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The SSATP is an international partnership to facilitate policy development and related capacity
building in the transport sector in Africa.

Sound policies lead to safe, reliable, and-effgictive transport, freeing people to lift themselves
out of povety and helping countries to compete internationally.
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The urban transport pillar of the Africa Transport Policy Program (SSATP) launched a project to support
eight pilotcountries (Cote d'lvoire, Ethiopia, Guinea, Ghana, Kenya, Nigeria, Rwanda, and Senegal) in
the development of policies to improve accessibility and mobility in urban areas. Six thematic areas
have been considered as priorities: strengthening institutidraaheworks, creating dedicated sources

of funding, promoting the effective participation of civil society, improving rmtidal planning and
operation, increasing the performance of public transport (in particular through the reform of
paratransit servicg), and providing support to secondary cities. This report presents the findings,
analysis, and recommendations developed through this project for Kenya.

This work was conducted in close partnership with the Ministry of Transport, Infrastructure, Housing
and Urban Development (MoTIHUD). An assessment of the six priority areas presented above was
carried out to identify the most relevant recommendations to be proposed for Kenyan cities. These
recommendations were discussed at length at the Urban MobilitufRarganized under the auspices

of MOTIHUD and bringing together a vast array of stakeholders in May 2018.

The urban areas of Kenya encounter many of the issues typically present-Bakaban African
countries faced with rapid economand demographic growth. While the country's GDP grew by close

to 6% (yeatto-year) in 2016, it is estimated that 40% of the population remains in poverty. In
comparison to itsieighbors Kenya is not very urbanized, with roughly a quarter of its popuidiving

in urban areas. Nevertheless, the population of Kenyan cities is growing at a rate of 4.3% per annum
on average. The bulk of this growth happens at the periphery, resulting in sprawling cities, low
population densities, informal settlements, apador accessibility to jobs and services. This, in turn,
translates into longer commutes for residents, and increases the demand for motorized trips, which
generate a host of negative externalities: congestion, road crashes, pollution, greenhouse gas
emissons, etc.

The metropolitan area of Nairobi is the main economic driver of the country, amounting to half of the
formal employment market, and contributing to half of the GDP nationally. The transport sector is
particularly active in Nairobi, with a largaimber of transport projects currently being planned or
implemented, often with the support of international development partners (BRT corridors, rail and
light rail, road infrastructure). A nascent transport authority (NaMATA) has been established to
orgarize urban mobility at the metropolitan scale, with a particular focus on the implementation of a
BRT system. Mombasa is the mharbor of the country and a major commercial and touristic hub. It

is characterized by relatively higher population densitiegtee central island, and the importance of
water transportation (ferries) and threeheelers (tuktuks), which are absent in Nairobi. A cluster of
secondary cities, with relatively similar profiles in terms of urban transport, is located in the Rift Valle
and to the northeast of Nairobi (Kisumu, Eldoret, Nakuru).

The urban mobility sector in Kenya is characterized by a strong reliance on walking (40% of trips in
Nairobi are made by foot), despite critical deficiencies in NMT infrastructure. Longerreipgaally

made using public transport, the most common form of which is the matatu {tannediumsize
buses). The matatu industry is organized in associations at the national level, while operators are
gathered in Savings and Credit Cooperatives CESY at the local level. Ownership of individual
vehicles is still limited at the national level, but increasing ragdiyparticular in urban areas, where

it is skyrocketing Finally, smaller vehicles that can easigneuverthe streets of congestedtes play

an increasingly important role (motaxis and threawvheelers). Overall, the general trend in Kenyan
urban areas is towards increased motorization and congestion, although the planned introduction (or
enhancement, in the case of rail) of maapid transit systems may be able to partially mitigate the
negative consequences of this trend.




SSABKeny&Sustainable Mobility and Accessibility doécgimbEiti2818

The findings of this report are as follows:

The Kenyametitutional frameworkis characterized by an ongoing devolution process. Although
specfic functions are progressively transferred from the national level to counties, the regulation

of passenger transport services is primarily handled by a national agency (NTSA), while service
delivery is managed by the private sector (with a few excepjioW®rth noting is the existence of

an appeals board, which strengthens the legitimacy of the licatisdution process. As the urban
transport sector is evolving rapidly, with the introduction of new projects and actors, there is a
need for an overallnicrease in institutional capacities, and increased coordination between the
different levels and bodies of governance. The situation of NaMATA, which is yet to be established
by an act of parliament, illustrates these challenges.

