
 

 

 

 

 

Month Year       Contract ref:       Crown Agents ref: 

High Volume Transport: City Retrofit for All 

BASELINE REPORT 

January 2021 

High Volume Transport: City Retrofit for All 

HVT/045 

 

 



 

 

 

 

This research was funded by UKAID through the UK Foreign, Commonwealth & Development Office under 
the High Volume Transport Applied Research Programme, managed by IMC Worldwide.  

The views expressed in thiǎ ǊŜǇƻǊǘ Řƻ ƴƻǘ ƴŜŎŜǎǎŀǊƛƭȅ ǊŜŦƭŜŎǘ ǘƘŜ ¦Y ƎƻǾŜǊƴƳŜƴǘΩǎ ƻŦŦƛŎƛŀƭ ǇƻƭƛŎƛŜǎ. 

Cover photo by courtesy ITDP.  

Reference No. HVT/045 

Lead Organisation/ Consultant Institute for Transportation and Development Policy 

Partner Organisation(s)/ 
Consultant(s) 

 

Title Baseline Report 

Type of document Project Report 

Theme Urban transport 

Sub-theme  

Author(s) 
Jacob Mason, Jonas Hagen, Iwona Alfred, Rutul Joshi, Sonal Shah, 
Pranjali Deshpande, Gashaw Aberra, Nejat Kedir, John Shauri Shau, 
Chris Kost 

Lead contact Jacob Mason 

Geographical Location(s)  Washington, DC, United States of America 

Abstract 

In the following document, we describe the current understanding of transit-oriented development 
(TOD), based on the literature, particularly as it relates to the context of low-income countries. We also 
review conditions for TOD in the Eastern African target countries and cities, based on an assessment of 
quantitative indicators as well as a review of existing policy documents. This baseline assessment lays the 
foundation for future case studies of TOD policies towards the development of guidance for the 
implementation of TOD in the target context. 

Keywords 
Transit-oriented development, TOD, low-income countries, urban 
growth 

Funding UKAID through the UK Foreign, Commonwealth & Development Office 

Acknowledgements 
We would like to thank Nadeem Ahmed from IMC Worldwide for his 
support in developing this document. 

 

Issue  Status  Author(s)  Reviewed By  Approved By  Issue Date  

1 Draft 

Jonas Hagen, Iwona Alfred, Rutul 
Joshi, Sonal Shah, Pranjali 
Deshpande, Jacob Mason, 
Gashaw Aberra, Nejat Kedir, 
John Shauri Shau 

Chris Kost Jacob Mason 
16th November 
2020 

2 Draft 
Jonas Hagen, Iwona Alfred, Rutul 
Joshi, Sonal Shah, Pranjali 
Deshpande, Jacob Mason 

Aimee Gauthier Aimee Gauthier 
19th November 
2020 

3 
1st 
Submis

Jonas Hagen, Iwona Alfred, Rutul 
Joshi, Sonal Shah, Pranjali 

Jacob Mason Jacob Mason 
22nd November 
2020 



 

 

 

 

sion Deshpande, Jacob Mason 

4 
QA 
Review 

 
University of 
Birmingham 
reviewers 

- 
14th December 
2020 

5 
2nd 
Submis
sion 

Jonas Hagen, Iwona Alfred, Rutul 
Joshi, Sonal Shah, Pranjali 
Deshpande, Jacob Mason 

Chris Kost Jacob Mason 
23rd January 
2021 



 

 i 

BASELINE REPORT: HVT CITY RETROFIT FOR ALL 
 

CONTENTS 

Section 1: Introduction 8 

1. Purpose 8 

2. Objectives 9 

3. Scope of Work 10 

4. TOD Background 11 

4.1 TOD principles 11 

4.2 TOD critiques 13 

Section 2: Literature Review 14 

5. Urbanisation Growth and Trends in Eastern Africa 14 

5.1 Introduction 14 

5.2 Urbanisation challenges 14 

5.2.1 Housing stress, poverty, informalityτDar es Salaam 14 

5.2.2 Housing stress, poverty, informalityτMwanza 15 

5.2.3 Housing stress, poverty, informalityτAddis Ababa 16 

5.2.4 Housing stress, poverty, informalityτBahir Dar 19 

5.3 Challenges of urban and transport planning 20 

5.3.1 Challenges of urban and transport planningτDar es Salaam 20 

5.3.2 Challenges of urban and transport planningτAddis Ababa 24 

6. Urban Governance and Institutions 27 

6.1 Urban planning and governance 27 

6.1.1 Dar es Salaam and Tanzania 27 

6.1.2 Addis Ababa and Ethiopia 28 

6.2 Funding, taxation and finance 28 

6.2.1 Dar es Salaam and Tanzania 28 

6.2.2 Addis Ababa and Ethiopia 29 

6.3 Planning regulations and land management 29 

6.3.1 Dar es Salaam and Tanzania 29 

6.3.2 Addis Ababa and Ethiopia 30 

6.4 Participation and involvement of other stakeholders 30 

7. Transit Oriented Development (TOD) for Eastern African Cities 30 

7.1 TOD for Eastern African citiesτimplementation principles 31 

8. Summary of Literature Review 32 

Section 3: City Assessment 33 

9. City-Level Data 33 

9.1 Indicator description 34 

9.1.1 ITDP indicators 34 

9.1.2 UN-Habitat Sustainable Development Goals indicators 36 

9.1.3 United Nations World Urbanization Prospects 37 

9.1.4 Global Human SettlementUrban Centre Database (GHSUCDB) 37 

9.2 Indicator data 38 

9.3 Spatial analysis of key indicators 40 

9.3.1 Addis Ababa 41 

9.3.2 Bahir Dar 44 



 

 ii 

BASELINE REPORT: HVT CITY RETROFIT FOR ALL 
 

9.3.3 Dar es Salaam 47 

9.3.4 Mwanza 50 

9.4 Overall assessment 53 

10. Policy and Planning Document Analysis 54 

10.1 Data 54 

10.2 Document analysis 54 

10.3 Urban growth planning 56 

10.3.1 Urban growth strategy 56 

10.3.2 Urban development plans 58 

10.3.3 Public participation 60 

10.4 Transport planning 62 

10.4.1 Integration of transport and land use 62 

10.4.2 Public transport (PT) 64 

10.4.3 Walking and cycling 66 

10.5 Regulatory tools 68 

10.5.1 Land-use controls 68 

10.5.2 Building controls 72 

10.5.3 Parking 74 

10.5.4 Street layouts 75 

10.6 Land-management tools 76 

10.6.1 Land expropriation 76 

10.6.2 Land readjustment 77 

10.7 Affordable/low-income housing 78 

10.7.1 Subsidised-housing provision 78 

10.7.2 Improving informal settlements 80 

10.7.3 Land tenure 84 

10.8 Creating TOD 85 

10.8.1 Goals for TOD 85 

10.8.2 Implementation strategy 89 

10.8.3 Institutions responsible for TOD 90 

10.8.4 Funding and land value capture 92 

10.9 Vulnerable Groups 93 

10.9.1 Ethiopia 93 

10.9.2 Addis Ababa 94 

10.9.3 Tanzania 94 

10.9.4 Dar es Salaam 95 

10.10 Policy and planning documentsτbaseline assessment 95 

10.10.1 Ethiopia, Addis Ababa and Bahir Dar 95 

10.10.2 Tanzania, Dar es Salaam and Mwanza 96 

10.10.3 General conclusions 97 

10.10.4 Summary of policy and planning documents found and ranking of support for TOD 99 

11. TOD Baseline Interviews 101 

11.1 Methodology 101 

11.2 Interview results 102 

11.2.1 Urban growth and informality 102 



 

 iii 

BASELINE REPORT: HVT CITY RETROFIT FOR ALL 
 

11.2.2 Perception of TOD 104 

11.2.3 Ψ5Ŝ ŦŀŎǘƻΩ ¢h5 106 

11.2.4 Tools for TOD creation 107 

11.3 Interview data analysis 112 

Section 4: Key Takeaways 114 

Bibliography 117 

 

APPENDICES 

Appendix A: Policy and Planning Documents Error! Bookmark not defined.6 

Appendix B: Research ProtocolτLiterature Review 131 

Appendix C: Research ProtocolτPolicy and Planning Documents Error! Bookmark not 
defined. 

 

  



 

 iv 

BASELINE REPORT: HVT CITY RETROFIT FOR ALL 
 

FIGURES 

Figure 1. TOD standard principles. Source: ITDP. 12 

Figure 2: Mwanza population density map indicating low-density settlements in the periphery. (30) 16 

Figure 3: Urban growth types in Addis Ababa 198795; 1995 2005 and 2005 2017. (35) 17 

Figure 4: Low- and high-income clusters in Addis Ababa. Source: HCES, 2016. 17 

Figure 5: Location of informal housing and condominium housing in 2006 (L) and 2016 (R). (36) 18 

Figure 6: Vacant, buildable land within the administrative boundaries of Addis Ababa. Source: Ethiopia 
Urbanization Review, 2015. (34) 19 

Figure 7: Land use/land cover (LULC) map of Bahir Dar and its peri-urban areas/developmental corridors in (A) 
1993, (B) 2001, (C) 2011 and (D) 2020. (41) 20 

Figure 8: Mode share in Dar es Salaam. Source: Mkalawa & Haixiao, 2014. (54) 21 

Figure 9: Population density map. Source: Mkalawa & Haixiao, 2014. (54) 22 

Figure 10: Income level map. Source: Mkalawa & Haixiao, 2014. (54) 23 

Figure 11: Public transport access. Source: Mkalawa & Haixiao, 2014. (54) 24 

Figure 12: Population density and income classes. (58) 24 

Figure 13: Proximity to road infrastructure. (58) 25 

Figure 14: Public transport networks in Addis Ababa: Clockwise from top left: public taxi (minibus) routes, 
Anbessa routes, LRT corridors and Sheger routes. Source: WRI, Addis Ababa Structure Plan and own 
elaboration. 26 

Figure 15: Addis Ababa mode split (L) (64) and people near transit (R). Source: Abreha (2007) cited in (65).  27 

Figure 16: Addis Ababa population density. Source: ITDP. 41 

Figure 17: Addis Ababa population growth 20002015. Source: ITDP. 42 

Figure 18: Addis Ababa block density. Source: ITDP. 42 

Figure 19: Addis Ababa people near services. Source: ITDP. 43 

Figure 20: Addis Ababa population near transit. Source: ITDP. 43 

Figure 21: Addis Ababa grade-separated highways. Source: ITDP. 44 

Figure 22: Bahir Dar population density. Source: ITDP. 45 

Figure 23: Bahir Dar population growth 20002015. Source: ITDP. 45 

Figure 24: Bahir Dar block density. Source: ITDP. 46 

Figure 25: Bahir Dar people near services. Source: ITDP. 46 

Figure 26: Dar es Salaam population density. Source: ITDP. 48 

Figure 27: Dar es Salaam population growth 2000 2015. Source: ITDP. 48 

Figure 28: Dar es Salaam block density. Source: ITDP. 49 

Figure 29: Dar es Salaam people near services. Source: ITDP. 49 

Figure 30: Dar es Salaam people near rapid transit. Source: ITDP. 50 

Figure 31: Mwanza population density. Source: ITDP. 51 

Figure 32: Mwanza population growth 20002015. Source: ITDP. 51 

Figure 33: Mwanza block density. Source: ITDP. 52 

Figure 34: Mwanza people near services. Source: ITDP. 52 



 

 v 

BASELINE REPORT: HVT CITY RETROFIT FOR ALL 
 

Figure 35: Hierarchy of plans in Ethiopian local development plans. From The Local Development Plan Manual 
(121), p. 7. 59 

Figure 36: Example of stakeholder identification and analysis in LPD planning process. From The Local 
Development Plan Manual (121), Annexes p. II. 60 

Figure 37: Dar es Salaam decentralised strategy based on nodal development. From the Dar es Salaam Master 
Plan 20162036 (131) p. 138. 63 

Figure 38: Development concept in the Mwanza Master Plan, with high-density residential development 
zones along the proposed BRT network. From Mwanza City Master Plan (134), p. 176. 64 

Figure 39: BRT system plan and broad categories of uses and interventions. From Mwanza City Master Plan 
(146), p. 166. 66 

Figure 40: aǿŀƴȊŀΩǎ ¦Ǌōŀƴ 5ŜǎƛƎƴ !ǊŜŀ ǎƘƻǿƛƴƎ ŘƛŦŦŜǊŜƴǘ ǘȅǇŜǎ ƻŦ ǿŀƭƪƛƴƎ ŀƴŘ ŎȅŎƭƛƴƎ ƛƴǘŜǊǾŜƴǘƛƻƴǎ. From 
Mwanza City Master Plan Vol. 3: Urban design Guidelines (139), p. 55 (top), p. 37 (bottom). 68 

Figure 41: Zoning Scheme for Dar es Salaam City Master Plan. Source: (131) 70 

Figure 42: Mwanza City Proposed Broad Land Use Plan 2035. From Mwanza City Master Plan (134), p. 115. 71 

Figure 43: Setback and parking requirements for high-rise residential zones in Mwanza. From Mwanza City 
Master Plan (134), p. 51. 73 

Figure 44: Setback and parking requirements for mixed-use commercial zones in Mwanza. From Mwanza City 
Master Plan (134) p. 58. 74 

Figure 45: aǿŀƴȊŀΩǎ ŀǇǇǊƻŀŎƘ ǘƻ ǘŀǊƎŜǘƛƴƎ ŀŦŦƻǊŘŀōƭŜ ƘƻǳǎƛƴƎ ƛƴ ǘƘŜ ƳŜŘƛǳƳ ŘŜƴǎƛǘȅ ŘŜǾŜƭƻǇƳŜƴǘ ŀǊŜŀǎ. 
From Mwanza City Master Plan Vol. 2 (134), p. 67. 79 

Figure 46: Types of TOD for Addis Ababa. From The TOD Addis Ababa Stage 4: TOD Concept and 3D (Master 
Plan) (136), p. 126. 80 

Figure 47: Dar es Salaam Informal Settlements (2016) (131), p. 70. 82 

Figure 48: aŀǇǇƛƴƎ ƻŦ aǿŀƴȊŀΩǎ ƛƴŦƻǊƳŀƭ ǎŜǘǘƭŜƳŜƴǘǎ. From Mwanza City Master Plan Vol. 2 (146), p. 190. 83 

Figure 49: Proposed short terms strategy for informal settlement redevelopment. From Mwanza City Master 
Plan, Vol. 2 (146), p. 198. 83 

Figure 51: Rental and ownership options for housing in Addis Ababa (125), p. 87. 84 

Figure 52: Autobus Terra area TOD development boundary. From Terms of Reference (TOR) for Transit-
Oriented Development (TOD) Project (126), p. 14. 87 

Figure 53: TOD locations on LRT Network in Addis Ababa, from the TOD Framework Addis Ababa (136), p. 15.
 88 

Figure 54: Examples of TOD potential areas of Dar es Salaam: Morogoro Road and Sam Nujoma junction (left) 
and a BRT stop along Morogoro Road (right). From Dar es Salaam City Master Plan (131), p. 419. 88 

Figure 55: Existing and proposed institutional structure for planning and delivery of infrastructure and 
development. From the Dar es Salaam Metropolitan Development Project (138), pp. 24 25. 91 

Figure 56: Total required finance for Addis Ababa. From The Addis Ababa City Structure Plan Summary Report 
(125), p. 219. 92 

  



 

 vi 

BASELINE REPORT: HVT CITY RETROFIT FOR ALL 
 

TABLES 

Table 1: Indicator data for target cities. 38 

Table 2: Domains and themes of policy documents. 55 

Table 3: Scoring of potential TODs at LRT stations. From TOD Addis Ababa Stage 4: TOD Concept and 3D 
(Master Plan) (137), p. 29. 69 

Table 4: Policies and planning documents found and ranking of support for equitable TOD. 99 

Table 5: Institutions and programs. 107 

  



 

 vii 

BASELINE REPORT: HVT CITY RETROFIT FOR ALL 
 

 

ABBREVIATIONS/ACRONYMS 

AACPDC /  AAPDCo Addis Ababa Plan & Development Commission  

AALDMB Addis Ababa Land and Development Management Bureau  

AALRT Addis Ababa Light-Rail Transport  

AARA Addis Ababa Road Authority  

BRT Bus rapid transit 

DPS Detailed planning scheme 

ERC Ethiopian Rail Corporation 

FAR Floor area ratio 

FCDO Foreign, Commonwealth & Development Office  

FSI Floor space index 

GHSUCDB Global Human Settlement Urban Centre Database 

GHSL Global Human Settlement Layer 

GPS General planning scheme 

HVT High Volume Transport 

IMC IMC Worldwide Ltd. 

