‘;Y;. for Caira -2 Bl

Py

Bus stops are the interface between the
street and a city’s public transport
system. They can help make the bus
network usable and attractive to city
residents.

6th of October city lacks adequate bus
stops. Passengers’ boarding and drop off
is entirely demand-based at any point on
the route. Public transport vehicles
often occupy the roadside to get
passengers from areas of interest,

Al-Hosary Square hosts 3 major intra-
city transport terminals:

| - Suzuki Mini-Vans Terminal

Informal terminal with no
identifiable shelter within suitable
distance of a pedestrian crossing.

2- Mandoline Minibuses Terminal

Formal terminal with an identifiable
shelter within suitable distance of
pedestrian crossing.

3- Intra-city Microbuses Terminal

Informal terminal with no specific
geographic boundaries or
identifiable shelters.
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Road Space Allocation
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The bias towards private motorized
modes of mobility, and missing focus on
active travel, is highlighted further by
analyzing two street sections and assessing
the width of the road, in percentage
terms, allocated towards different modes:

Mass Transit and Private Motorization
share vehicular lanes. No right-of-way
exists for mass transit.

Active Travel is given a very low
percentage of street width. (between 7%
and 18%) Despite the high width of
streets, no dedicated facilities for cycling
exist.
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[1] Footpaths
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Street Scope = = = Core Residential Scope
District Administrative Boundaries w= == =
&7 Bad example of footpath: limited width, zoning
conflict between pedestrian zone and footpath
furniture, poorly maintained surface.
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€7 Bad example of footpath: Good width but with
conflicting zoning between pedestrians, street
vending and parking.

Footpaths in the 6th district lack
continuity, consistent width and shading.
This disincentivizes pedestrian movement
and often forces pedestrians to walk on
roadways or use motorized alternatives
such as Tok-Toks as alternatives for
short distance trips.

Recurrent problems include the
following:

e Inconsistent footpath levels and
surface conditions.

e Inconsistent width due to design
errors or conflict between private
and public property. l.e. fenced
footpath sections.

e Zoning conflicts between different
uses such as pedestrian flow, street
vending, parking and footpath
furniture.
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[1] Footpaths
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1 Continuity, accessibility and width

7

2 Comfort (shading and seating)

Total Score

&7 Bad example of footpath: limited width and
danegerous change of levels make walking unsafe.

Transport Alol s
for Cairo 2 Al

| T Craing

A good example of footpath: mixed use,
consistent width and level with good shading
provide safe walking environment.

Fragmented distribution of buildings in
residential areas unlocks the potential of
using the intermediary spaces between
them as a pedestrian-only network. Using
these spaces as parallel pedestrian
networks away from motorized mobility
can induce more dependency on active
modes, especially for intra-district trips.

A pedestrian-only network can also
provide multi-use spaces for social
activities and safe areas for children to
play. This mix of activities maximizes the
perceived safety of walking, especially
during the night.

84



Appendix [C] / Street Design Elements Analysis

Street Design Elements / 6t District

[2] Pedestrian Crossing

&7 Bad example of street intersection: Wide
carriageway with no safe crossing option.

&7 Bad example of street intersection: Wide
carriageway at a main entrance for the district
(Laylat Al-Qadr square) with no safe crossing
option.

Street Scope = = = Core Residential Scope

District Administrative Boundaries w= == =

H gnostic Aspect

1 Availability & Location

2 Effectiveness

Total Score -

&7 Bad example of pedestrian crossing: Ineffective
zebra crossing with no enforcement on vehicles
to slow down.

w A Transport Alol s
== a ‘5)\.5.\)

STIFTUNG M for Cairo
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The 6th district lacks pedestrian crossing
options. Major streets such as Al-Central
and Al-Mazni suffer more from the
absence of safe crossing options because
of their relatively higher vehicular speeds.
In some locations, zebra crossings are
available but with no enforcement for
vehicles to slow down by traffic calming
elements. This makes available crossing
options inefficient,

Absence of safe pedestrian crossing
options induces pedestrians unsafe
crossing at random places. Vehicular
oriented street design produces higher
dependency on private modes of
transport such as private cars or Tok-
Toks for short intra-district trips.
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Appendix [C] / Street Design Elements Analysis In the 6th District, on-street parking is
not common in the core residential area

. except for limited number of residents’
Street Design Elements / 6 District e Howerr onaretpricg &
[2] On Street Parking such as [1] Egypt Post branch and [2] the

agglomeration of car repair shops at Al-
Mazni Street.

Land uses such as car repair shops
induce extra demand for parking. Formal
supply of parking through organized
parking spaces is likely to fall short.

Inefficient management of parking
activities in residential neighborhoods
hinders pedestrian accessibility. Thus,
parking demand management

7 Bad example of on-street parking: Angular and €7 Bad example of on-street parking: lack of interventions, such as land use reforms,
perpendicular parking layouts produce more enforcement and physical protection of footpaths are needed

interruption of traffic by maximizing road space allows vehicular access to them as safe parking ’

needed for maneuvering. spaces.

Street Scope = = = Core Residential Scope

Parking - District Administrative Boundaries = w= =

E Diagnostic Aspect
1 Traffic and pedestrian flow

2 Management of parking Activities

d Good example of on-street parking: Parallel

parking is the most efficient parking layout that Total Score

causes the least interruption to traffic.
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Street Design Elements / 6t District

[2] Traffic Calming Element
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2  Effectiveness -

Total Score

Speed Bump —

1

Availability & Location

5 Better example of traffic calming: a sequence
of speed bumps forces drivers to slow down in
Mohamed Karim Street. Some of them seem to

be informally installed by the residents though.

Transport
for Cairo 2 Al

The 6th District endures severe shortage
of traffic calming elements necessary to
control vehicular speeds. Apart from a
sequence of speed bumps in Mohamed
Karim Street [1], there’s no traffic
calment elements installed in major
intersections and points of interest such
as Laylat Al-Qadr [2] and a commercial
agglomeration at Al-Mazni Street [3]

Lack of traffic calment elements
negatively affect pedestrian flow and
safety inducing more dependency on
motorized modes of transport..
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Appendix [C] / Street Design Elements Analysis The 6th District completely lacks
adequate bus stops. Mass transport
drivers tend to stop randomly to pick up

Street Design Elements / 6 District

[2] Traffic Calming Element

interrupt the traffic [I]

Mass transport terminals suffer from
inadequate zoning within the streetscape.
Drivers tend to park in inconsistent and

A=\ (S ) 2 X random locations, including pedestrian
,,/’ \\\ R ' footpaths [2]. Inadequate zoning
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&7 Bad example of bus terminal: absence of proper zoning of the 2 Intermodal terminals and stops _

terminal within the streetscape causes random parking of mass
transport vehicles and violation of pedestrian pathways.
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- Safety, Environment, Health |Current Status, Implementation - Analysis for modes
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