The mairsources of fundig at the national level are the Consolidated Fund (for investments) and
the Road Maintenance Fund (for maintenance). International development partners also play an
important role in the financing of infrastructure and institutional development effortauries

have a limited capacity to generate funds (through the collection of taxes and levies) but are still
largely dependent on national transfers to finance capital expenditure. Cities are often left with a
deficit of investment and maintenance capitednslating into an infrastructure backlogs. At the
metropolitan level, the funding mechanisms for NaMATA are yet to be determined (distribution in
terms of national and county allocation to NAMATA in particular still have to be settled) .

Kenya possessasrong and evolvedystems of civil society participatigrrepresenting a variety
of interest groups. One of the mosatell-structuredand evolved bodies is the network of residents'
associations assembled under the umbrella of KARA. KARA is a strongtadeoc NMT
infrastructure. While academia has a lesiginding involvement in the urban transport sector in
Kenya, the tech industry is also emerging as an increasingly important actor (throughpstart
companies such as Ma3Route, for instance). The yhiginucturedorganizationof the matatu
industry should also be noted.

From amulti-modal planning and operationpoint of view, the transport system in Kenyan cities
favorslow-capacity motorized modes, with the exception of commuter rail in Nairobi. Both Nairobi
and Mombasa are planning for the introduction of Mass Rapid Transit systems, along with the
expansion of their commuter rail capacity. However, current mass rapitit projects tend to

put infrastructure on the front seat and NMT does not enjoy a sufficient level of attention.
Similarly, traffic management is inadequate and drastic changes are required to meaningfully
improve operating conditions for all modeswurban transport.

In terms ofpublic transport performance and potential for paratransit refornurban mobility is
heavily dependent on the matatu sector, which is characterized by numerous negative
externalities (largely resulting from the prevailing aomic model in the industry). As public
interventions have oscillated between laisdare, attempts to regulate the sector, and
discretionary enforcement practices, the environment has not been conducive to the
implementation of much needed idepth refams (although operators appear ready to welcome
such reforms).

Insecondary citiesthe relationship between the national and local levels of government is shaped
by the dynamics of devolution. Although county governments are eager to embrace new functions
they will have to develop capacities commensurate with these new responsibilities, and increased
coordination with the national level)lhere is also a need to systematize transport planning in
secondary cities, while acknowledging the relatively highedal share enjoyed by NMTs.




SSABKeny&Sustainable Mobility and Accessibility doécgimbEiti2818

The recommendations in this report are structured following the Enrabl@idShiftimprove (EASI)
framework.

Enable¢ Governance efficiency

Develop a clear finance and fiscal framework, increasing the iggenild predictability of public
contributions to the public transport sector.

Support the creation of a properly empowered and capacitated metropolitan governance body,
via the establishment of NaMATA by an act of Parliament.

Enhance thelevolution of urban mobility functions through improved institutional capacity, data,
and the setting of norms and standards.

Increase transparency and accountability of the regulatory system by strengthening the role of the
Transport Licensing Appeals Boa

Avoid ¢ Landuse inefficiency

Better integrate land use and transport planning in urban areas, through the preparation of
integrated multimodal urban development plans.

Shift ¢ Multimodal transport system efficiency

Avoid mistakes made by others implementing Mass Rapid Transit systems, in particular with
regard to excessive focus on infrastructure investment, and insufficient foresight of operations.

Invest in building the capacity of the matatu industry and promote engagement between counties
andthe matatu sector.

Enhance of the use of ICTs in urban mobility matters and develop a centralized transport data
portal

Improve ¢ Roadspace use and vehicle efficiency

Improve the Nairobi traffisignalingsystem, starting with the definition of a traffrlfanagement
strategy

Formalizethe role of civil society bodies in access and urban mobility matters.
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Urban transport and mobility is one of the three pillars of the African Transport Policy Program (SSATP),
which aims to provide African poymakers with tools to develop sustainable, safe and affordable
urban transport in the cities of the continent. The actions of the program thus aim to support the
implementation of Sustainable Development Goal 11: "Making cities and human settleméussiac

safe, resilient and sustainable”.