LIC Low-income country 

LGA Local government authority 

LDP Local development plan 

MIC Middle-income country 

MLHHSD Ministry of Land, Housing, and Human Settlement Development 

NGO Non-governmental organisation 

NMT Non-motorised transport 

PT Public transportation  

TOD Transit-oriented development 

TOR Terms of reference 

UPA Urban and peri-urban agriculture 



 

 8 

BASELINE REPORT: HVT CITY RETROFIT FOR ALL 
 

SECTION 1: Lb¢wh5¦/¢Lhb 

The following baseline report is part of the City Retrofit for All research project funded by UKAID through the 
UK Foreign, Commonwealth & Development Office under the High Volume Transport Applied Research 
Programme, managed by IMC Worldwide. This report is part of a larger project to better understand how to 
develop effective transit-oriented development (TOD) policy in low-income country (as defined by the World 
Bank1) context of Eastern Africa, a region of sub-Saharan Africa defined by the United Nations Statistics 
Division.2 

In this baseline report, we lay the foundation for the project by describing the current state of knowledge on 
TOD as well as by creating an understanding of the urban growth context and policy environment in which 
TOD policies would be implemented. Building on this report, we will conduct a series of case studies, existing 
instances of TOD-related policies in the Eastern African and Indian context. In this effort, we aim to 
understand the policies themselves, the context in which they were implemented and the impact they have 
had. From these two efforts, we will identify learnings that are applicable to the Eastern African context and 
develop guidance for those contexts. After working with local partners to ensure that the guidance is relevant 
and actionable, we will conduct a series of workshops to train local decision-makers and practitioners with the 
ƎǳƛŘŀƴŎŜ ǿŜΩǾŜ ŘŜǾŜƭƻǇŜŘΦ 

This baseline report contains two main components. First, we describe a review of literature about the 
current status of TOD around the world, with a specific focus on low-income countries. We also assess the 
existing conditions in four target cities in low-income countries in Sub-Saharan Africa, including an analysis of 
quantitative data on current development indicators, an assessment of existing development policies and an 
examination of capacity to implement policies. This work will provide a foundation for a future case study 
assessment of TOD policies in low- and middle-income countries, which will finally be used to develop lessons 
on how TOD policies might be applied to the target cities. 

1. Purpose  

One of the greatest drivers of both climate change and inequity is urban sprawl (1). From 2000 to 2015 the 
global urban footprint has expanded 50% faster than the urban population (2). In sub-Saharan Africa, many 
cities are growing rapidly, with informal settlements multiplying along major and minor roads. Facing 
increased congestion along these corridors, some larger cities have looked to build urban highways to 
improve traffic flow. As was ascertained in the HVT: State of Knowledge Final Report on Urban Transport, 
research has shown that sprawl leads to higher costs, lower productivity and less equity (3). The research has 
also shown that urban highway expansion leads to congestion and sprawl. The lack of an appropriate street 
network coupled with a lack of public services being co-located with these new developments means that 
transport costs are high in both time and money, access to jobs and services is limited and there is a high 
reliance on walking in unsafe conditions. The question to answer, then, is what solutions will solve for lack of 
access and continued sprawl. 

While existing research has assessed approaches to creating compact growth on the urban fringe (4), we posit 
that most of the urban growth in the African context has been disconnected informal settlement sprawl along 
primary arterial roadways, often with low overall densities but overcrowded housing. This research project (of 
which this report is the first product) posits that the solution is to transform this already low-density sprawl 
into TODτdenser places grounded in transit and walking, with a mix of activities and strong, sustainable 
linkages to other parts of the city. When implemented well, this approach induces a shift from private to 
public transport, walking and cycling (5, 6). TOD can help address many challenges facing cities in low- and 
middle-income countries, better addressing climate change, reducing local air pollution, reducing social 
disparities and contributing to the economy and the quality of life of a city (75ς77). 

Inclusive, equitable TOD has been shown to mitigate many of the challenges of urban sprawl. By reducing 
spatial mismatch through increased densities and a greater mix of uses, travel distances and the cost of 

                                                             
1 Income levels are defined by the World Bank. https://datahelpdesk.worldbank.org/knowledgebase/articles/906519-world-bank-
country-and-lending-groups 
2 https://unstats.un.org/unsd/methodology/m49/ 
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providing transport and other services decrease. Through inclusive planning, lower-income residents are able 
to live closer to work, reducing the financial and time burdens of transportation. By designing streets for low 
vehicle speeds and safe, comfortable walking and cycling, as TOD principles suggest, safety has been shown to 
improve. Taken together, these designs facilitate strong social networks and communities that provide 
additional support to lower-income residents. Less need for travel reduces the demand for the fossil fuels that 
power most motorised travel, thus reducing the impact of climate change. Less motorised travel also reduces 
the emissions that contribute to local air pollution and the related public health impacts. 

However, when TOD leads to improved public spaces, it can make an area more attractive and expensive, 
potentially harming more vulnerable populations. This project will also help us understand the constraints 
faced by lower-income, disadvantaged populations by examining existing conditions in cities as well as the 
impacts of TOD policies on affordability, especially in informal settlements. Globally we are seeing not only 
the feminisation of poverty (meaning women represent a disproportionate percentage of the worldΩs poor) 
but the feminisation of informality, where in these grey spaces away from formal power structures, women 
are finding work, livelihoods and mobility. By examining informal areas, we also hope to unpack different 
disadvantaged groupsΩ experience of access and mobility, with a focus on women, although we will explore 
this in more detail in future project activities. 

The purpose of this research project is to better understand how to implement inclusive, equitable TOD 
within the existing built-up area of rapidly urbanising cities in many low-income countries in Africa, 
particularly Ethiopia and Tanzania. These countries represent different ends of the spectrum of centralisation 
of government decision-making in Sub-Saharan Africa. They were also selected because we have existing 
relationships with both city and national governments in these countries, giving us access to necessary 
information as well as a path for conveying the guidance resulting from this research to the practitioners who 
may apply it to their work. The two countries also contain two of the largest urban areas in sub-Saharan 
Africa: Dar es Salaam and Addis Ababa. The visibility of these cities and the diversity of their governance 
structures create multiple pathways for spreading information beyond these countries and indeed the region. 
The lessons learned in these contexts may serve as examples for countries with similar governance in the 
region and beyond. Further, we seek to understand what TOD looks like in lower-income countries and how 
to achieve it. Due to the existing low-density development patterns surrounding many African cities, we 
anticipate that TOD will have the biggest impact if it is created by retrofitting existing urbanised areas. 

While there is some research on the use of specific planning tools in Latin America, little research exists on 
this in Africa. Many studies of existing measures in Africa, Latin America, and Asia focus narrowly on one or 
two aspects, such as economic development. We plan to take a comprehensive, multi-lens approach to 
document the context and impact of urban retrofit interventions. We plan to measure impacts along several 
aspects of sustainability, including: 

¶ Access (ability to reach destinations, opportunities, open space, etc.); 

¶ Equity (affordability, access for low-income and minority residents, etc.); 

¶ Efficiency (use of resources, e.g., land, money); 

¶ Environment (climate change, pollution); and 

¶ Health and safety (traffic injuries and deaths, air quality). 

2. Objectives 

The first objective of this research is to establish an understanding of existing conditions and the context of 
urban growth, specifically as they relate to TOD in the target cities in Eastern Africa. This will establish a 
foundation for future research into case studies of specific initiatives to create equitable infill and transit-
oriented development. The research also aims to translate the learning from those efforts into a report, tools 
and capacity-building materials that can inform practitioners and decision-makers to create more equitable 
urban growth, particularly in the Eastern Africa and LIC context. 

This was identified as a major gap in knowledge in the HVT: State of Knowledge Final Report on Urban 
Transport. We aim to develop products and programs to effectively share that knowledge with the decision-
makers and practitioners who can act upon it. We anticipate that this work will also have applicability beyond 
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LICs in Africa, leading to better cities throughout the region and potentially in other LIC and middle-income 
country (MIC) environments. We aim to conduct research that inspires future research efforts, academic and 
otherwise, into this topic area to further inform practitioners and decision-makers. 

The research project aims not only to fill gaps in existing research but to make that research actionable. This is 
critical to achieving real-world impacts from this program. Knowledge is often kept apart from practitioners, 
and when the knowledge is available, it is not presented in a way that practitioners can easily apply. Thus, the 
focus on outputs that can be used, as well as a sizeable portion of the budget for dissemination and 
application of that knowledge, is pivotal to realising the goals of the project.  

The project seeks to bridge climate change concerns with the goals of inclusivity and equity. We will not be 
able to meet our climate change goals without taking into account social justice and inclusivity, and we will 
not be able to solve for inequity unless we also address the impacts from climate change, which will 
disproportionately affect lower-income and marginalised communities.  

Finally, the geographic focus of the project is LICs in Africa, places that may have lower resources and capacity 
but are facing the challenges of rapid urbanisation and growth. Specifically, we highlight retrofitting informal 
settlements and inclusivity of disadvantaged communities. 

Therefore, this HVT projectΩǎ ƻōƧŜŎǘƛǾŜǎ Ŏan be summarised as follows: 

1. Develop new knowledge on how to create infill equitable TOD that is useful and applicable to LICs in Africa; 

2. Ensure that this knowledge assists low-resourced but fast-growing cities to create greener, more inclusive, 
more accessible and safer cities for all; and 

3. Transform this knowledge into action by developing useful tools that practitioners can use in multiple 
contexts and conducting capacity-building activities to teach practitioners to use them. 

3. Scope of Work 

The scope of this Baseline Report is to directly assess existing conditions for TOD in one primary city (largest 
city) and one or two secondary cities (population > 500,000) in the two target LICs in Eastern Africa. Given the 
limitations imposed by the COVID-19 pandemic in terms of travel and the added workload for our city 
contacts, we have opted to pursue one primary city and one secondary city in each region. The team has 
selected the following African cities in the target countries for a deeper assessment in phases 1 and 2: 

¶ Ethiopia 

º Addis Ababa 

º Bahir Dar 

¶ Tanzania 

º Dar es Salaam 

º Mwanza  

As described above, we selected these cities because they represent different governance approaches; we 
have existing relationships there, providing a clear path to move guidance to practitioners; and there is a 
strong visibility of the two large urban areas in the regionτDar es Salaam and Addis Ababaτcreating a 
pathway for disseminating ideas beyond these specific cities and countries. The cities we focussed on in this 
report are a convenience sample of primary and secondary cities in Eastern Africa. ITDP has field staff in Dar 
es Salaam and Addis Ababa and professional relationships to planners in these cities, as well as in the 
secondary cities in the sample (Mwanza and Bahir Dar). The presence of field staff and pre-existing 
relationships in these four cities made them a clear choice as the focus for our research, as this facilitated 
data-gathering, particularly for the qualitative data (policy documents and interviews) in this report. We hope 
the lessons learned in these contexts may serve as examples for countries with similar governance in the 
region and beyond. 

This Baseline Report includes an assessment of the literature on TOD, with a focus on TOD in the African 
context. It also includes an in-depth analysis of the conditions in the target cities and countries. This 
assessment includes an analysis of the data on urban growth and sustainable transport in the target cities, 
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based on existing indicators. It also includes a review of policies and planning documents related to urban 
growth at both the city and the national level for the four cities. Finally, it includes a series of interviews with 
practitioners and stakeholders to gain a qualitative assessment of the state of TOD in the target cities as well 
as insight into the capacities and challenges for creating TOD in those cities. 

Future phases of the broader project will examine case studies of existing TOD policies and use the 
information to develop guidance for decision-makers and practitioners. This report, however, does not focus 
on providing such guidance. 

4. TOD Background 

TOD is a framework for thinking about urban planning that ensures access and urban mobility without the 
reliance on personal motor vehicles that characterised the expansive suburban forms in the 20th century, 
typified by low-density, auto-centric growth in the United States. According to the TOD Standard:  

TOD, or transit-oriented development, means integrated urban places designed to bring 
people, activities, buildings and public space together, with easy walking and cycling 
connection between them and near-excellent transit service to the rest of the city. It means 
inclusive access for all to local and citywide opportunities and resources by the most 
efficient and healthful combination of mobility modes, at the lowest financial and 
environmental cost, and with the highest resilience to disruptive events. Inclusive TOD is a 
necessary foundation for long-term sustainability, equity, shared prosperity and civil peace 
in cities (p. 8). 

TOD aims to create built environments based on walking, cycling, efficient high-capacity public transport, 
public space and dense, mixed-use development.  

Although the specific term ΨTODΩ only spread in American planning circles beginning in the early 1980s, TOD-
like practices have existed since the advent of public transport. Early investments in services and 
infrastructures were often financed by property developers, ŀǎ ǿŀǎ ǘƘŜ ŎŀǎŜ ǿƛǘƘ ǎƻ ŎŀƭƭŜŘ ΨǎǘǊŜŜǘŎŀǊ ǎǳōǳǊōǎΩ 
in cities around the world in the 19th century (10). Starting in the mid 20th century, a movement of 
dissatisfaction with car-oriented cultureτand the hidden costs mentioned above, as well as the rise of social
spatial equity concerns and environmentalismτcreated the backdrop for a profound shift in urban planning 
and transport theory that included the current concept of TOD. 

In 2010 ITDP sought to re-establish TOD as a framework for long-term urban sustainability, inclusiveness and 
shared prosperity in urban development, in line with the new Sustainable Development Goals then in 
development at the United Nations. This led to the creation of the TOD Standard. 

4.1 TOD principles 

To develop the TOD Standard, ITDP convened a panel of globally renowned experts in the integration of land 
use, urban design and sustainable access and mobility, with a focus on low- and middle-income cities. The 
panel elaborated a set of eight core principles of TODτWalk, Cycle, Connect, Transit, Mix, Densify, Compact, 
Shiftτeach with concrete implementation objectives and relatively easy-to-use performance indicators and 
proxies. These elements of TOD definition and measurement were vetted through a large network of ITDP 
staff around the world and by local and international partners. They were then tested worldwide on a large 
range of urban and suburban development complexes, with a focus on LIC and MICs. They were refined 
iteratively through three major published versions to date and eventually endorsed by major international 
and philanthropic institutions. The TOD Standard identifies the following eight core principles of TOD 
(illustrated in Figure 1): 

¶ Walk: Develop neighbourhoods that promote walking 

Á OBJECTIVE A. The pedestrian realm is safe, complete and accessible to all. 

Á OBJECTIVE B. The pedestrian realm is active and vibrant. 

Á OBJECTIVE C. The pedestrian realm is temperate and comfortable. 

¶ Cycle: Prioritise non-motorised-transport networks 
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Á OBJECTIVE A. The cycling network is safe and complete. 

Á OBJECTIVE B. Cycle parking and storage is ample and secure. 

¶ Connect: Create dense networks of streets and paths 

Á OBJECTIVE A. Walking and cycling routes are short, direct and varied. 

Á OBJECTIVE B. Walking and cycling routes are shorter than motor vehicle routes. 

¶ Transit: Locate development near high-quality public transport 

Á OBJECTIVE A. High-quality transit is accessible by foot (TOD requirement). 

¶ Mix: Plan for mixed uses, income and demographics 

Á OBJECTIVE A. Opportunities and services are within a short walking distance of where people 
live and work, and the public space is activated over extended hours. 

Á OBJECTIVE B. Diverse demographics and income ranges are included among local residents. 

¶ Densify: Optimise density and match transit capacity 

Á OBJECTIVE A. High residential and job densities support high-quality transit, 

local services and public space activity. 

¶ Compact: Create regions with short transit commutes 

Á OBJECTIVE A. The development is in or next to an existing urban area. 

Á OBJECTIVE B. Travelling through the city is convenient. 

¶ Shift: Increase mobility by regulating parking and road use 

Á OBJECTIVE A. The land occupied by motor vehicles is minimised. 

 
Figure 1. TOD Standard Principles. Source: ITDP. 
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4.2 TOD critiques 

The term and concept of ΨTODΩ have several important limitations worth discussing. ¢ƘŜ ǘŜǊƳ ΨTODΩ Ǉǳǘǎ 
exclusive emphasis on transit (public transport) and fails to make explicit the fundamental role of walkability 
in this kind of urban development. The term does not speak to other principles of TOD identified above.  

The concept of TOD has been critiqued as utopian, although it does not assume a full transformation of 
people. TODs have also suffered from overly optimistic projections of their impact, which were often based 
on speculation. TODs in North America have often required subsidies, suggesting difficulty in wider replication 
(11). Scholars have noted that without focused equity measures, TOD projects may increase land values and 
housing prices, leading to displacement and increased residential segregation. If TOD results in the 
replacement of lower-income residents with wealthier residents who are more able to afford cars, it may 
have the unintended consequence of reducing ridership on transit lines and pushing the people most 
dependent on public transport farther away from it (12).   
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SECTION 2: [L¢9w!¢¦w9 w9±L9² 

The following section of the report presents the review of literature related to three inter-linked aspectsτ
urbanisation growth and trends, urban governance and institutions, and transit-oriented development in 
Eastern African cities. This narrative literature review is developed from the academic and scholarly research 
and reports/publications from governments, international funding organisations and civil society 
organisations. The purpose here is to establish an understanding of existing conditions and context of urban 
growth, specifically as they relate to TOD. A two-pronged approach was used to conduct this literature 
review. The team based in Dar es Salaam and Addis Ababa approached various government agencies to access 
relevant reports, publications and datasets which were not available on their websites. Specific policy 
documents, however, are discussed separately (10. Policy and Planning Document Analysis). While the 
researchers located in other locations extensively searched web-based resources with permutations and 
combinations of the terms related to (and not limited to) urbanisation, urban governance, transit-oriented 
development in the Eastern African context, we searched web-based resources such as journals, university 
publications and international development agencies websites/databases to find the relevant online material.  