To this end, SSATP has launched a program to support the development of policies to improve
accessibility and mobility in urban areas of Africa, based on an empirical study of a representative
sample of African dis.This work led to the publication in June 2015 of the Working Paper No. 106
entitled "Sustainable mobility and accessibility policies in African cities" (Stucki, 2015).

The "EASI conceptual framework", described indibisument, outlines a set of specific policy actions
according to four areas of intervention:

ENABLE: to establish an efficient and responsible system of governance capable of anticipating
needs, guiding public action and ensuring the integrated manageamhtievelopment of urban
transport systems;

AVOID: minimize the need for individualized motorized journeys through appropriate land use,
planning and management;

SHIFT: maintain or increase the modal shares of public transport anchatorized transport ach
as walking and cycling;

IMPROVE: improve the efficiency and safety of transport modes while minimizing their
environmental footprint.

The specific measures proposed may be adopted by African cities on each of these pillars of
intervention. The EASI caeeptual framework is presented schematically below.

EAS I conceptual
framework
ENABLE AVOID SHIFT IMPROVE
Establish an effective | | Minimize the need Increase or Improve the
and responsible for individual maintain shares of efficiency and
governance system motorized travel more socially & safety of transport
with adequate : through adequate environmentally modes & services
institutions, land-use and sustainable modes while minimizing
* human transport planning | | (public transport, their
resources, and management. walking, cycling). environmental
« financing. footprint.
Governance Land use tra':sm:)er:dsath Road space use &
efficiency efficiency DOIESY vehicle efficiency
efficiency
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Following this publication, a complementary wgkogram was defined for the implementation of
GKSaS 3FdzARStEAYSa Ay SAIKEG LINBPBIANIY YSYOSNI O2dzy (i NJ
Nigeria, Rwanda, and Senegal), the result of the present study.

The methodology used for these studies in #ight countries concerned was the same in order to
enable crossational comparisons and to encourage the exchange of good praciibissstudy aims

to bring a change in the way of thinking about accessibility and mobility, and to sensitize decision
makers for the adoption of good policies, strategies and operational practices at both the national
and local levels that effectively contribute to the improvement of urban transport and mobility in
African cities.

This report therefore proposes to stastith a diagnosis of urban mobility in Kenya. This diagnosis was
established through the experience of the mobilized experts, field visits to Nairobi and Mombasa,
interviews with national and local political and technical leaders, as well asdapth andysis of the
documents and data that have been collected and transmitted.

Led by the Ministry of Transport, Infrastructure, Housing and Urban Development, this work looked at
the main issues of mobility and accessibility in Kenyan cities by focusingmiosty areas:

Strengthening the institutional framework for urban transport management;

The creation of funding sources dedicated to the management of urban transport;
Promoting the effective participation of civil society in urban transpeshagement;
Improvement of multimodal planning and operation of cigenters

Improving the performance of public transport (in particular the reform of sisdle transport);

Organization and implementation of national government assistance for the gesment of
urban transport in secondary cities.

This analysis led to the proposal of a list of priority recommendations derived from the EASI concept,
which are intended to be pragmatic and realistic, as well as the drafting of an action plan to transform
the mobility conditions for the population living in urban areas.

The process leading to the formulation of these recommendations (and this final report), is presented
schematically in the following flowchart. The Consultant startieid assignment by submitting a
Country Approach Document presenting the intended methodology, after carrying out a preliminary
desk study of available documentation. During the first mission, this methodology was discussed with
the beneficiary and the Wid Bank country team, who also contributed to the identification of
relevant stakeholders to be consulted on the six thematic areas of the study. Interviews were
conducted at both the national and the local level, and the Consultant travelled to a segaita
(Mombasa) to meet county officials. The main findings of the missions were subsequently presented
to the Steering Committee for validation. The first field mission also allowed the Consultant to gather
additional data and documentation, as welltasmake observations i in the field. Building on the rich
material gathered up to this point, the Consultant prepared its draft interim report, structured in three
main sections. The first section provides a general diagnosis of urbanization and niv@pitityin the
country. The second section narrows down the diagnosis to the six thematic areas, providing a critical
and synthetic assessment of each area. Based on these findings, recommendations are formulated in
the third section of the report, orgarezl along the four pillars of the EASI framework:

Enable¢ How to enhance governance efficiency?
Avoid ¢ How to enhance landse efficiency?
Shift ¢ How to enhance multimodal mobility efficiency?

Improve ¢ How to enhance roadpace use and vehicle efficigtc
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These recommendations occupied a central place at the National Urban Mobility forum organized in
Nairobi on 17 and 18 May 2018. Following a presentation of the findings from the study, the
recommendations were discussed in plenary session with-leigh decision makers from the main
ministries, agencies, authorities, and counties holding responsibilities in urban mobility -&reak
groups focusing on each of the six thematic areas engaged the participants in a technical review of the
recommendationsThis exercise was facilitated by the Consultant team, preparing a SWOT analysis of
each thematic area and continuing with a structured discussion on the proposed recommendations.
The revised recommendations, amended with the inputs received afthhem,werethen presented

and collectively approved during the closing plenary session of the forum. The final recommendations
presented in this report thus incorporates the main outputs of the national urban mobility forum.

ACTMTIES METHODOLOGY

- Presentation of proposed methodology

1. Country A chD
[ SR oeume - Desk studly of available documentation

- Identification of relevant stakeholders to be

consulted with beneficiary institution and WE team
- Interviews wy stakeholders on 6 thematic areas

2. First Field Mission - Field observation at key locations

- On-site gathering of data and reports

- \Valigation of preliminary findings with the SC

area, and preliminary recommenadations
- Submitted to SC and SSATP for comments

- Revisions based on comments from SC and

4. Revised Interim Report SSATP

- Presentation of draft findings and
recommenadations in plenary sessions

- Beak-out group discussions on each thematic

5. National Urban Mobility area

Forum - Review and improvement of draft

q
- Draft situation overview, findings by thematic
3. DraftInterim Report

recommenaations in break-out groups

- Validation of revised recommenaations in
plenary session

- Final situation overview, findings by thematic
area, and preliminary recommendations
6. Draft Final Report - Integration of all inputs received during forum

- Operationalization of recommendations (who,

when, and how?)
- Futting in perspective through case studies and
additional data

- Integration of comments received from

7. Revised Final Report
beneficiary and SSATP
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The Republic of Kenya is a 580,000 km2 country located in the East Africa region, sharing its borders
with Ethiopia, South Sudan, Uganda, Tanzania and Somalia. Kenya is one of the most dynamic countries
in the SubSaharan area with an economic growth rafé.8% in 2016 (World Bank, 2017). The country

is mainly driven by export (agricultural products, mining and gas exploration), manufacturing,
infrastructure projects, and the services sector. However, Kenya also has a poverty rate above 40%,
and 9.3% ofts population remains unemployed.

The population of Kenya has increased rapidly over the past 30 years, reaching 48.5 million inhabitants
AY HAamMc 022NIR .Fyl1ZX HAMTO® a2NB aLISOAFAOIffex
andis projectedi 2 NB I OK HH YAtftA2Yy AYyKIoAGlIYyd&a o6& wHnon o
FNE aLJl dAartte O2yOSYGN)} GSR FNRBdzyR GKS b2NIKSNYy
connecting Mombasa seaport to the country through Nairobi and Malaba. The mivatien of
population along this corridor has created three main urban hubs:

The coastal hub around Mombasa and the Kilindini Harbor;

The central hub around Nairobi and Thika;

The western hub with a cluster of four leading towns: Kisumu, Nakuru, Elalodetericho.

Only 27% of people live in urban areas which is a smaller proportion of the population than its
neighborsand African counterparts. Based on a correlation of GDP per capita and urbanization levels

for several countries, about 40% of Kenyagigen their current GDP, should be living in urban areas.
5SaLIAGS o-&NFBEYy EOFRENDE (KAA O2YLI NRaz2yI (KS 0O2dzy
an annual rate of 4.3% (World Bank, 2016). Following this trend, Kenya is expected to be aredrbani

country in 2050, with more than 50% of its population living in urban areas, creating an urgent need

to build vibrant, productive and healthy cities.
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LY wnnyX YSyeéel fFdzyOKSR Iy | YOAGAZ2dza O2dzy iNE RS
the aim to transform the country into a newly industrializing, midisleome economy with a

consistent annual growth of 10% by 2030. Developed through aimchlisive and participatory
stakeholder consultative process, and involving Kenyans from all parts of the country, the Vision is
anchored on three key pillars: economic, social, and political governance. The program aims to impact
every sector of developmenincluding urban planning and urban mobility especially as cities are key
engines of growth and will be key to achieving Vision 2030 goals.