5. Urbanisation Growth and Trends in Eastern Africa  

5.1 Introduction 

Cities in Africa, and especially in Eastern Africa, are witnessing epochal urbanisation. Urban areas in Africa 
comprise 472 million people, and this number is projected to double over the next 25 years as more migrants 
come to cities from the countryside (13). Eastern African cities are experiencing the proliferation of informal 
settlements due to continuous migration. Dar es Salaam, Addis Ababa, Nairobi, Mombasa, Kampala and Kigali 
are attracting migrants in the millions, with more than half of this population living in informal housing. A 
recent World Bank report (14) describes African cities (especially in Eastern Africa) as crowded but 
disconnected, with sprawling informal settlements. This same report also states that African cities are 29% 
more expensive to live in compared to other cities in countries at similar income levels, which the authors 
ascribe to low urban density that increases travel costs. Investments in infrastructure, public transport and 
housing have not kept pace with urbanisation, leading to the emergence of fragmented and disconnected 
neighbourhoods with limited public transport and other infrastructure (13).  

Eastern African countries (particularly Kenya, Tanzania, Ethiopia and Uganda) are urbanising rapidly. They 
recorded an average annual growth in the urban population of 4.6% from 2010 to 2015, the highest rate of all 
regions in Africa, which had the highest rate of all continents (15). Tanzania has 18 million people, 38% of 
whom live in urban areas.3 Dar es Salaam, the capital city of Tanzania, houses approximately 6 million people 
and is expected to become a mega city with more than 10 million people by 2030 (14). Dar es Salaam is the 
ninth-fastest-growing city in the world, with an average annual growth rate of 4.4% between 2006 and 2020. 
According to the Central Statistical AuthorityΩǎ Wǳƭȅ нлмр ŜǎǘƛƳŀǘŜΣ 9ǘƘƛƻǇƛŀΩǎ ǘƻǘŀƭ ǇƻǇǳƭŀǘƛƻƴ ƛǎ around 90 
million people, 27% of whom live in urban areas. Addis Ababa is home to an estimated 3.2 million people, or  
17% ƻŦ 9ǘƘƛƻǇƛŀΩǎ ǘƻǘŀƭ ǳǊōŀƴ ǇƻǇǳƭŀǘƛƻƴ (16). Addis Ababa grew at an average annual rate of 3.4% from 2006 
to нлнлΦ 9ǘƘƛƻǇƛŀΩǎ ǳǊōŀƴ ǇƻǇǳƭŀǘƛƻƴ ƛǎ ŜȄǇŜŎǘŜŘ ǘƻ ǘǊƛǇƭŜ ōȅ 2037 (17), and a large portion of the population is 
likely to be concentrated in Addis Ababa.  

5.2 Urbanisation challenges  

5.2.1 Housing stress, poverty, informalityτDar es Salaam  

Tanzania is urbanising rapidly, with continuous ruralurban migration that has led to proliferation of informal 
settlements on underserviced peripheral land parcels. Approximately 50% ƻŦ ǘƘŜ ǇƻǇǳƭŀǘƛƻƴ ƛƴ ¢ŀƴȊŀƴƛŀΩǎ 
urban centres lives in informal housing (18). About one in six Dar es Salaam residents lives below the poverty 
line. The reasons behind the growth of informal settlements include poverty, land tenure insecurity that is 

                                                             
3 http://www.oecd.org/africa-urbanisation/#discover-data 
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ŀǎǎƻŎƛŀǘŜŘ ǿƛǘƘ ǊŜǎƛŘŜƴǘƛŀƭ ƭƛŎŜƴǎŜǎ ŀƴŘ ǘƘŜ ƎƻǾŜǊƴƳŜƴǘΩǎ ƛƴŀōƛƭƛǘȅ ǘƻ ǇǊƻǾƛŘŜ ǎǳǊǾŜȅŜŘ Ǉƭƻǘǎ ǘƻ ŎƛǘƛȊŜƴǎ (19). 
Houses are often overcrowded, with an occupancy of three or more people per room (20). 

Unplanned settlements in the periphery have been described as a ΨǇƻǾŜǊǘȅ ǘǊŀǇΩΣ where upward income 
mobility is challenging (21). However, the desire for easy access to employment has resulted in informal 
settlements in areas that are vulnerable to climate change impacts such as flood plains and steep and 
unstable slopes (22). This is exacerbated by a complicated and lengthy land surveying and titling process in 
Tanzania, which has 11 steps and can take 380 days (23). In addition to this, most of the applicants lack legal 
and ownership documents. 

The Ministry of Lands, Housing and Human Settlements Development does not directly provide housing, but it 
demarcates land for housing development. Housing projects are implemented using the combined efforts of 
respective local authorities and the private sector. The Tanzanian government introduced the Unplanned 
Urban Settlement Regularization Program in 2004 and the Mortgage Finance Act in 2008 to improve access to 
long-term housing loans. However, according to a Finscope Survey (2009), 32% of the population in Tanzania 
is reluctant to take loans because of the fear of not being able to repay them (24). In spite of the efforts by 
the government, uptake was slow. Further, the national ƘƻǳǎƛƴƎ ǇǊƻƎǊŀƳǎ ŀǊŜ ƴƻǘ ƭƛƴƪŜŘ ǿƛǘƘ ǘƘŜ ŎƛǘȅΩǎ Ǉƭŀƴǎ 
or budgets, which complicates affordable-housing provision in the country.  

The Urban Planning Act and the Land Use Planning Act 2007 of Tanzania have put forward participatory 
planning conditions (24).4 The goal is to promote sustainable development by ensuring the protection of the 
environment and the orderly development of the land of Tanzania in a participatory approach (24). However, 
the local authority has not involved indigenous landowners, with their traditional land rights, in this process 
during the preparation of land use plans and finally the survey of plots. This eventually has led to the 
indigenous people losing their rights to the land (25).  

Effective implementation of the municipal master plans is essential for planned urban development of a city. 
However, the research work by Halla (2002), Magigi and Majani (2006), and McGill (1998), as well as a report 
from the Tanzania Ministry of Lands, Housing and Human Settlements Development (2015), highlights that 
delays in master plan preparation, inefficiency of the master plan, rigidity and inflexibility in the provisions of 
the master plan to accommodate readjustments, inadequate knowledge of land planning and poor 
involvement of local leaders are challenges to land use planning in Tanzania (24, 26ς28). The size of the 
communities, multiple parcels, ad hoc nature of parcels, length of the process and the resistance to surveying 
due to the fear of losing land are also issues associated with the master plan implementation.  

5.2.2 Housing stress, poverty, informalityτMwanza 

Mwanza is the second-most-densely populated urban area in Tanzania after Dar es Salaam, with 0.7 million 
residents in 2013, according to the National Bureau of Statistics. Mwanza is one of the fastest-growing cities 
in Tanzania, and its population is expected to reach 1.8 million by 2030. The city is urbanising rapidly due to 
the push effect of rainfall patterns in rural areas and the pull effect of urbanised areas. Almost 33% of 
aǿŀƴȊŀ ǊŜƎƛƻƴΩǎ ǇƻǇǳƭŀǘƛƻƴ ƭƛǾes in urban areas (29)Φ wŜǎŜŀǊŎƘ ǎƘƻǿǎ ǘƘŀǘ aǿŀƴȊŀΩǎ ƭƻŎŀƭ ƎƻǾŜǊƴƳŜƴǘ 
authorities have made a limited contribution to urban planning, policy and project development for the cityτ
decision-making has largely been centralised, leading to a gap between local development priorities and the 
allocation of funding. Inadequacies of the formal procurement process and administrative decision-making is 
also resulting in informality in land use; unaffordability of most formal services for low-income households, 
forcing them to seek informal or self-provisioning options; and often a political disinterest in reaching the 
poorest urban residents (29).  

                                                             
4 Section 4 of the National Human Settlements Policy, sections 9 and 15 of the Urban Planning Act 2007 and section 32 of the Land Use 
Planning Act 2007. 
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Figure 2: Mwanza population-density map indicating low-density settlements in the periphery. (30) 

 

The city is facing challenges in terms of ΨinformalΩ settlements and their regularisation, expanding sprawl on 
the peripheries, contested forms of densification in the centre, market and government-led population 
displacements, conflicts among different land uses and a chronic lack of formal affordable housing for low-
income groups (30). Informal settlements house both low-income and middle-income groups. In 2012 about 
halŦ ƻŦ ǘƘŜ ŎƛǘȅΩǎ ǇƻǇǳƭŀǘƛƻƴ ƻŦ сурΣллл was living in identified informal settlements. About 60% of these 
people (30% ƻŦ aǿŀƴȊŀΩǎ ƻǾŜǊŀƭƭ ǇƻǇǳƭŀǘƛƻƴύ ǿŜǊŜ ƭƛǾƛƴƎ ƛƴ Ƙƛƭƭȅ ƛƴŦƻǊƳŀƭ ǎŜǘǘƭŜƳŜƴǘǎ ǿƛǘƘ ŘŜƴǎƛǘƛŜǎ ƻŦ ƻǾŜǊ 
100 people per hectare within 5 km of the city centre (31). The peripheral areas also have formal housing 
where people from city centres have relocated. Residents of these households have relatively secure 
livelihoods and sufficient resources to cope with the absence of conventional urban amenities. The level of 
demand is less acute in Mwanza than in Dar es Salaam, but the challenges of providing affordable housing are 
similar (30). 

5.2.3 Housing stress, poverty, informalityτAddis Ababa  

Addis Ababa is the capital and largest city of Ethiopia. As stated above, population trends forecast that it will 
grow rapidly in the next decade, and currently the city reflects a high level of informality and sprawling 
growth. An estimated 70% to 80% of the urban population in Ethiopia lives in what  might be considered 
slums using the UN definition5 (17). 

Addis Ababa is facing challenges of horizontal urban expansion. For instance, from 2007 to 2014, the 
population of Addis Ababa increased 17% while its urban area increased 51%, or three times as fast (Figure 3). 
The government is the sole supplier of land for formal development in Ethiopia. It supplies land by direct 
allotment or auction (14). The Urban Land Development and Management Policy and Strategy (32) and Urban 
Housing Provision Strategic Framework (33), both by the Ministry of Urban Development, Housing and 
Construction, state that land for housing should be provided at low cost for large programs such as 
government and enterprise-supported housing, housing cooperatives and low-income households in general 
(34). Hence the current system of providing land below cost recovery for required infrastructure, allocating 
land at low benchmark prices that are lower than the market prices, and allotment of some land for housing 
cooperativesτalmost free of chargeτresults in a large financial burden on the government that makes it 
difficult to provide basic services to those plots. High-density formal developments at affordable prices also 
become difficult due to the large minimum lot sizes for residential use. Partially due to these policies, the 
cities are expanding horizontally (14) as such restrictions on landownership by the government force migrants 
to either buy land use rights informally in peri-urban areas or to rent informal rental houses from the private 

                                                             
5 UN-HABITAT defines a slum household as a group of individuals living under the same roof in an urban area who lack one or more  
of the following: 1. Durable housing of a permanent nature that protects against extreme climate conditions; 2. Sufficient living space, 
which means not more than three people sharing the same room; 3. Easy access to safe water in sufficient amounts at an affordable 
price; 4. Access to adequate sanitation in the form of a private or public toilet shared by a reasonable number of people; and  
5. Security of tenure that prevents forced evictions. 
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sector. While many clusters of low-income neighbourhoods are located near the city centre, they also can be 
seen in the urban periphery (Figure 4). 

Figure 3: Urban growth types in Addis Ababa 198795; 1995 2005 and 2005 2017. (35) 

 

Figure 4: Low- and high-income clusters in Addis Ababa. Source: HCES, 2016.  
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Figure 5: Location of informal housing and condominium housing in 2006 (L) and 2016 (R). (36) 

  

As mentioned in Figure 5, in 2006, informal housing was clustered in the city centre and to the south. 
However, by 2016, the area under informal housing (blue) had decreased and had become more dispersed 
throughout the city. In 2006, there was very little condominium housing (red). By 2016, the area of 
condominium housing had increased to occupy 11% of the city, with the largest concentrations in the 
periphery ǘƻǿŀǊŘ ǘƘŜ ŎƛǘȅΩǎ ǎƻǳǘƘern and eastern boundaries (36). 

In Ethiopia, the neighbourhood administrative units are known as kebeles. All land is property of the national 
ƎƻǾŜǊƴƳŜƴǘ ŀƴŘ ƛǎ ƭŜŀǎŜŘΣ ƴƻǘ ǎƻƭŘΣ ŦƻǊ ŘŜǾŜƭƻǇƳŜƴǘΦ ΨKebele ƘƻǳǎƛƴƎΩ consists of informal construction that 
has been nationalised and now serves as government-managed rental housing. Nearly two-thirds of 
households in Addis Ababa fall under the ΨǊŜƴǘŜŘΩ ŎŀǘŜƎƻǊȅ, including kebele housing (16). Government 
inactivity in kebele housing maintenance low rents are the major reasons behind its low quality. 

The high cost of construction, low income levels and low savings of urban households, coupled with the lack 
of access to formal credit, shortage of public finance and limited serviced land supply, are some of the factors 
behind the wide gap between housing demand and supply (37). While the city contains many housing units 
that are in poor condition, slum-upgrading programs do not include housing improvements. As a result, many 
officials and local professionals believe that slum upgrading Ψdoes not workΩ in Ethiopia, which has hampered 
the expansion of government housing programs beyond Addis Ababa. 

Poor land management may also pose challenges to urban development. Valuable land in the city centre is 
not being used efficiently or intensively (16). A World bank study shows that about 46% of land in Addis 
Ababa city territory, including high proportions in the city centre, is undeveloped (see  

Figure 6). However, the government is now replacing the old system of urban land tenure with a more 
market-oriented system of long-term leases (37). While the system of landownership by the government 
poses some challenges in urban development, it may be beneficial for securing public open spaces, and it 
provides an opportunity to accommodate high-density mixed-use development in the city centre along with 
high-capacity mass rapid transit. 
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Figure 6: Vacant, buildable land within the administrative boundaries of Addis Ababa. Source: Ethiopia Urbanization 
Review, 2015. (34)6 

 

5.2.4 Housing stress, poverty, informalityτBahir Dar  

Bahir Dar City is one of the largest and most rapidly expanding cities in Ethiopia, with a population of 191,000 
(38, 39). The city has political, economic, tourist and cultural importance. A study on the Ethiopian urban 
expansion initiative indicates that out of total territory within the city administration, 25% of land in Bahir 
Dar, is undeveloped (40). The city is currently expanding in haphazard manner, with rapid redevelopment of 
farmlands. In the past decade, farmland share has reduced from 39% to 15% (39). Figure 7 highlights the 
reduction in farmlands as a result of built up in last decades. The city of Bahir Dar has a strong cycling culture 
but is experiencing a growing share of trips by motor vehicle. Bicycle infrastructure is poor and hence the 
respondents of a recent study highlight that more than 29% of total bicycle users are victimised by traffic 
accidents (38). 

                                                             
6 World Bank calculations based on MODIS imagery from NASA LP DAAC. 
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Figure 7: Land use/land cover (LULC) map of Bahir Dar and its peri-urban areas/developmental corridors (A) 1993, (B) 
2001, (C) 2011 and (D) 2020. (41) 

 

5.3 Challenges of urban and transport planning  

People in Eastern African cities face many challenges in using the urban transport system. Gina Porter (42) 
defines the term Ψtransport disadvantageΩ as a lack of provision of transport infrastructure and services; a high 
monetary cost of travel; and a large amount of time spent accessing transport, waiting for transport, travel on 
transport and the overall time spent away from the home. Transport disadvantage also can include the 
discomforts and risks experienced whilst travelling, such as exposure to accidents, crime, noise and pollutants. 
These factors significantly reduce the potential for undertaking other life-supporting activities, especially for 
lower-income women in Africa (43ς45).  

The Eastern African urban transport context has many features in common with those found in other cities in 
the Global South. However, poverty is more widespread, car ownership is lower and the provision of public 
transport services is even more informal and of lower quality (46,47). The share of long-distance walking in 
home-to-work travel is higher in urban Africa than anywhere else in the world (21, 48). This is because people 
cannot afford or do not have access to public transport. It also indicates that many people are unable to move 
closer jobs due to a lack of affordable housing near job centres (42, 43). 

In the African context, the governments and agencies developing BRT systems may aim to decrease the public 
transport deficit in a city. The mission statement of the Dar Rapid Transit Agency (DART) in Dar es Salaam 
highlights that the main benefits of BRT lie in its enhancement of access to a variety of activities (49).  

5.3.1 Challenges of urban and transport planningτDar es Salaam 

Given the lack of efficient and affordable transport, many African city dwellers settle in centrally located 
informal housingτthe only affordable option with convenient access to jobs (50). In Dar es Salaam, for 
example, people live in Tandale, an informal district that lacks services and amenities, but whose central 
location puts people close to many jobs and economic opportunities (51).  
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Both expenditure levels and affordability perceptions vary significantly across geographic settlement types, 
and depend to a large extent on the mode and travel characteristics of commuter trips (52). The horizontal 
urban sprawl in Dar es Salaam imposes a financial burden on the urban poor because of long trips and 
multiple transfers. Dar es Salaam has a zonal fare system for its informal public transport, where one trip 
often requires multiple fares. This results in an additional cost equivalent to USD $17 per month for residents, 
approximately 34% of the average monthly income (53).  

Mkalawa et al. (2014) highlight that public transport and walking are the two major modes of transport in Dar 
es Salaam (54). Dala dalas are small minibuses and medium-sized privately owned buses that provide the 
majority of public transport in the city. However, the regulatory system of these services is inadequate. The 
services run with no funding from the government, although the government does set the fare, both in terms 
of amount and the zonal system within which it operates. Together, the lack of support from the government, 
long travel distances and low wages make the system unaffordable for many poor residents (21). 

Development policies also have affected urban form. The National Human Settlements Policy adopted in 2000 
recommends the development of satellite towns to curb horizontal urban sprawl. Additionally, the 
government initiative to turn Dar es Salaam into ŀ ΨǎƘƻǿŎŀǎŜ ŎƛǘȅΩΣ has led to the demolition of informal 
settlements in the urban centre and the relocation of the urban poor to the periphery (55). Both approaches 
could lead to additional urban sprawl and longer work trips, especially for urban poor.  

Figure 8: Mode share in Dar es Salaam. Source: Mkalawa & Haixiao, 2014. (54) 

 

Poverty, informal work and daily commutes are closely associated with each other. The 2007 Household 
Budget Survey of Dar es Salaam highlights that the inability to find other work (36%) and the family need for 
additional income (31%) were the main reasons cited by poor urban dwellers for engaging in informal 
economic activities (56). As shown in Figure 10, many low-income people reside in the outskirts of the city. To 
save money on transport, people with lower incomes will walk long distances to work or take a lower income 
by working in their own neighbourhoods (21). Nearly 47% of all daily trips are walking trips with 40% of them 
having trip lengths from 2 km to 5 km (57). Such transport difficulties in urban areas result in poverty traps as 
they reduce the number of accessible jobs and productivity of the workers and add to fatigue. Figure 11 
shows that the density of public transport in the central area of Dar es Salaam is good but is concentrated 
almost exclusively on the few arterials that exist in the city. The radial network results in gaps in access 
between those main corridors. Finally, because of that radial route layout, the distances between radial 
corridors become greater with increasing distance from the city centre. In planned wards, most households 
(77%) have access to public transport. Access is similar for households in both unplanned (62%) and affluent 
wards (64%). Lack of first- and last-mile connectivity, shortage of buses, overcrowding, waiting time and more 
than one transfer and cost associated with it results in inconvenience of using dala dalas, which carried 62% 
of trips prior to opening of the BRT (21)(29). 
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Figure 9: Population density map. Source: Mkalawa & Haixiao, 2014. (54) 
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Figure 10: Income level map. Source: Mkalawa & Haixiao, 2014. (54) 
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Figure 11: Public transport access. Source: Mkalawa & Haixiao, 2014. (54) 

 

5.3.2 Challenges of urban and transport planningτAddis Ababa 

Addis Ababa, like Dar es Salaam, is characterised by long travel distances and largely informal public 
transport. Addis Ababa has formal bus services and a light-rail system. As shown in Figure 12, the central area 
houses middle and high income neighbourhoods (58). In addition, 50% of the population in the city is below 
the poverty line and resides mostly in the outskirts or in areas with poor road network. Addis Ababa has a 
long history of being a sprawling city (59). Public transport has failed to meet the increasing demand 
generated from new settlements at the peripheries which are mostly occupied by low-income housing.  

Figure 12: Population density and income classes. (58) 

 

Poor road infrastructure in peripheral areas is another challenge to providing public transport service (60). 
Figure 13 shows that proximity to roads for some of the low income neighbourhoods in the southeast part of 
the city is more than 2 km, forcing people to walk long distances or use animal-powered transport. Due to 
absent or inadequate pedestrian paths, people often walk with these animals on vehicular lanes.  
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Figure 13: Proximity to road infrastructure. (58) 
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Figure 14: Public transport networks in Addis Ababa. Clockwise from top left: public taxi (minibus) routes, Anbessa 
routes, LRT corridors and Sheger routes. Source: WRI, Addis Ababa Structure Plan and own elaboration. 

  

 

A 2015 World Bank study indicates that from 2007 to 2014 in Addis Ababa, the average density of built-up 
areas declined from 146 to 136 persons per hectare (40). Current regulations on minimum lot sizes, plot 
coverage and building heights are obstacles to compact development that could accommodate all income 
groups near their job locations. The resulting low density increases the cost of providing basic infrastructure. 
On top of it, the replacement of kebele housing with new government-supported condominium development 
sited in more distant locations is affecting the density of the core area and has increased commute times for 
many residents. Urban development is happening in a fragmented manner, with scattered construction sites 
throughout the city. Field observations showed that most of the agricultural lands between industrial parks 
and condominium sites were either vacant or underutilised, highlighting inefficient use of land (61).  

Irrespective of good public transport coverage, as shown in Figure 14, poor bus operations, connectivity to the 
peri-urban areas, bus frequency, unavailability of dedicated bus lanes and high cost of public transport are 
resulting into long walk trips, with an average walking trip length of 1.5 km in Addis Ababa (62). Poor land use 
and transport integration is affecting employment patterns in the city. In Addis Ababa, poor land use planning 
increases travel time and costs between the residential and commercial areas and the low wages often do not 
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make the cost of job search worthwhile (14). Researchers found that after four months of job search, 83% of 
unemployed workers had stopped actively looking for a job due to transportation expenses (63).  

Figure 15: Addis Ababa mode split (L) (64) and people near transit (R). Source: Abreha (2007) cited in (65). 

  

6. Urban Governance and Institutions  

The implementation of TOD policies requires effective governance structures and institutions that interact 
with the many aspects of urban planning involved and reflect the interdisciplinary nature of it. 

6.1 Urban planning and governance 

Urban governance and formal planning mechanisms play a crucial role in the provision of sustainable mobility 
and affordable housing. The following section expands on this role while elaborating on the interlinked 
aspects of land management, regulations and finance.  

6.1.1 Dar es Salaam and Tanzania  

The key stakeholders in the institutional framework for planning and land administration in Tanzania are 
centralised in the Ministry of Land, Housing, and Human Settlement Development (MLHHSD) (66). The 
MLHHSD is responsible for setting policy, providing technical support to local planning authorities and serving 
as a review and approval body. Town/municipal/city councils are responsible for making land available in 
urban areas and implementing and enforcing of planning schemes. In practice, the planning process remains 
relatively centralised, and MLHHSD frequently plays an active role in the development of urban plans (ibid). 
Additionally, the Director of Town Planning in MLHHSD is the approving authority for local plans, causing 
bottlenecks and yearlong delays in providing planned and serviced land (67). In Dar es Salaam, eight years can 
pass by before land earmarked for a planning scheme can be converted into planned plots for allocation (68). 

At the city level, a general planning scheme (GPS) prepared by a local government authority (LGA) includes a 
master plan, interim land use plans, or strategic urban development plans (69). At the neighbourhood level, 
detailed planning schemes (DPSs) are prepared to coordinate all development activities and control the use 
and development of land. DPSs are prepared for new areas, regularisation schemes and redevelopment 
schemes. A DPS can be prepared without a GPS, indicating that approving authorities who are in charge of 
detailed plans do not have to examine their conformity to the respective master plans (66).  

According to Lall et al. (2017b), the shift towards decentralisation in Tanzania from the 1970s and 80s typically 
resulted from local governments granting themselves planning powers (18). However, such devolution of 
responsibilities is not entirely clear-cut or always accompanied by the necessary fiscal empowerment (18). In 
Dar es Salaam, local governance is split across three separate municipalities, Ilala, Kinondoni and Temeke, as 
well as with the Dar es Salaam City Council. The Tanzania Urban Laboratory7 argues for the need to develop a 

                                                             
7 Tanzania Urbanisation Laboratory (TULab) is chaired by the Ministry of Finance and Planning (MoFP) and includes ministries, civil 

society and private sector representatives. TULab is supported by the Coalition for Urban Transitions, a special initiative of the New 
Climate Economy. 

71%

16%

13%

Residents within
500m

Residents within
500-1000m

Residents within
1000-2500m



 

 28 

BASELINE REPORT: HVT CITY RETROFIT FOR ALL 
 

metropolitan mindset and institutions, rather than splitting cities into smaller local government authorities as 
in Dar es Salaam and Mwanza (70). 

Tanzania exemplifies the overlapping regulatory scope and responsibilities, silo mentality and vertical 
institutional fragmentation, among multiple bodies in Africa (18). Local governments and central government 
agencies, or national parastatals, are both responsible for service provision (roads, water, electricity, 
drainage), land use regulations (especially land use planning and land allocation) and environmental 
management (71). These muddy lines of accountability complicate planning, implementation, monitoring and 
enforcement (18).  

In addition to the central role played by MLHHSD in urban planning, the central government also retains 
controls over the functioning of local authorities (71). For example, it appoints senior personnel to run urban 
authorities, and the Minister for Local GovernmŜƴǘ ŀǇǇǊƻǾŜǎ ǘƘŜ ǳǊōŀƴ ŀǳǘƘƻǊƛǘƛŜǎΩ ōȅƭŀǿǎΣ ōǳŘƎŜǘǎ ŀƴŘ 
proposals for generating own-source revenue. 

6.1.2 Addis Ababa and Ethiopia  

In Addis Ababa, the citywide master plan is prepared by a special project office called the Addis Ababa City 
Government Plan Revision Project Office (18). There are two sub-tiers: kebeles (lower-level administration) 
and woredas (an administrative jurisdiction consisting of a group of kebeles) within the city government. 
Kebeles are empowered to administer local matters, including neighbourhood maintenance and building code 
enforcement. Local development plans (LDPs) include explanatory details on the strategies, implementing 
agencies, concrete standards, development controls, budgets and time frames for implementing those plans. 
Since housing delivery is dominated by the government, new developments tend to conform to the citywide 
master plan and LDPs. The Building Permit and Control Authority is responsible for building approvals and 
monitoring implementation to ensure that all public and private development conforms to the plans and 
regulations (18). Most of the urban area of Addis Ababa falls under the jurisdiction of the Addis Ababa City 
Administration, with some parts of the metropolitan area extending into neighbouring Oromia State, which 
complicates the management of the cityΩs expansion. 

However, urban governance may be complicated by the political rivalries between local governments and the 
national government that has a largely rural base (72, 73). From 2005 to 2016, Ethiopia experienced rapid 
economic growth and developed without legal and social frameworks to absorb new urban residents. In 2005, 
the local government in Addis Ababa swung to the political opposition. The late prime minister Meles Zenawi, 
sought to prioritise the rural agricultural economy over the rapidly growing urban economy. Despite this 
ǇƻƭƛǘƛŎŀƭ ŎƘƻƛŎŜΣ 9ǘƘƛƻǇƛŀΩǎ ŎƛǘƛŜǎτparticularly Addis Ababaτcontinued to attract investment from China, 
Indonesia and the United States, among other countries, much of which is concentrated in industrial parks 
and in the textiles, leather, agro-processing and pharmaceuticals industries. The resulting economic growth, 
attracting new urban migrants and in the absence of sufficient planning or infrastructure investment, has 
resulted in sprawl. The expanding urban area of Addis Ababa breached the territorial divides between the 
Oromo, Tigrayans and Amhara ethnic groups, fuelling conflict (73).  

6.2 Funding, taxation and finance  

Taxes, charges and subsidies can be used to complement regulatory controls on land use, creating financial 
incentives and disincentives. 

6.2.1 Dar es Salaam and Tanzania 

Between 2010 to 2017, the estimated annual per capita municipal budgets in Dar es Salaam and Addis Ababa 
were USD 29.4 and 91.0, respectively, compared to USD 101 in Pekalongan, Indonesia; USD 399 in Feira de 
Santana, Brazil; USD 644 in Monteria, Colombia; and USD 4,907 in Bristol, United Kingdom (73). The primary 
challenge is the poverty of people moving to cities, which is compounded by inadequate local revenue 
collection (74). Cartwright et al. (2018) argue that local governments in Tanzania have little capacity to invest 
in or oversee infrastructure programs or collect revenue from users because most urban infrastructure is 
centrally coordinated by the national government (73). 

Land valuation is outdated or incomplete in many African cities (6), including in Dar es Salaam. Even if land 
revenue laws are sound, cities are limited in their power to leverage land for revenue, due to the inadequacy 
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of fiscal cadastre recordsΦ aƻǊŜƻǾŜǊΣ ŎƛǘƛŜǎΩ ǊŜƭƛŀƴŎŜ ƻƴ ŎŜƴǘǊŀƭ ƎƻǾŜǊƴƳŜƴǘ ǘǊŀƴǎŦŜǊǎ ƳŜŀƴǎ ǘƘŀǘ ǘƘŜȅ ƘŀǾŜ 
few incentives to make such efforts. In 2014, the Arusha City Council became the first of seven Tanzanian 
cities to switch from a manually administered own-source revenue system to a modern local government 
revenue collection information system integrated with a GIS platform. The new system allows the local 
government to use satellite data to identify taxpayers and includes an electronic invoicing system that notifies 
and tracks payments. Within one year, the city council boosted annual revenues by 75%, from TZS 2.6 billion 
in 2012/13 to TZS 4.6 billion in 2013/14 (18). 

6.2.2 Addis Ababa and Ethiopia  

In Ethiopia, the government of Addis Ababa possesses substantial powers to tax the incomes of employees, 
profits of enterprises and various other revenue sources usually collected at the national level (75). The Addis 
Ababa City Administration (AACA) has powers to mobilise substantial revenue of its own from income 
(including rental income), business profits and VAT on certain products and services. Thus, unlike cities in 
decentralised systemsτor indeed most urban areas in Ethiopia, which acquire 70 per cent of their resources 
in transfers from the regional states in which they are locatedτthere are no transfers of revenue to Addis 
Ababa. All the taxes and fees collected at woreda or sub-city level end up at the Bureau of Finance and 
Economic Development at AACA for budgeting and redistribution, along with the state taxes and other 
revenue such as external loans (75). 

While a census of properties (including informal structures) in Addis Ababa was undertaken in 1996 using a 
computerised system and a team of 3,000 enumerators to calculate new property tax rates, there has been 
no revision since (75). Even for those houses that the city authority does have on its register, severe 
undervaluation is the normτsometimes varying from 300% to 7,685% below the actual value (75). Addis 
Ababa has experimented with land value capture tools such as roof tax, permit holding fee, lease holding 
system and capital gains tax (76). Roof tax, rent on houses and rent on plots of land constitute around 3% of 
total city revenue including state revenue and municipal revenue (75).  

6.3 Planning regulations and land management 

6.3.1 Dar es Salaam and Tanzania 

Current regulations discourage investment and limit formal housing options for the poor. Lall et al. 
recommends rationalising development standards based on performance (for example, structural integrity) 
and affordability (18). For example, Dar es Salaam requires plot sizes to be at least 400 square metres near 
the city centre, and therefore anyone who wants to buy a stand-alone house in the formal sector must be 
able to afford a land parcel of this size. The only ownership alternative is informal, and one-fourth of Dar es 
{ŀƭŀŀƳΩǎ ƘƻƳŜƻǿƴŜǊǎ ƘŀǾŜ ƴƻ ŘƻŎǳƳŜƴǘŀǊȅ ǇǊƻƻŦ ƻŦ ƻǿƴŜǊǎƘƛǇ (77). 

Lall et al. further argue that clear rights to urban land are a precondition for the emergence of a formal land 
market, whether formal, customary or informal (14). But many African cities struggle with overlapping and 
sometimes contradictory systems, severely constraining urban land redevelopment and imposing high costs. 
And even where formal titles or clear land rights exist, basic mapping, geographic, or ownership information is 
often inaccurate, or land records are maintained poorly, causing disputes. Applying for formal recognition can 
be a tedious process. Land administration systems (such as registries and cadastral records) are incomplete 
ŀƴŘ ǳƴŘŜǊǳǎŜŘ ŦƻǊ ŜƴŦƻǊŎƛƴƎ ƭŜƎŀƭ ŎƭŀƛƳǎ ŀƴŘ ƭŀƴŘƘƻƭŘŜǊǎΩ ŦƛǎŎŀƭ ƻōƭƛƎŀǘƛƻƴǎΣ ǎƻ ƭŜƴŘŜǊǎ Ŏŀƴƴƻǘ ŀƭǿŀȅǎ ǳǎŜ ƭŀƴd 
as collateral (ibid). 