Kenya also has an Integrated National Transport Plan and a National Urban Development plan that
serve as importainnational frameworks for improving urban mobility and accessibility in the country

where accessibility here refers to the fact that a key goal of urban transportation planning is to provide
people with access to opportunities for interaction with otheiopée and places, a goal which supports

the creative dynamicdivability, and productivity of cities. Accessibility can be created by moving
services closer to people to avoid travel or by building housing near transit hubs and is different from
mobility which focusses on movement. The country is also committed to the Sustainable Development
D2Ffa AyOfdzZRAy3 {5Dmm aid2 YI1S OAGASAE | yR Kdzy
adzadFAylroftSéd YR A& F aA3dyraG2NeE .12 GKS Yeé2(i2 t NP

COTE ETHIOPI

DEMOGRAPHY
Country population (million, 2016) 237 102,4 28,2 12,4 [7485 7  186,0 11,9 15,4
Country population projection (million, 2030) 28,1 137,1 34,2 162 [1628 " 2269 16,7 19,6
Country density (pop. / sq. km) 75 102 124 50 [8sT 204 483 80
URBANIZATION
Urbanization Rate (%, 2016) 53% 20% 55% 38% | 26% | 49% 30% 43%
Urban Growth Rate (9, 2010-2015) 3,9% 5,0% 3,7% 35% [143% | 46% 6,3% 3,6%
Urban areas with more than 300 000 inhabitants (2015) 3 2 4 2 - 42 1 1
ECONOMY
GDP per capita ($PPP, 2016) 3693 1734 4293 1966 | 8151 @ 5861 1913 2567
Average economic growth rate (%/ year, 2010-2015) 58%  106% 7%  45% | 60% | 52% 7.5% 4,1%
Poverty headcount ratio w/r to the international

X 28% 34% 14% 35% 54% 60% 38%
poverty line (2011 PPP, % of pop.) ° ° ’ i - ° 0 0
b P e S 1 (011 il AT 0,47 045 058 0,41 0,53 0,50 0,49
0- low, 1 - high human development
BUSINESS AND GOVERNANCE
Doing Business (Distance to Frontier, 2017)
0 - lowest, 100 - highest performance over time or “frontier" 52 46 49 n 49
Corruption Perceptions Index (1-100, 2016)
1 - low transparency or high corruption, 100 - high 34 34 54 45
transparency or low corruption
MOTORIZATION
Gazoline Price / Diesel Price (US$/ L, 2016) 0,93/0,93 0(')754/ 0,92/0,85 09/0,9 - 0,46/064 1,17/1,13 1,14/0,97
Private vehicules in use according to OICA (2015) 430000 90000 560000 N/D [1848000 2970000 N/D 340 000
Private vehicules in use according to national data 640 000 620 000 - 11 500 000 470 000
(2015) (2018) (2016) (2017) (2015)
Motorization Rate according to OICA (private vehicules /
1 000 inhabitants, 2015) 19 ! 20 N/D - 16 N/D 23
Road Safety Casualties (nb of casualties / 100 000 24 27 26 28 21 33 28
people, 2015)

Tablel: Statistical data in the eight pilot countries
1.1.2 Presentation of Kenya's main cities

Nairobi, the economic hub of Kenya

Nairobiis the capital city of Kenya and its principal economic driver: the metropolitan area of Nairobi
generates over 50% of the Kenyan GDP and accounts for 50% of formal employment in Kenya (JICA,
2014). Centrally located, Nairobi is also the administea political and culturatenter of Kenya.
According to UN Habitat, the total population was 4.43 million inhabitants in 2017 accounting for

! Data from World Bank, Doing Business, OICA, UNDP, UN Habitat, Transparency International, sources are detailed in
appendix
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9.13% of the national population. The average population density is 5,400 people peisitkngreat
variations i density across the city. In line with national trends, the city is experiencing rapid urban
growth with 6 million inhabitants expected by 2030 (World Bank, 2016).