Statutory (legally secure) tenure can offer a range of additional benefits compared to customary tenure 
(deemed rights of occupancy). Briggs (2011) emphasises that a customary landowners can only realise the 
value of their land once, i.e., through sale (78). Landowners with statutory tenure can unlock the value of 
their land through a range of avenues, such as collateral for loans and better compensation rates in case of 
dispossession. Tenure solutions can facilitate incremental upgrading of informal settlements, creating housing 
asseǘǎ ǘƘŀǘ ŜƴƘŀƴŎŜ ŜŎƻƴƻƳƛŎ ǎŜŎǳǊƛǘȅ ŀƴŘ ŀŘŀǇǘƛǾŜ ŎŀǇŀŎƛǘȅΦ [ƛƴƪƛƴƎ ǘŜƴǳǊŜ ǊŜŦƻǊƳ ǿƛǘƘ ǿƻƳŜƴΩǎ ǊƛƎƘǘǎ Ŏŀƴ 
also foster gender-just urban development (79). 

Tenure insecurity in Africa, measured as the share of the population with no formally recognised land tenure 
rights, increased from about 55% in 2009 to about 66% in 2012. Low land registration may result partly from 
cumbersome, expensive registration and transfer systems loaded with survey expenses and fees, which make 
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registration unaffordable for many (80). Since the acquisition of a formal title in Dar es Salaam requires 
significant capital, most residents resort to customary tenure, where documentation is obtained from the 
more accessible, local street-level offices (67). 

6.3.2 Addis Ababa and Ethiopia 

In Addis Ababa, land leasing has allowed the city near total control of formal spatial development (75). In 
Addis Ababa, 94% of land is allocated directly for activities and development seen to be of strategic 
importance. No land is formally released without being serviced. This had led to a slow release of land and a 
huge gap between supply and demand. Almost a million households are outside of the formal system, 
building informally in and around the city. Understanding the constraint, the state has been lax in enforcing 
building controls in informal and extra-legal areas. However, when areas fall within critical parts of the master 
plan, the city takes swift action to evict households that do not conform (81). 

6.4 Participation and involvement of other stakeholders  

International organisations have played a key role in governance, with aid and loans linked to governance 
reforms and through the publication of data related to urbanisation, demographic and economic data. 

²ƘƛƭŜ ƭƻŎŀƭ ǇŀǊǘƛŎƛǇŀǘƛƻƴ Ƙŀǎ ōŜŜƴ ƭƛƳƛǘŜŘ ǘƻ ǎǇŜŎƛŦƛŎ ǇǊƻƧŜŎǘǎΣ ¢ŀƴȊŀƴƛŀΩǎ ƭŀƴŘ ƳŀƴŀƎŜƳŜƴǘ ǇƻƭƛŎƛŜǎ ǎƘƻǿ Ƙƻǿ 
public and private interest can be balanced (even if they are not always applied consistently). The Land 
Acquisition Act No. 47 of 1967 gives the president the power to acquire land for public use. But Section 179 of 
the Land Act (1999) and Section 11 (1 and 2) of the Land Acquisition Act (1967) provide for the protection of 
the rights of landholders, and Section 24 (1 and 2) of the Constitution offers land occupiers protection when 
compulsory land acquisition is exercised (73).  

The Tanzanian government has recognised the urgent need for planned land in and around Dar es Salaam and 
has been supportive of private surveying companies conducting town planning and land surveys in Dar es 
Salaam. This has resulted in a scramble for land in peri-urban areas, such as in Kigamboni Municipality, where 
land parcels from multiple residents are bought in order to survey and parcel into plots for reselling. Joint 
ventures are also created with local communities to undertake land readjustment, planning and sharing the 
profits of the sale of excess plots (67). Cartwright et al. (2018) have underscored the need to enhance 
government capacity for partnerships with civil society, traditional leaders and what is loosely termed the 
informal sector to accelerate land titling, service delivery and revenue collection (73). 

City and national authorities will need to increase urban planning capacity and resources, as a lack of staff 
capacity constrains effective management (18). In 2011, a survey of 12 African countries found, on average, 
0.89 planners for every 100,000 residents across the 12 countries and 0.34 planners per 100,000 residents in 
Tanzania. This was far lower than in high-income countries (12.77 in U.S. in 2010 and 23.47 in Australia in 
2009/10) (82). Limited literature exists on the planning capacities of local bodies in Dar es Salaam and Addis 
Ababa. 

7. Transit Oriented Development (TOD) for Eastern African Cities  

As we discuss in the previous sections, the existing research on African cities has identified a transport deficit 
(private or public) and a prevalence of long-distance walking among those who lack other options (52, 54, 83). 
This indicates that commuters who do not own a motor vehicle (i.e., low-income groups) may lack access to 
the city or require a long commute (84, 85). The current mode splits in Dar es Salaam and Addis Ababa are 
dominated by walking and public transport (55, 57). Thus, as described in the TOD Standard principles (see 
4.1) and encouraged by the World Bank (18), public transport projects that can greatly facilitate accessibility 
cannot be planned in isolation from the adjoining land uses and economic activities.  

This current conundrum of Eastern African cities like Dar es Salaam and Addis Ababa of long commutes and a 
lack of formal housing supply can be mitigated through affordable and reliable transport (86ς88) and by 
providing affordable housing in more accessible locations or by investing in the in-situ slum upgrading 
programs (89,90). Conventionally, affordable housing and affordable transport are seen as two separate or 
parallel policy interventions but Eastern African cities like Dar es Salaam and Addis Ababa present a compeling 
case for them to be viewed and planned together. Further, non-motorised infrastructure should also be a 
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priority in public transport projects and other planning efforts in these cities, in part as a reflection of the high 
walking mode share and in part to facilitate access to public transport.  

Transit-oriented development (TOD) may emerge as a useful planning concept for the Eastern African cities. 
TOD may be viewed differently in different continents (91, 92). TOD promises the long-pending agenda of 
land use and transport integration in urban planning practice. International researchers and practitioners 
claim its merit as a low carbon development strategy as it reduces the number and length of trips generated 
and enables a shift to no or low carbon modes (93ς95). TOD first developed as a response to the proliferate 
low-density suburban sprawl in American cities (96), but further evolved as a way to improve quality of life 
and promote context-specific, low-carbon urban development in many cities of the Global South (97). 

The main principle of TOD revolves around concentrating dense and diverse development (residential, 
commercial, etc.) around public transport corridors to induce a modal shift from private motorised modes to 
public transport, walking and cycling (5,6). When people can easily access jobs, education and healthcare by 
using public transport, ridership increases, in turn making public transport systems more viable and self-
sustaining (5). By doing so, TOD also builds a symbiotic relation between public transport and development in 
its vicinity. TOD plans further accelerate the value in the land adjoining to public transport, which can be 
captured and used for more investments in the public transport influence zones (97, 98). 

TOD also can make cities more liveable by planning walkable and cycle-friendly neighbourhoods and a well-
designed public realm (99). This in turn can improve liveability and quality of life. TOD can be central to a 
development paradigm that is more environmentally sustainable and more socially just, and contributes to 
both the economy and quality of life of a city (75ς77). 

City leaders must understand and unpack all the components of TOD to contextualise them, especially in 
emerging cities with a large fraction of residents living in informal settlements. In many lower-income 
countries, TOD plans will need to avoid inadvertently causing an increase in land values that prices out the 
low-income groups from the public transport influence zones (100). In Dar es Salaam and Addis Ababa, TOD 
plans will also need to create opportunities to upgrade informal settlements near public transport. 

7.1 TOD for Eastern African citiesτimplementation principles 

ITDP has developed the TOD Standard guidance document as a tool to help shape and assess urban 
development. It focuses on maximising the benefits of public transit and non-motorised mobility while placing 
the emphasis firmly back on the users: people. The Standard outlines eight core principles of urban design and 
land use, each supported by specific performance objectives and easily measurable indicators, or metrics. 
Together, they promote safe, balanced and vibrant neighbourhoods around stations; short and well-
connected pedestrian and cycling networks; densities that ensure strong customer bases for local services and 
public transport; and minimal car traffic and parking interference. The Standard is addressed to a broad range 
of technical and non-technical audiences including policy-makers, planners, city officials, developers, 
architects, urban designers, landscape designers, civil engineers, civil society organizations and the interested 
public. By providing a way to quickly evaluate the planning and design components that are key to successful 
TOD.  

As described in the TOD Standard, TOD plans typically combine accessible street networks; improved street 
and public realm design; street-oriented buildings; and the upgrading of basic, municipal infrastructure. To 
achieve these outcomes in the low-income country context may require a different approach than in 
wealthier countries. We reviewed the literature on the implementation of TOD in the low-income country 
context and identified the following implementation principles (in addition to the planning principles 
described in the TOD Standard). 

1) Create benefits for transit users and land developers: The central aim of TOD is to attract 
communities to live near transit. To make the areas around transit more attractive, the public realm 
needs to be expanded. TOD plans should create win-win situations through planning mechanisms by 
allowing more floor space (higher FSI/FAR) in exchange for more land dedicated to the public realm, 
facilitating a better street network and well-designed public spaces (101). TOD plans then become 
market responsive mechanisms that strengthen the public realm while promoting (re)development of 
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private land (102,103). This is particularly crucial in case of Eastern African cities where disjointed 
road networks hinder both walkability and systematic real estate development.  

2) Incorporate flexible land use planning: The land use planning approach should promote flexible, 
demand-based, efficient use of land and balance key regulations to ensure the implementation of 
basic TOD principles, with incentives to attract investments, jobs and people in the strategic public 
transport influence area (104). Land use regulations should allow and promote the mixing of 
compatible land uses, attracting housing, shopping and job opportunities to co-exist in a compact 
form near public transport.  

3) Promote demand-based re/development on private lands: Eastern African cities can benefit from 
the redevelopment of private lands if there are systematic investments in public infrastructure (105). 
Cities can pilot a few influence zone plans where there is higher market potential, followed by the 
areas where the land market is frozen given the limited infrastructure (103). Planning mechanisms 
can facilitate the process of land pooling or land re-constitution (in case of large parcels or industrial 
plots to be redeveloped) (104). Real estate market potential analysis is a crucial component of TOD 
planning.  

4) Create value through infrastructure: With upgraded infrastructure and a better street network as 
part of the TOD plans, the value of land adjoining public transport will be even higher than what is 
existing in many core parts of the city. The planning, municipal and public transport agency officials 
need to understand closely how investments in the public transport create value in the real estate 
markets and how a part of this value can be captured to finance the mass rapid transit itself (103). 
Given the limitations in existing revenue generation mechanisms, land value capture can create win-
win for all agencies and stakeholders while accruing quality of life benefits to the city. 

5) Achieve better street and public space design: implementing better street design and infrastructure 
can help attract more commuters to use the public transport (106).  

6) Identify a clear implementation roadmap: TOD plans should chart out a clear implementation 
mechanism (possibly with the support of the state planning legislative mechanism). Specific 
implementation plans can facilitate land re-adjustment, land agglomeration, affordable housing 
schemes and street improvement projects (104).  

8. Summary of Literature Review 

Tanzania and Ethiopia are urbanising rapidly with an average annual growth in the urban population of 4.6% 
in the period from 2010 to 2015. Continuous rural-urban migration, land tenure insecurity and a housing 
deficit has led to proliferation of informal settlements on under-serviced peripheral land parcels. By the UN 
definition of a slum,8 an estimated 70ς80% of the urban population in Ethiopia and about 50% of the urban 
population in Tanzania lives in what might be considered slums. Dar es Salaam and Addis Ababa being the 
largest city in these countries respectively, are at the forefront of this rapid urban growth and proliferation of 
informal settlements. 

Poverty, informal work and daily commutes are closely associated with each other. The horizontal urban 
sprawl in Dar es Salaam and Addis Ababa imposes a financial burden on the urban poor because of long trips 
ŀƴŘ ƳǳƭǘƛǇƭŜ ǘǊŀƴǎŦŜǊǎΦ ¦ƴǇƭŀƴƴŜŘ ǎŜǘǘƭŜƳŜƴǘǎ ƛƴ ǘƘŜ ǇŜǊƛǇƘŜǊȅ ƘŀǾŜ ōŜŜƴ ŘŜǎŎǊƛōŜŘ ŀǎ ŀ Ψpoverty trapΩΣ 
where upward income mobility is challenging (21). Both cities are also characterised by long travel distances 
and largely informal public transport. Poor land use and transport integration and inefficient land 
management further complicate the situation for the poor and informal workers in these cities.  

Transport has been identified as a key factor for the economic growth and social development process 
because it facilitates the movement of people and goods and thereby promotes trade and better standards of 
living through improved access to markets, employment, health, education and social services. Improved 
productivity and output due to better public transport help to lower transaction costs, allowing economies of 
scale, widen opportunities, expand trade, integrate markets, strengthen effective competition and eventually 

                                                             
8 UN-HABITAT defines a slum household as a group of individuals living under the same roof in an urban area who lack one or more of 
the following: 1. Durable housing of a permanent nature that protects against extreme climate conditions. 2. Sufficient living space 
which means not more than three people sharing the same room. 3. Easy access to safe water in sufficient amounts at an affordable 
price. 4. Access to adequate sanitation in the form of a private or public toilet shared by a reasonable number of people. 5. Security of 
tenure that prevents forced evictions. 
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increase real income and the welfare of society (107). Currently, while public transport enjoys a high mode 
share in the Eastern African cities of Dares Salaam and Addis Ababa, a deficit in coverage and inefficiencies in 
the systems mean that these cities face challenges in delivering on the goals of sustainable transport. Walking 
has a high mode share, which also reflects structural problems of affordability and lack of access, particularly 
because the trips are long. 

Positive outcomes from a robust public transport system can be further strengthened by integrating land use 
and public transport plans and developing land-based financing tools to support mass rapid transit 
investments (108). While cities are growing rapidly in Ethiopia and Tanzania, land use regulatory systems are 
not able to keep pace with the growth. Both countries have interesting policies to learn from and build upon, 
but some structural issues will need to be addressed in terms of capacity and alignment between different 
levels of government. This is most apparent in the lack of affordable housing, the proliferation of informal 
housing and the lack of state provision of basic services. In this context, TOD can help to coordinate and 
integrate land use and public transport planning in a systematic way and to secure a low-carbon and 
sustainable future for Eastern African cities such as Dar es Salaam and Addis Ababa. 

SECTION 3: /L¢¸ !{{9{{a9b¢ 

In the following section we assess current conditions, trends, policies and capacities related to TOD in the 
target cities in Ethiopia and Tanzania. This includes an assessment of key indicators and policies at various 
levels of government as well as a qualitative assessment of trends and capacities for TOD based on a series of 
stakeholder interviews in each city. 

9. City-Level Data 

In the following sub-section, we describe the results of a quantitative analysis of urban development 
indicators for the four target cities in Ethiopia and Tanzania. The indicators were selected to provide a 
citywide description of attributes related to urban growth, TOD and the five goals of urban transport: access, 
Equity, Efficiency, Environment, and Health and Safety. We selected citywide indicators to enable normative 
comparisons to other cities and regions, comparison within the sample group and comparisons over time. 
Where possible, we also tried to select indicators that we could assess spatially as well, to understand 
differing conditions within cities. Our ability to measure outcomes related to these goals was limited by data 
availability and completeness. Many indicators only allow comparison across one aspect (e.g., comparison 
over time) and not across geographies. Because of these data limitations, we were not able to measure 
outcomes related to all the goals listed above. We used our judgement to select the most relevant 
information among the indicators to present and understand urban growth and other conditions related to 
TOD. 

¢ƘŜ ƛƴŘƛŎŀǘƻǊǎ ǿŜǊŜ ŘŜǊƛǾŜŘ ŦǊƻƳ ƳǳƭǘƛǇƭŜ ǎƻǳǊŎŜǎΣ ƛƴŎƭǳŘƛƴƎ L¢5tΩǎ tŜŘŜǎǘǊƛŀƴǎ CƛǊǎǘ ǘool; the Sustainable 
Development Goal Indicators, compiled by UN-Habitat; the United Nations World Urbanization Prospects; and 
the Global Human SettlementUrban Centre Database (GHSUCDB), developed by the European Commission. 
The full set of indicators are listed below: 

¶ Population (2015) 

¶ Weighted population density 

¶ Average annual population growth rate (2000 2015) 

¶ Projected annual population growth rate (2020 2035) 

¶ National proportion of urban population living in slums (2000) 

¶ National proportion of urban population living in slums (2018) 

¶ National annual mean levels of fine particulate matter (e.g., PM2.5 and PM10) in cities 

¶ Fraction of area built-up (2015) 

¶ Mean block density 

¶ People near services 
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¶ People near frequent transport 

¶ People near rapid transport 

¶ People in green areas 

¶ People near grade-separated roadways 

¶ Transport CO2 per capita (kg/year/cap) 

9.1 Indicator description  

The following section describes the indicators that we use to assess the status of urban development in the 
target cities. Some of these indicators describe current conditions, while others describe changes in 
conditions over time.  

9.1.1 ITDP indicators 

ITDP developed the following indicators based on publicly available open-source data and open-source 
algorithms to help understand current conditions in cities, with a primary focus on walkability and public 
transport accessibility. Weighted population density, Mean block density and People near services are taken 
directly from Pedestrians First, which in turn is based on the TOD Standard. The TOD Standard was developed 
by ITDP in consultation with experts on sustainable urban development, including leading consultants, 
academics, non-governmental organisation (NGO) staff and development bank staff. These indicators, 
originally based to measure at the project or neighbourhood scales, have been tested over seven years in 
multiple contexts. In 2020 ITDP released Pedestrians First (109), which is based on the TOD Standard but adds 
city-level metrics with targets to the analysis. The Pedestrians First indicators have been applied widely, 
allowing us to indicate how the values in the target cities compare to those in other cities and regions around 
the world. The third indicator, People Near Limited-Access Roadways, was developed as part of this 
assessment and is not discussed in the TOD Standard. We have included targets suggested in Pedestrians First 
for the three indicators as a normative reference point for evaluation of the indicators in each city. These 
targets are related to the targets set in the TOD Standard, but since the indicators in Pedestrians First are 
slightly different, to account for measuring at the citywide scale, the targets are different as well. The targets 
are based on input from sustainable transport practitioners from around the world who contributed to the 
development of Pedestrians First. For other indicators, we have indicated a generally normative 
directionalityτe.g., if fewer people live adjacent to limited-access roadways, that tends to be better for 
access, health and other goalsτbut we have not included a specific target, as we have not identified a 
publication that sets such a normative target. 

These indicators have two major limitations. First, most of the indicators (with the exception of National 
Proportion of Urban Population Living in Slums) only measure conditions at a single point in time, so it is 
unclear how the indicators have changed over time. Second, for some of the ITDP indictors (Block Density, 
People Near Services and People Near Limited-Access Roadways) the measurements are limited by the data 
quality of the open sources we use. Much of the information is crowdsourced, so the data are only as good as 
the level of participation and rigor that goes into data collection and data entry. We have designed the 
indicators so that more accurate data result in higher scores. Unfortunately, this means that wealthier cities 
with greater technological capacity and more active OpenStreetMap communities will sometimes achieve 
indicators that make them appear to be more walkable than lower-income cities that may be actually more 
walkable. 

9.1.1.1 Weighted population density 

Higher population densities (more people per square kilometre of land) are related to greater access to goods 
and services. Higher densities support more frequent public transport and improved public services. Higher 
population densities are also identified in the TOD Standard as a key component of TOD (110). The weighted 
population density expresses the number of people per square kilometre in each district of a city, weighted by 
the percentage of the total city population living in that district. Thus, the densities of the most populated 
districts are weighted more heavily than less populated districts, even if the most populated districts are small 
in area. This reflects the density as it is experienced by the average person in an urban area. This is in contrast 
to total population density, which divides the total population by the total urbanised land area. The weighted 
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poǇǳƭŀǘƛƻƴ ŘŜƴǎƛǘȅ ōŜǘǘŜǊ ǊŜŦƭŜŎǘǎ ǘƘŜ ŘŜƴǎƛǘȅ ŜȄǇŜǊƛŜƴŎŜŘ ōȅ ǘƘŜ ŎƛǘȅΩǎ ǇƻǇǳƭŀǘƛƻƴΣ ǎƛƴŎŜ ŀǾŜǊŀƎŜ ǇƻǇǳƭŀǘƛƻƴ 
density underrepresents high-density districts with small land areas and over-represents low-density districts 
which occupy large amounts of land. We have included a recommended target of at least 15,000 people per 
square kilometre, taken from Pedestrians First. 

Weighted population density is calculated using the Global Human Settlement Layer (GHSL) density ΨrasterΩ 
information, which provides an estimate of the population in each square in the urban centre, as well as the 
area of the square. To calculate the weighted density, we calculate the density of each square (population 
divided by area) and then multiply it by the fraction of the urban centre population that it represents 
(population of square divided by total population). We then sum the weighted density of each square in the 
region to calculate the total weighted density for the urban centre. 

9.1.1.2 Mean block density 

Small city blocks reduce the distance between destinations by creating more direct routes. Small blocks 
reduce travel times and makes it easier to walk to destinations (111). Shorter blocks may also reduce traffic 
speeds, as motor vehicles must slow down frequently at intersections. Lower motor vehicle speeds are linked 
to lower instances of traffic crashes, injuries and deaths (112). The TOD Standard identifies small blocks as a 
key component of TOD (110). We have included a target of a block density greater than 80 blocks per square 
kilometre based on the guidance in Pedestrians First. 

The block density of a city is equal to the total number of walkable blocks in the city divided by total size of 
those walkable blocks in square kilometres. This represents the overall density of city blocks, excluding 
regions of the city like rivers, lakes, parks and industrial zones that are not part of the urban fabric. A 
Ψwalkable blockΩ is an area surrounded on all sides by walkable streets or paths and not bisected by any 
walkable streets or paths. 

9.1.1.3 People near services 

Proximity to essential services is a key element of TOD. The TOD Standard identifies access to local services 
(schools, healthcare service, pharmacies and sources of fresh food) and parks and playgrounds as important 
aspects of TOD (110). Core services that lie within a 15-minute walk are far more accessible to a range of 
people than services farther ŀǿŀȅΦ ¢Ƙƛǎ ƛƴŘƛŎŀǘƻǊ ƳŜŀǎǳǊŜǎ ǘƘŜ ŦǊŀŎǘƛƻƴ ƻŦ ǘƘŜ ŎƛǘȅΩǎ ǇƻǇǳƭŀǘƛƻƴ ǿƛǘƘƛƴ мΣллл 
metres of both healthcare and schools, which provide a reasonable proxy of access to other services. When 
mapped, it highlights disparities in access to basic services among neighbourhoods in a city. We have included 
a target of 100% of the population within a short distance of core services, based on guidance in L¢5tΩs 
Pedestrians First toolkit. 

Walking distance is measured as the actual ŘƛǎǘŀƴŎŜ ŀƭƻƴƎ ǘƘŜ ŎƛǘȅΩǎ ƴŜǘǿƻǊƪ ƻŦ ǿŀƭƪŀōƭŜ ǇŀǘƘǎ rather than 
the simple straight line buffer distance. Differences in the street network means that 1,000 metres in actual 
walking distance can vary greatly from what is in the 1,000-metre buffer zone, with ranges of what can be 
reached in the zone by actually walking 1,000 metres being only 30% to 80% of the zone. Healthcare facilities 
ƛƴŎƭǳŘŜ ƘƻǎǇƛǘŀƭǎΣ ŘƻŎǘƻǊǎΩ ƻŦŦƛŎŜǎΣ ŎƭƛƴƛŎǎΣ pharmacies and midwives but do not include dentists, 
psychotherapists, or other specialists. Schools include primary and secondary public schools but not 
universities.9  

9.1.1.4 People near limited-access roadways 

The presence of limited-access roadways creates strong separations between neighbourhoods, often 
preventing pedestrians from crossing the road at many points. By reducing direct pedestrian access, the 
presence of divided highways leads to longer walking and cycling trips and lower access. The TOD Standard 
identifies direct and prioritised pedestrian connectivity as a key component of TOD (110). By bypassing local 
streets, limited-access roadways also serve to attract motor vehicle trips, through a triple convergence, with 
more trips at peak hours, more trips from other parts of the street network and more trips shifting to private 
motor vehicles. This concentration of motor vehicle trips on divided highways creates increased noise, 
increased local air pollution, increased speeds on nearby roads and high rates of traffic injuries and deaths. All 
of these reduce the ability to walk to destinations. We do not include a normative target, as this is a new 

                                                             
9 The TOD Standard measures access to local services slightly differently, omitting secondary schools but including fresh food sources.  
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indicator, but based on the negative impacts described above, we suggest that fewer people near limited 
access roadways is more in line with the principles of TOD. 

The Ψpeople near highwaysΩ (divided motorways) indicator measures the number of people within 500 metres 
of a divided highway, divided by the total metropolitan population. 

9.1.2 UN-Habitat Sustainable Development Goals indicators 

As part of the tracking of the Sustainable Development Goals (SDGs), the United Nations Human Settlements 
Programme (UN-Habitat) tracks a number of indicators towards those goals at the national level (113). The 
primary goal of interest for our research is Goal 11: Make cities and human settlements inclusive, safe, 
resilient and sustainable. Under Goal 11, there are multiple targets that are useful to this research, 
particularly: 

¶ 11.1 By 2030, ensure access for all to adequate, safe and affordable housing and basic services and upgrade 
slums; 

¶ 11.2 By 2030, provide access to safe, affordable, accessible and sustainable transport systems for all, 
improving road safety, notably by expanding public transport, with special attention to the needs of those 
in vulnerable situations, women, children, persons with disabilities and older persons; 

¶ 11.3 By 2030, enhance inclusive and sustainable urbanisation and capacity for participatory, integrated and 
sustainable human settlement planning and management in all countries; 

¶ 11.6 By 2030, reduce the adverse per capita environmental impact of cities, including by paying special 
attention to air quality and municipal and other waste management; and 

¶ 11.7 By 2030, provide universal access to safe, inclusive and accessible green and public spaces, in 
particular for women and children, older persons and persons with disabilities. 

While data on all of these targets would provide useful context to this research, only targets 11.1 and 11.6 
have indicators that are currently being tracked at the national level. Indicator 11.1.1 tracks the proportion of 
urban population living in slums, and Indicator 11.6.2 tracks the annual mean levels of fine particulate matter 
(e.g., PM2.5 and PM10) in cities (population weighted).  

9.1.2.1 Proportion of urban population living in slums  

SDG indicator 11.1.1 tracks the proportion of urban population living in slums. Slums, often referred to as 
informal settlements or informal housing, are areas that often develop outside of official planning regulations 
and without basic urban services. They are often illegal and do not experience government protections. In 
terms of TOD, the prevalence of informal settlements provides an indication of how effective government 
policies and regulations have been in the past at managing urbanisation patterns, for better or for worse. The 
proportion of urban population living in slums provides context at the national level of the prevalence of 
slums in urban areas. The United Nations defines a slum as a place with: 

¶ lack of access to improved water source, 

¶ lack of access to improved sanitation facilities, 

¶ lack of sufficient living area, 

¶ lack of housing durability and 

¶ lack of security of tenure (114). 

The indicator is determined largely from household surveys conducted in each country. We include national-
level data for 2000 and 2018. 

9.1.2.2 Annual mean levels of fine particulate matter (e.g., PM2.5 and PM10) in cities 

SDG indicator 11.6.2 tracks the prevalence of poor air quality in cities. This is measured by the urban 
population-weighted, mean annual concentration of fine suspended particles of less than 2.5 microns in 
diameter (PM2.5). The metric is shown in micrograms per cubic metre [ g˃/m3] (115). This indicates the level 
of pollution experienced by urban dwellers in each country. We include data for 2016, the only year available. 
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9.1.3 United Nations World Urbanization Prospects 

The United Nations Department of Economic and Social Affairs compiles data on urban growth in countries 
and cities around the world, as part of the World Urbanization Prospects.  

9.1.3.1 Projection annual population growth rate (2020 2035)  

The 2018 World Urbanization Prospects includes projected population data for urban agglomerations with 
populations greater than 300,000 (15). The data are provided by national governments, who also define what 
is meant by an urban agglomeration in their country. We used the data from 2020 and for 2035 to calculate 
the projected average annual growth rate in each city. The data did not include Bahir Dar. 

9.1.4 Global Human SettlementUrban Centre Database (GHSUCDB) 

The Global Human SettlementUrban Centre Database is a set of information development by the European 
Commission to understand urbanisation around the world (116). The database is based on the GHSL, which 
draws on analysis of satellite imagery to identify urban areas around the world. The information is calculated 
on a grid of squares (a ΨrasterΩ image). The GHSL defines urban centres based on a series of criteria that are 
applied uniformly around the world. The GHSUCDB uses data from the GHSL plus other publicly sourced 
information to develop a series of indicators. We have included these indicators, as well as indicators that we 
calculated from the GHSL information, as they provide critical information on how growth is occurring in cities 
over time. We indicate below if and how each indicator is related to the TOD Standard definition of TOD. 

9.1.4.1 Population (2015) 

This indicator expresses the population within the urban area, as defined by the GHSL. This is included to 
show the relative populations of the cities under consideration. This is calculated using census data, allocated 
to a grid defined in the GHSL, based on the built-up percentage of each cell in the grid. The total population is 
the total of all cells within the defined urban centre.  

9.1.4.2 Average annual population growth rate (20002015) 

The average annual population growth rate reflects the yearly change in population from 2000 to 2015. 
Higher rates indicate a faster growing city. The growth rate is calculated by dividing the change in population 
from 2000 to 2015 by the number of years (15) and dividing the resulting figure by the 2000 population. We 
also include the information spatially to indicate where growth has occurred within each city (see 9.3 Spatial 
analysis of key indicators). 

9.1.4.3 Fraction of urban area built-up (2015) 

According to the TOD Standard, a key component of TOD is a compact region, meaning that built-up areas are 
directly adjacent to each other (110). This reduces distances between built-up areas and the time and energy 
needed to reach other parts of the city. The fraction of the urban area that is built up provides an indication of 
the spread of development across an urban area. A low fraction likely indicates a scattered development 
pattern with opportunities for infill development. A high fraction indicates a relatively compact region, where 
new development likely must either replace existing structures with taller ones or expand into the periphery. 

This indicator is calculated using the GHSL raster layer, which indicates whether each square in the urban 
centre contains buildings or not. To calculate the fraction of the urban area that is built-up, we divided the 
number of squares that contain buildings by the total number of squares in the urban centre. 

9.1.4.4 Transport CO2 per capita (kg/year/cap) 

Transport carbon dioxideςequivalent emissions per capita indicate the environmental sustainability of the 
existing transport systems in an urban area. Higher values indicate more emissions per person and greater 
harm to the environment. However, this information is only for 2015, so it does not show the trajectory of 
each city. The TOD Standard does not specifically measure emissions as a criterion for TOD, but reduced 
impact on the climate is cited as a benefit of TOD. 

¢Ƙƛǎ ƳŜǘǊƛŎ ƛǎ ƳŜŀǎǳǊŜŘ ōȅ ǘƘŜ 9ǳǊƻǇŜŀƴ /ƻƳƳƛǎǎƛƻƴΩǎ 9Ƴƛǎǎƛƻƴǎ 5ŀǘŀōŀǎŜ ŦƻǊ Dƭƻōŀƭ !ǘƳƻǎǇƘŜǊƛŎ wŜǎŜŀǊŎƘ 
(EDGAR v4.3.2), which models the greenhouse gas emissions for transport in the year 2012 for the boundaries 
of each urban centre. We divided the total emissions by the population of the urban area to calculate the 
emissions per person. 
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9.1.4.5 People in green areas 

Spending time in vegetated and natural areas has been shown to have a positive effect on mental health 
(117). Streets with dense tree canopies provide shade in hot weather and create a more interesting walking 
environment. Access to parks and the presence of shade on sidewalks are key elements of TOD, according to 
the TOD Standard (110). 

This indicator is calculated directly as part of the GHSUCDB, using an analysis of Landsat satellite imagery 
with the Normalized Difference Vegetation Index (NDVI) to identify the level of greenery of each square in the 
urban centre. Squares are then categorised as either Ψlow greenΩ, Ψmedium greenΩ or Ψhigh greenΩ based on the 
level of greenery. ¢ƘŜ ƛƴŘƛŎŀǘƻǊ ƳŜŀǎǳǊŜǎ ǘƘŜ ǇŜǊŎŜƴǘŀƎŜ ƻŦ ǘƘŜ ǳǊōŀƴ ŀǊŜŀΩǎ ǇƻǇǳƭŀǘƛƻƴ ƭƛǾƛƴƎ ƛƴ ǘƘŜ Ψhigh 
greenΩ area. The three levels of green are defined as: 

¶ Low green: barren rock, sand, snow or impervious surfaces (e.g., built-up areas); 

¶ Medium green: shrubs or agriculture; and 

¶ High green: dense vegetation (e.g., forest, gardens, etc.) (118). 

9.2 Indicator data 

The following tables show the results of the indicators for target cities. 

Table 1: Indicator data for target cities. 