Nairobi has a central business district (CBD) where a majority of businesses, government buildings and
international organizationg(incl. the African headquarters of the United Nations) are located. It is
characterizedy the availability of a high levef services and accessibility. Middlecome households

live in extremely dense tenements in close proximity to the rectangular CBD. A long history of social
segregation, where the rich live in secluded areas and the poor cluster around the CBD (Kibera is o

2T GUKS ¢2NI RQa Y2aid 7¥FI Y2 dzented todavives with the oAghiagi ¢ 1
construction of gated communities best accessed by private car.

The Kenyan constitution devolves some critical institutional governance functions for urbamglann
development and mobility to the Nairobi City County government, although the Ministry of Transport,
Infrastructure, Housing and Urban Development engages in developing key policy frameworks and
major projects that impact the cityincluding nationahighway expansion as well as runs the railways.

In this intergovernmental context, it is important to note the establishment of the Nairobi
Metropolitan Area Transport Authority (NaMATA) in 2017 by means of an Executive Order with the
mandate to plan, reglate and oversee the establishment of an integrated, efficient, effective and
sustainable public transport system within the Nairobi Metropolitan Area. This institution ideally
brings the two levels of government together to cooperate and manage mettapoliide transport
issues.

azYolals YSyeélQa YIAyYy L3N

Mombasa, located in the soutbastern part of Kenya on the shores of the Indian Ocean, serves as the
sealane gateway of Kenya to the world. It is 400 km southeast of Nairobi and 80 km north oftiéie bor

2F ¢yl lIyAlL® ¢KAA YI 22N 02 YYSNDA lafgestciyyRwithi121dzNR & G A
million inhabitants in 2015. The city is served by an international airport and, most importantly, by the

Kilindini Harbor, East Africa biggest seapostipplying Kenya and the larger Great Lake Region
countries.

Figured: Ferry to the South cost of Mombasa
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Most city functions are concentrated within Mombasa Island: it counts a population density of over
10,000 persons per kiin comparison, other constituencies have a density of 35000 inhabitants
per km2) and is currently connected to the southern coast of Mombasa by the ferry service.

Kisumu, a commerciatenteron Lake Victoria

Kisumu is the third largest city in i§&@ with 410,000 inhabitantsis growing at an annual rate of 4%.
Located on the shores of Lake Victoria, this major commercial center shares borders with Uganda and
Tanzania. Connected to Nairobi and Mombasa by train, it also has an international. diquay, the

main mode of transport in Kisumu is road transport with matatus, boda bodas and tuk tuks providing
public transport services within the city. Many people also use-motorized transport including
cycling.

Nakuru, Kenyan migvest urbancenter

bl 1 dz2NHzZ G KS -@rgedryity, MBafedin the2GdebitIRiK Valley, is the largest uceaterin

the Kenyan midvest. The city counted 307,990 inhabitants in 2009, and its growth is mainly driven by
agriculture, tourism and industrial productio

Eldoret, capital of Uasin Gishu County

The population of Eldoret was 289,380 in the 2009 census and it is mentioned as the fastest growing
city in Kenya. The Economy of the city is driven by agriculture {$maje grain farming, dairy and
horticultural farming). The city is also a manufacturing hub, notably for-fagd processing. As
Nakuru, the city is served by Keryganda railway .

Legend :
. Papulation in 2015
. Population estimate in 2030

----- Borders
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6'000
5'000
4'000
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2'000

1'000
500

Source : UN Habitat

Figure5: Cities over 300 inhabitants in Kenya in 2015

2 according to the 2009 census, but according to UN Habitat Kisumu counted less than 300,000 inhabitants in 2014.
3 Data from UN Habitat. (2014). World Urbanization Prospects: The 2014 Revision.
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At the national level, the motorization rate in Kenya remains low. The current motorization rate,
depending on the source, ranges between 26 and 28 vehicles per 1,000 persons. However, this is
forecasted to increase to 31.5 vehicles ped00 persons in 2019, reflecting vehicle ownership growing
FLAGSN) GKFYy YSyelrQa LRLMzZFGA2Y o6.alLX HampOd ¢KS
1.3 million units in 2014, with approximately 80% being sedwsnad vehicles.

Despite remainig low, the motorization rate is growing. According to the Kenya National Bureau of
Statistics (KNBS), the volume of imported vehicles between 2003 and 2012 increased by over 300%
from 33,000 units to 110,474 units. In 2015, a total of 112,536 vehiclesregigeredc this included

newly registered and reegistered vehicles.

Import rules will change in the coming years in order to limit the aging of the car fleet and to support
the increase in the number of vehicles produced in Kenya. The import agéolimehicles, currently

8 years, will be reduced to 5 years by 2021. Currently the import rates don't encourage the import of
new vehicles. Importation of all vehicles is subject to 25% import tax, 16% VAT, 2.25% import
declaration fee and 1.5% levy frailway development composed of two types of taxes. The variable
part according to the age of the vehicles is minimal: 150,000 KES for vehicles less than 3 years old and
200,000 KES for those over 3 years old.
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100,000

80,000

60,000 -

Zo’m: ----.--'I ||||I|II||II|----- -

0 2 4 6 8 10 12 14 16 18 20 22 24 26 28 30 32 34 36
Age of vehicle

Number of vehicles

In 2018, Kenya saw its car production strengthened with Volkswagen's investment in its plant in Thika.
As a whole this sector seems to be growing with the attraction of new manufacturers such as Peugeot
or Nissan who plato invest in the automotive industry in Kenya. It has to be noticed that bus body
building and vehicle assembly already existed in the country since 1976, with Kenya Vehicle
Manufacturers (KVM), a publjrivate joint venture.

If the current trend of 10%a 12% growth per annum on vehicle imports is to be maintained or
substituted by local production, Kenya will have five million vehicles on the road by 2030.

Automobiles are not the only vehicle type impacting on this trend. KNBS data shows that motorbikes
or boda bodas constitute more than half of the total number of vehicles registered between 2014 and
2016, and the number of boda bodas purchased had similarly been on a constant rise after government
made them cheaper with the scrapping of the Sh 10,00fse duty per unit in September 2016.

“Nyang'aya (2018), Fuel Economy Policy Impact Tool Case Study
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Following the national trend, the motorization rate in Nairobi has also been growing, with a 67%
increase m private automobiles between 2004 and 2013 (World Bank, 2016). Compared to other
African capital cities, Nairobi has a high number of private cars at 96 cars per 1,000 inhabitants,
although they are only used for a small share of trips (approximately.12%)

One key area of concern is the inadequate attention paid to NMT facilities and public transport
upgrading when these are the dominant modes utilized by the majorities in Kenyan cities (ODI 2018,
Nairobi City County 2017). The Nairobi County NMTPcdlicy8a G KI G dabac¢ dza SNBE | NI
F33aNBaaAg@dsS IyR KAIK a¢ @2fdzySa gAGK GKS 02y aSil dzS
encroachment of NMT spaces is evident and vulnerable road users, women and children have
difficulties travelling Wthout assistance.

Air pollution is a major contributor to respiratory diseases in Kenyan cities, with condentraft
particulate matter (PM) in many places exceeding recommended threshmaisy fold A study
conducted on PM 2.5 in Nairobi, for instance (Kinney et al, 2011), found that residents are exposed on
a regular basis to elevated concentrations of fine jgéetair pollution, with potentially serious long

term implications for health. One estimate suggests that exposure to fine particulate matter in the air

is responsible for approximately 19,000 premature deaths annually, costing the country USD 2,244
million per year for ambient air pollution (Roy 2016). Thus, the health impacts of air pollution can
hinder development and impede progress towards the achievement of Vision 2030 and SDGs. In urban
areas, transport is the major contributor to this problem (@dhbo et al. 2010).

blEGA2YIFE FYOASYd FANI ljdzt t AGe NBIdAFdAz2ya SEAAL
albyE3dYSyd FyR /22NRAYFGAZ2ZY 6! AN) vdzk t AdG2o w3 dz
jdz f A& Ay GKS Hnanmn NB3Idz ktabisk spuice obtdbitions & ambler 2 y 3 2
O2yOSYGNI GA2Ya 2F LRffdail ydaé FyR alaadaa GKS ¢
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