Indicator Addis 
Ababa 

Bahir Dar Dar es 
Salaam 

Mwanza Pedestrians 
First Target 

Population 
(2015) 

3,830,790 492,271 5,345,515 782,040 n/a 

Weighted 
Population 

Density 

24,453 60,423 24,012 16,567 15,000 

Average Annual 
Population 

Growth Rate 
(2000 2015) 

2.5% 2.2% 9.5% 6.3% n/a 

Projected Annual 
Population 

Growth Rate 
(2020 2035) 

4.2% n/a 4.7% 4.8% n/a 

National 
Proportion of 

Urban 
Population Living 
in Slums (2000) 

88.6% 88.6% 70.1% 70.1% n/a 

National 
Proportion of 

Urban 
Population Living 
in Slums (2018) 

64.3% 64.3% 40.1% 40.1% n/a 

National Annual 
Mean Levels of 
Fine Particulate 

Matter (e.g., 

34.0 34.0 25.1 25.1 n/a 
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PM2.5 and 
PM10) in Cities 

Fraction of Area 
Built-Up (2015) 

27% 13% 40% 24% n/a 

Mean Block 
Density 

78 79 40 17 >80 

People Near 
Services 

55% 32% 55% 33% 100% 

People Near 
Frequent 
Transport 

13% n/a n/a n/a  n/a 

People Near 
Rapid Transport 

17% n/a 10% n/a n/a 

People in Green 
Areas 

4% 15% 11% 28% n/a 

People Near 
Grade-Separated 

Roadways 

24% 0% 0% 0% n/a 

Transport CO2  
per Capita 

(kg/year/cap) 

104 5 71 33 n/a 

 

In general, the target cities range in population from just under 500,000 to over 5 million people, a tenfold 
difference. The weighted population density of Bahir Dar, the smallest target city, was by far the highest of 
the fourτnearly three times as dense as the next dense city. The other smaller city, Mwanza, has the lowest 
population density of the four. 

The cities in Tanzania have annual population growth rates (2000 2015) that are much higher than those in 
Ethiopia. Dar es Salaam, the largest city we considered, showed a tremendous growth rate, indicating an 
extraordinary volume of people moving to the city. However, the projected annual population growth rates 
(2020 2035) show faster growth in Addis Ababa and slower rates in Tanzanian cities. Both past and projected 
annual growth rates indicate rapid growth for these cities going forward. This rapid growth could make TOD 
interventions more challenging to implement. However, if the interventions are effective, they could have a 
greater impact in a shorter time.  

The percentage of the national urban population living in slums is nearly 65% in Ethiopia, indicating a severe 
lack of formality in housing and potentially a very limited reach of government. The percentage in Tanzania is 
over 40%, which also indicates a limited reach of government, but to a lesser degree. This is also partly a 
reflection of the pace of growth and partly the efficacy of the government and the private sector to provide 
housing. It is notable, however, that these values have decreased substantially since 2000 in both Ethiopia 
and Tanzania (22.3% decline and 30% decline, respectively), indicating successful efforts to reduce 
informality, despite urban growth. 

The national annual mean levels of fine particulate matter in cities is best understood in comparison to 
other regions, not included in the charts.  

¶ Europe and Northern America 12.0 

¶ Latin America and the Caribbean 16.8 

¶ Tanzania    25.1 

¶ Ethiopia    34.0 
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¶ Sub-Saharan Africa   35.5 

¶ World    39.6 

¶ China    51.0  

¶ India     68.0 

The mean levels of fine particulate matter in cities in Tanzania and Ethiopia are significantly below urban 
levels in China and India and below levels for the world and for Sub-Saharan Africa. However, the levels are 
significantly above those in Europe, North America, Latin America and the Caribbean. This indicates that there 
is much room for urban air quality to improve, but that it is not at a crisis level as it is in places like China and 
India. Without data over time, we are unable to say if air quality is improving or declining. 

The fraction of area built-up (2015) is below 40% for all four cities, indicating a relatively scattered 
development pattern. This may also indicate an opportunity for infill development to create a more compact 
city as opposed to increasing the horizontal extent of the city. While Bahir Dar had the lowest fraction of area 
built up, it had a high mean block density of nearly 80 blocks per square kilometre, as did Addis Ababa. This 
indicates that where development is occurring in both cities, the street layouts are more conducive to 
walking. In the Tanzanian cities, the mean block density was less than half of the target in Dar es Salaam and 
far less than in Mwanza. This structural issue may create long-term challenges to walkability in these cities. A 
low block density may also reflect a high level of informality and/or lower data quality from crowdsourced 
data repositories. aǿŀƴȊŀΩǎ ōƭƻŎƪ ŘŜƴǎƛǘȅ ǎŜŜƳǎ ƭƛƪŜ ƛǘ Ƴŀȅ ǊŜŦƭŜŎǘ ƭƻǿŜǊ Řŀǘŀ ǉǳŀƭƛǘȅ ǘƘŀƴ ǘƘŜ ǊŜŀƭƛǘȅΦ  

In terms of people near services, the larger cities appear to have more people living near services. This may 
be due to a variety of causes. Larger cities may receive more attention from centralised governments. Often 
larger cities also have higher urban densities, making it easier to provide services to many people at a single 
location. However, the weighted population density of Bahir Dar, the smallest target city, was by far the 
highest of the fourτnearly three times as dense as the next dense city. Fewer people near services may also 
be partially due to lower data quality from open data sources. Larger cities often have a larger pool of people 
who may contribute to crowdsourced data collection efforts, generating more accurate data for the city. 
Larger cities also have more resources (money and staff) to support such crowdsourced data collection 
activities. 

Mwanza has the highest percentage of people in green areas. This may reflect a more rural nature of 
development.  

None of the cities have freeways within the built-up area, so all four cities show a value of 0% for people near 
grade-separated roadways. This limits the physical obstacles to TOD in these cities. However, Addis Ababa 
does have some roadways with a semi-grade separated typology, so the result is partly due to inaccuracy in 
roadway coding in OpenStreetMap. It is also worth noting that a large flyover construction project is 
underway in Dar es Salaam.10 

Finally, the transport CO2 emissions per capita were highest in Addis Ababa, followed by Dar es Salaam, 
indicating a greater prevalence of motorised travel, longer travel distances and/or higher emissions rates 
from the vehicles in that city. Bahir Dar has by far the lowest estimate of transport emissions per capita. This 
could be due to a city design that is more conducive to walking, with smaller blocks and higher densities, and 
possibly short trip distances in a smaller city that can be more easily made by non-motorised modes.  

9.3 Spatial analysis of key indicators 

The following section presents maps of several key indicators across each metropolitan area. We have also 
included a map of the mass rapid transit coverage within Dar es Salaam and Addis Ababa, which have these 
types of services. Rapid transit includes metro systems, bus rapid transit (BRT) systems and light-rail (LRT) 
systems. 

                                                             
10 ΨFlyover project pace thrillingΩ [Internet]. Daily News. Tanzania Standard (Newspapers) Limited. 2020 [cited 21st Nov 2020]. 

Available from: https://dailynews.co.tz/news/2020-06-195eecf5711cce8.aspx 
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9.3.1 Addis Ababa 

The following maps of indicators for Addis Ababa are generated from selected indicators above. In assessing 
the population map, it appears that the central area of the city is much denser than outlying areas. It is well-
covered by social services, and many central areas are served by ǘƘŜ ŎƛǘȅΩǎ LRT system. The outer areas, 
however, do not have the same level of access to services. In many places, rivers seem to be borders 
separating neighbourhoods with highly walkable block densities. Pedestrian and bicycle bridges could have 
potential to improve access across them. 

The north of the city is very dense and rapidly growing, with good access to services. It has no rapid transit, 
and iǘ Ƙŀǎ ǎƻƳŜ ƻŦ ǘƘŜ ŎƛǘȅΩǎ ƭƻǿŜǎǘ ōlock densities, making walking more challenging. The east is served by 
the LRT and could possibly support more TOD. The southwest seems to struggle with mobility. All three areas 
show neighbourhoods of high block density, although the neighbourhoods are often disconnected from each 
other. These areas also have lower access to services than more central areas. 

The areas south and west of the airport have relatively low population densities and relatively disconnected 
blocks (although Addis Ababa generally has high block densities). However, they also have strong public 
transport connections through the LRT, some frequent buses and the anticipated B2 BRT line. These areas 
may be good candidates for infill. Access to services is weak in these areas. 

Figure 16: Addis Ababa population density. Source: ITDP. 
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Figure 17: Addis Ababa population growth 2000 2015. Source: ITDP. 

 

 

 

Figure 18: Addis Ababa block density. Source: ITDP. 
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Figure 19: Addis Ababa people near services. Source: ITDP. 

 

Figure 20: Addis Ababa population near transit. Source: ITDP. 
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 Figure 21: Addis Ababa grade-separated highways. Source: ITDP. 

 

  

9.3.2 Bahir Dar 

The following maps of indicators for Bahir Dar are generated from selected indicators. As Bahir Dar is a 
smaller city with lower internet penetration, crowdsourced dataτparticularly for servicesτare likely of lower 
quality than in larger cities. With this in mind, the data should be interpreted as indicative of development 
patterns in the city. 

Higher levels of access to services are concentrated in the northwest and, to a lesser extent, the area between 
the lake and the river along University Road. Services are available in other areas but are not captured in the 
data sources we used. 

Both the south and southwest areas of the city appear to be more formally planned, with regular and dense 
street grids. However, there are unpopulated areas between these neighbourhoods. Perhaps there is an 
opportunity for infill in these locations, allowing the city to grow in a compact manner. This opportunity is 
present to a lesser extent in some of the more central areas as well. The eastern areas across the Blue Nile are 
only connected to the rest of the city by a single bridge in the north. 
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Figure 22: Bahir Dar population density. Source: ITDP. 

 

Figure 23: Bahir Dar population growth 2000 2015. Source: ITDP. 
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Figure 24: Bahir Dar block density. Source: ITDP. 

 

Figure 25: Bahir Dar people near services. Source: ITDP. 
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9.3.3 Dar es Salaam 

The following maps of indicators for Dar es Salaam are generated from selected indicators above. Maps for 
grade-separated roadways are not included, as they are not found in the city. Dar es Salaam appears to be 
well-mapped on OpenStreetMap, likely leading to more accurate measurements of the indicators. 

5ŀǊ Ŝǎ {ŀƭŀŀƳΩǎ ŘŜƴǎŜǎǘ ŀǊŜŀǎ ŎƻƳǇǊƛǎŜ ŀ ǾŜǊǘƛŎŀƭ ǎǘǊŜǘŎƘ ŦǊƻƳ aǿŜƴƎŜΣ {ƛƴȊŀΣ YƛƧƛǘƻƴȅŀƳŀ and 
Mwananyamala in the north to somewhat beyond Mbagala in the south. The stretch is about 13 kilometres 
northςsouth and 5 kilometres eastςwest. Although the very high levels of density are largely in a coherent 
area, the stretch is occasionally interrupted. The Kizinga River is the clearest interruption, but the Msimbazi 
River and Nyerere Road are also gaps in the dense stretch. Flooding makes the banks of the Msimbazi River 
difficult to develop into housing, but the area potentially could be developed into formal open space (e.g., 
public parks). 

Outside of this dense band, there are areas of dense population to the north, west and especially east. 
Beyond that, there are areas that were not populated as of GHSL data collection in 2015 but that show urban 
settlement characteristics, such as a grid of streets and paths, in OpenStreetMap. Growth has largely followed 
a radial pattern, to the north, west, southwest and south. The highest levels of growth, however, occurred in 
a more central band of neighbourhoods to the west and southwest of the city centre. 

The northern end of the high-density area is served with rapid transit, via the BRT corridor there, but most of 
the high-density stretch is not. The central area of the city, including most of its densest areas, is fairly well-
covered by services. The only very dense areas without services are Kiwalani, Mtoni, Kigamboni and the areas 
south and west of Kipala/Mbagala. In the outskirts, dense clusters are developing as nodes along R759, 
Bagamoyo Road, Kilwa Road and especially Morogoro Road, where it extends beyond the BRT corridor. These 
clusters almost always lack walkable access to services. 

Overall, Dar es Salaam has a very low block density, posing major challenges for walkability. Many areas of 
high population density have very low block density because the streets have many dead ends. This is true 
even in some areas of the high-density band. Some neighbourhoods, gridded and un-gridded, have higher 
block densities and are more conducive to walking, but they are generally separated from each other. Many 
of the areas of high block density may consist of unpaved paths, particularly in peri-urban areas. 
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Figure 26: Dar es Salaam population density. Source: ITDP. 

 

Figure 27: Dar es Salaam population growth 2000 2015. Source: ITDP. 
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Figure 28: Dar es Salaam block density. Source: ITDP. 

 

Figure 29: Dar es Salaam people near services. Source: ITDP. 
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Figure 30: Dar es Salaam people near rapid transit. Source: ITDP. 

 

 

9.3.4 Mwanza 

The following maps of indicators for Mwanza are generated from selected indicators above. Maps for rapid 
transit and grade-separated roadways are not included, as they are not found in this city. Like Bahir Dar, 
Mwanza is a smaller city, and the crowdsourced data, particularly for services, do not appear to be as robust 
as in larger cities. 

aǿŀƴȊŀΩǎ ǇŀǘǘŜǊƴ ƻŦ ǇƻǇǳƭŀǘƛƻƴ ŘŜƴǎƛǘȅ ƛǎ ŎƘŀǊŀŎǘŜǊised by radial axes, most notably along Kenyatta and 
Sirari-Mbeya roads, but also secondarily along smaller roads branching from these corridors. The radial 
growth pattern and limited street grid between these axes likely makes it difficult for people to move from 
one corridor to the other. Recent growth has largely followed this radial pattern. There may be opportunities 
for infill in the areas between axes, especially with sustainable mobility infrastructure creating circumferential 
connections. As in Dar es Salaam, block density is low throughout the city, creating more challenging 
conditions for walking. The core of Mwanza is well-covered by services. The areas immediately around the 
core seem to have partial coverage, and coverage is rare along the radial axes.  
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Figure 31: Mwanza population density. Source: ITDP. 

 

Figure 32: Mwanza population growth 2000 2015. Source: ITDP. 
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Figure 33: Mwanza block density. Source: ITDP. 

 

Figure 34: Mwanza people near services. Source: ITDP. 
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9.4 Overall assessment 

The following section contains overall takeaways for each city, based on both the overall city indicators and 
the geospatial analysis.  

Addis Ababa 

Addis Ababa is a relatively large city (3.8 million population), and while it is growing quickly by wealthy-
country standards, is has less than one fourth the growth rate of Dar es Salaam. The heavy informality of 
Ethiopia (64.3% living in slums) must be considered in the planning of TOD interventions. Addis Ababa has a 
relatively high block density, creating a strong foundation for TOD. However, street grids in informal areas 
may require modification in order to improve conditions. Modifying street grids once buildings have been 
constructed can be costly and complex, creating additional challenges for TOD. Further, the high rate of 
informality suggests that the higher densities may be due to many people living in overcrowded conditions. 

Other factors that may create favourable conditions for TOD include a population density that is well above 
the levels needed to sustain public transport and walkable local retail, a relatively high percentage of people 
near services (55%) and the existence of a nascent rapid transit network (in the form of LRT), a dense city 
centre and areas with potential for urban infill.  

Addis Ababa was deficient in access to green spaces and had the highest per-capita CO2 emissions from 
transport of the four cities in the sample. This situation could be ameliorated through TOD that includes 
quality environments for pedestrians and abundant vegetation. 

Bahir Dar 

By far the densest of the four cities, Bahir Dar could be an excellent candidate for TOD. Interestingly, its block 

density (78) was almost the same as Addis AbabaΩǎ (79). Levels of informality may be similar to those in Addis 

Ababa, although this is difficult to ascertain, since we have country-level data. However, this suggests that this 

secondary city may have similar potential and challenges for ¢h5 ŀǎ 9ǘƘƛƻǇƛŀΩǎ ŎŀǇƛǘŀƭΦ  

The lack of sufficiently high-quality data prevents this analysis from being more conclusive. Nonetheless, 

potential points in favour include a healthy percentage (15%) of the population with access to green areas 

and extremely low transport emissions per-capita, suggesting a high mode share of PT, walking and cycling. 

Further, while likely incomplete, the street network shows a well-planned grid in many places and open space 

in others. This could present opportunities for urban retrofit and infill/greenfield TOD development, 

respectively. 

Dar es Salaam 

Dar es Salaam is both the largest (5.3 million population) and fastest-growing of the four target cities. The 
9.5% annual population growth rate means that if the city continues to grow at the same rate it will double its 
population in eight years, adding an additional 5.3 million people from 2015 to 2023. This creates an immense 
challenge for growth management. 

Similar to the other low-income countries, a high proportion of urban residents in Tanzania live in slums 
(40.1%). The weighted population density of 24,000 people per sq km likely reflects some of this informality. 
This can be seen in the near green spaces indicator, which shows only 11% of people living near green space. 

While the city has half the block density of the target cities in Ethiopia, only 40% of the area is built up, 
indicating room to develop infill housing and establish smaller blocks to support walkability. The lack of urban 
highways, and the existing and planned rapid transit are positive signs, allowing the city to grow around public 
transport instead of private automobiles. This could help support TOD-style growth.  

Mwanza 

Mwanza has the second-highest growth rate (only behind Dar es Salaam), so TOD could have an important 
impact in this city, structuring urban growth for decades to come. Although the data are for the whole 
country, there is likely a relatively high percentage of residents living in slums (40.1%), presenting the 
accompanying challenges for TOD implementation. 
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The high likelihood of missing street network data makes it difficult to draw conclusions about how these 
factors relate to the potential for TOD in the city. However, Mwanza has the highest percentage (28%) of the 
population living near green areas and is relatively well-covered by services, ŜǎǇŜŎƛŀƭƭȅ ƛƴ ǘƘŜ ŎƛǘȅΩǎ ŎƻǊŜΣ as 
evidenced by the spatial analysis. That analysis also showed potential for infill development between radial 
axes, with possible circumferential transport connections. As in the other cities in the sample, the absence of 
urban highways could create an opportunity for TOD. 

10. Policy and Planning Document Analysis 

The policies state the goals, plans and means of implementing polices for urban growth that can support TOD. 
Below, we examine the policy documents to understand how they relate to the concept of TOD. 

10.1 Data 

The data sources for this section are primary sources including policy and planning documents. Any secondary 

data sources (e.g., reports, papers) are included in the literature review. Although there is overlap between 

the primary data in this section and the secondary data in the lit review, we separated the two kinds of 

sources into the respective sections. 

While we were able to gather some of the documents using web searches, most were acquired through 

contacts with colleagues at government institutions in Ethiopia and Tanzania. While policy and planning 

documents are generally widely available on the internet in wealthy countries, this is not always the case in 

lower-income settings. This section includes 37 policy and planning documents. Local researchers in Ethiopia 

and Tanzania were able to gather documents from those two countries (national level) as well as from the 

cities of Addis Ababa, Dar es Salaam and Mwanza. We were unable to gather documents from Bahir Dar. This 

is because Bahir Dar does not generally produce its own policy and planning documents but rather follows 

national guidelines, as we confirmed with authorities in that city. A web search for documents from Bahir Dar 

did not yield English-language planning and policy documents. We did find some documents on the website 

for Amhara State (http://www.amharainfo.gov.et/), of which Bahir Dar is the capital and largest city, but the 

few available documents were in Amharic. However, since national policy is the default urban policy for Bahir 

Dar, the policies and plans outlined in the documents for Ethiopia included in this analysis apply to that city.  

The documents include master plans, manuals, guidelines, checklists, organisational charts, proclamations, 

acts, regulations, strategies, maps and tenders. They vary greatly in length, from two to 158 pages. Please see 

Appendix A: Policy and Planning Documents below for a list of documents included in this section. 

10.2 Document analysis 

After gathering the documents, we began the document analysis phase. Following Bowen (2009), the purpose 
of qualitative document analysis is to provide background and context, generate additional questions to be 
asked, provide a means for tracking changes and new developments, and triangulate the findings of other 
portions of this research (including the literature review and quantitative data) (119).  

This analysis employed the Ψlean codingΩ approach described by Creswell (p. 184) (120). In this process, we: 

1. Scanned the documents in their entirety, at least once and up to three times. 
2. Create shorthand labels for thematic categories. For example, Ψcreating TODΩ and Ψurban growthΩΦ We 

started with the categories identified before the research began (outlined in the project proposal) and 
expanded as necessary. 

3. We then identified relevant text in the documents with the labels developed above. Again, expand 
these labels as needed. This text may be sentence fragments, sentences or passages of the text. 

4. We organised the text identified above into a central spreadsheet. We then organised the themes 
identified above into clusters or ΨdomainsΩΦ  

5. Finally, we summarised the results in this document. 

Regarding the creation of codes, categories and domains (outlined in steps 2, 3 and 4 above), we began with 
topics that we had identified as central to TOD and had outlined in the project proposal. The original thematic 

http://www.amharainfo.gov.et/
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categories were: urban growth, creating TOD, transportation plans, institutional structures and improving 
informal settlements, with the last theme having sub-themes of land readjustment, urban land tenure, street 
layouts and building controls. While these themes provided a good starting point, we modified them as we 
became more familiar with the policy documents. As anticipated, we expanded and rearranged the codes 
according to the contents of the documents and the topics that were most relevant to our study. From the 
original five themes and four sub-themes, we finally settled on 21 themes, grouped into six domains. These 
are presented in Table 2 below. 

Table 2: Domains and themes of policy documents. 

Domain Theme 

Urban Growth Planning 

Urban growth strategy  

Urban development Plans  

Public participation 

Transportation Planning 

Integration of transportation and land use  

Public transportation (PT) 

NMT 

Regulatory Tools 

Land use/zoning  

Building controls  

Parking 

Regulations for street layouts  

Land Management Tools 

Land expropriation 

Land readjustment 

Land banking 

Affordable/Low-Income Housing 

Affordable housing provision  

Improving informal settlements 

Land tenure 

Creating TOD 

Goals for TOD  

Implementation strategy  

Institutions responsible for TOD 

Financing and land value capture  

Vulnerable Groups 
Women, elderly, children, disabled, ethnic 

and religious groups, the poor  

The domains and themes listed above are interconnected, and many overlap considerably. ΨUrban growth 
planningΩ explains ways that the cities dealt with urban growth in their policy documents. These encompassed 
strategies for urban growth, such as orientations for the physical urban form, including polycentric growth 
and growth along key corridors. The theme of plans for urban development described the structure of 
planning processes in the two countries and four sample cities as found in the policy documents, from 
national plans and municipal master plans to more localised plans. Finally, this domain included public 
participation, which is an approach to urban growth that brings the general population into urban planning 
processes and can impact the way growth happens.  
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Next, the domain of Ψtransportation planningΩ included instances where land use and transportation policies 
were planned together, as well as policies and plans that were specific to the modes of public transportation, 
walking and cycling.  

The domain of Ψregulatory toolsΩ includes tools that define where and how growth should take place on a 
more specific and smaller scale than the policies in the Ψurban growth planningΩ domain. This includes 
regulations for land use and zoning, buildings, parking and street layouts.  

ΨLand management toolsΩ refers to existing procedures that can be used to create urban fabric for TOD 
developments. These include expropriation, land readjustment and land banking. While these may be useful, 
they may or may not be necessary for creating TOD.  

ΨAffordable/low-income housingΩ included themes related to informal settlements but also providing housing 
for low-income residents that was not informal, such as government-provided housing. This also included land 
tenure, which is often an important topic for informal settlements.  

The domain Ψcreating TODΩ included all policies and planning documents that were directly or indirectly 
related to implementing TOD in the four sample cities. This included the overall goals for TOD expressed in 
the documents, the strategies for implementingτas well as the institutions responsible forτTOD and any 
specific mentions of financing or value capture related to TOD. 

Finally, Ψvulnerable groupsΩ was a cross-cutting domain that encompassed topics relevant to all of those 
mentioned above. Here we included results for the policy document related to all the vulnerable groups we 
encountered in the policy documents, namely: women, elderly, children, disabled, ethnic and religious 
groups and people in poverty. 

We describe what we found in the policy documents in these domains and themes in sections 10.3 to 10.9 
below. We then describe how these domains and topics align (or fail to align) with the creation of equitable 
TOD in Section Error! Reference source not found., which provides an analysis of the policy documents, and 
especially in Error! Reference source not found., where we analyse the policy documents with the results 
from the other quantitative and qualitative analyses we conducted for this report. 

10.3 Urban growth planning 

There are numerous ways to guide the construction of new buildings; changes to the population, businesses 
and institutions; and how land in a city is used. In this section, we examine overarching strategies for growth, 
specific plans for growth and public participation in growth planning.  

10.3.1 Urban growth strategy  

Urban growth strategies describe how governments approach urban growth, including problem identification, 
goal setting and growth-management mechanisms. The following section describes these aspects as they 
appear in policy documents for the target cities and countries.  

10.3.1.1 Ethiopia 

A manual for Local Development Plans (LDPs) (121) says these plans will be used to re-develop existing urban 
centres, introducing planning to previously unplanned areas and Ψrevitalising run down urban fabricsΩ (p. 6). 
LDPs are explained further in the ΨUrban Development PlansΩ section.  

The Street Design Standards for Urban Ethiopia (122) say that streets are fundamental to urban growth and 
development: Urban growth shall occur along the street network, as this is Ψthe backbone of urban 
development and integration of utilitiesΩ (p. 6). 

The proclamation regarding expropriation in Ethiopia (123) highlights the need to develop areas for housing 
and commerce in both existing urban and rural areas.  

The Urban Planning Proclamation (124) points out the Ψproliferation of unplanned urban centresΩ (p. 1) in 
Ethiopia and the need for need for planned growth. 
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10.3.1.2 Addis Ababa 

The Addis Ababa City Structure Plan Summary Report (125)Σ ǿƘƛŎƘ ǎŜǊǾŜǎ ŀǎ ǘƘŜ ŎƛǘȅΩǎ ƳŀǎǘŜǊ plan, points out 
ǘƘŜ ŜȄǘǊŜƳŜ ƎǊƻǿǘƘ ǘƘŀǘ ǘƘŜ Ŏƛǘȅ Ƙŀǎ ǊŜŎŜƴǘƭȅ ŜȄǇŜǊƛŜƴŎŜŘΦ Lƴ ǘƘŜ ƭŀǎǘ ǘǿƻ ŘŜŎŀŘŜǎΣ ǘƘŜ ŎƛǘȅΩǎ ǇƻǇǳƭŀǘƛƻƴ ƘŀŘ 
grown by 80%, ŀƴŘ ǘƘŜ ŎƛǘȅΩǎ ǇƻǇǳƭŀǘƛƻƴ ǿŀǎ ŜȄǇŜŎǘŜŘ ǘƻ ŎƻƴǘƛƴǳŜ ǘƻ ŘƻǳōƭŜ ŜǾŜǊȅ мр ȅŜŀǊǎΦ The plan 
proposes to organise the population growth through poly-centric urban development based on existing urban 
centres in Addis Ababa, coupled with density along transport corridors. The plan Ψgives emphasis to integrated 
development of the city and its immediate environmentΩ (p. 18).  

The plan also stresses mixed-use PT corridor development: ΨMass transit attracts/enables high-density 
development along corridors. In view of the scarcity of land in the capital, inner-city redevelopment could 
strategically focus on densification along these corridors. In addition, mass transport route development 
enables the government to re-structure the city in a polycentric mannerΩ (p. 39). The plan also emphasises 
housing and commercial corridors, calling for Ψcoordinating mixed-use housing development and 
redevelopment along mass transit lines and business corridorsΩ (39). 

The planning approach of combining polycentric development with PT corridors is echoed in the TOR for a 
TOD consultancy service in Addis Ababa (126). This document outlines urban growth strategies for the city, 
including polycentric development, redevelopment (mixed-use development in key areasτΨCity centres along 
mass transit lines and business corridorsΩ (p. 6), compact city development, mixed land use, PT, walking and 
cycling.  

10.3.1.3 Tanzania 

Several principal policies in Tanzania have broad goals related to reducing sprawl and creating conducive 
environments for compact city growth. Issues of sprawling urban growth have been addressed in the National 
Land Policy (127), which calls for measures controlling lateral expansion of towns where compact 
development will reduce the cost of installing, operating and repairing infrastructure and shorten travel 
distances. The National Human Settlements Development Policy (128) points out issues in how Tanzania has 
been developing in the past decades, emphasising failures of previous policies to address population growth 
and increase of unplanned settlements. It calls for optimal utilisation of land to enable proper provision of 
services. 

¢ŀƴȊŀƴƛŀΩǎ 2007 Urban Planning Act (129)τthe principal act setting fundamental principles for urban 
developmentτspecifies broad goals for sustainable development of land in urban areas and orderly growth 
through instructions for setting up general planning schemes to put a limit on municipal physical growth. The 
aim of addressing urban growth is reiterated in the 2007 Guidelines for Preparation of General Planning 
Schemes and Detailed Schemes for New Areas, Urban Renewal and Regularization Tools (130). The Guidelines 
stem from the two main policies: the Urban Planning Act (129) and the Human Settlements Development 
Policy (128), both published in 2007. 

10.3.1.4 Dar es Salaam 

The Dar es Salaam City Master Plan 2016ς2036 (131) proposes a decentralised approach to growth, putting 
attention on infill and densification in major sub-centres found at the junction of major roadsτa form of de 
facto TOD (p. 24) (132). This strategy aims to merge the concept of compact growth with the idea of satellite 
cities strategically spread out along major arterials and ring roads. The aim of this strategy is to promote infill 
and densification, especially in areas within the city boundary that have experienced ΨpatchyΩ growth and to 
introduce greenbelt to facilitate this approach.  

The Dar es Salaam Metropolitan Development Project (133) (approval pending) is a comprehensive urban 
development strategy for the city that promotes growth along the BRT corridor. While developed for the 
purpose of guiding development within the BRT Phase 1 corridor, the tool can be used to guide development 
planning along any mass rapid transit corridor. The main premise of the strategy is an incremental 
densification within the corridor over time, capitalising on public investment, especially in designated priority 
areas. 
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10.3.1.5 Mwanza 

The Mwanza City Master Plan (134) features a spatial growth strategy anchored around major urban growth 
corridors stretching in all directions. The main aspects of growth management specified in the concept plan 
include channelling growth along two main transport corridors, promoting infill and densification in existing 
areas, protecting naturally sensitive areas and upgrading/redevelopment of informal settlements (p. 115). All 
these growth-management tactics are generally in line with TOD goals. The proposed strategy promotes 
decentralised growth, calling for a specific framework for each of Mwanza's districts (ΨPlanning Unit AreasΩ). 
The plan calls for densification outside of the city centre to help manage a predicted tripling of the regional 
population by 2035, because all city functions are currently consolidated in the central district, necessitating 
long and inefficient trips. 

10.3.2 Urban development plans  

Urban development plans translate urban development policy into more specific actions in different 
geographic areas of a city. Below, we describe how urban development plans are discussed in the target 
countries and cities.  

10.3.2.1 Ethiopia 

The Urban Planning Proclamation (124) states the need to create to implement Ψsound and visionaryΩ (p. 1) 
urban plans in Ethiopia. It outlines different levels of plans: national, regional and urban. Urban plans include 
Ψcitywide structure plansΩ (p. 5) and Ψlocal development plansΩ (p. 5) (LDP). An LDP is a plan Ψdepicting medium-
term, phased and integrated urban upgrading, renewal and expansion activities with the view to facilitating 
the implementation of the structure plan by focusing on strategic areasΩ (p. 6). According to the LDP manual 
(121), these plans guide development at the neighbourhood/project scale. 

Figure 35 (below) illustrates the location of LDPs in the hierarchy of plans in Ethiopia. On the macro level are 
plans for the four regional states of Oromia, Amhara, SNNPR and Tigray. Next are the plans at the city-level 
(levels one and two), including the Long-Term Integrated Development Plan and the Urban Structure Plan, 
followed by sub city-level plans, including LDPs, on levels three and four. All of these plans feed into projects, 
which can include buildings and infrastructure projects in a specific urban area delineated in an LDP.  
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Figure 35: Hierarchy of plans in Ethiopian Local Development Plans. From The Local Development Plan Manual (121), 
p. 7. 

 

 

10.3.2.2 Tanzania 

The National Human Settlements Development Policy (128) highlights the statutory power of master plans 
and provides for legal responsibility to create, execute and approve general plans and detailed plans prior to 
development. Further responsibilities for facilitation, approvals and implementation are delineated in the 
Urban Planning Act (129). The Act calls for the creation of general planning schemes and detailed planning 
schemes for implementation under the jurisdiction of planning authorities (municipal councils). 

The Guidelines for Preparation of General Planning Schemes and Detailed Schemes for New Areas, Urban 
Renewal and Regularization (130) includes more detailed provisions for creating and executing land 
development schemes (plans). These guidelines are meant to be used by the town planners, developers and 
local planning authorities in the planning, development and approval process of development plans. The 
guidelines describe roles and responsibilities of stakeholders in carrying out the development schemes. The 
guidelines also cover the preparatory elements of schemes, including growth projections, mapping of spatial 
and demographic attributes, preparation of timelines and implementation steps, including financing, land 
acquisition, public involvement, monitoring and evaluation. 

10.3.2.3 Dar es Salaam 

The Dar es Salaam City Master Plan 20162036 (131) prominently describes a densification approach of 
driving development into new growth nodes called the Ψsatellite citiesΩ or Ψsub-centresΩ found at the 
intersection of major trunk roads and arterials. The plan refers to the centres as Ψtransit orientedΩ but does 
not specifically call the strategy TOD. (See ΨIntegration of Transportation and Land UseΩΦ) 

Guidelines prepared for the Corridor Development Project, including Volume 1 (parts A and B) and the 
Appendices (A, B, C) (133), include a proposed comprehensive strategy for TOD along the Phase I BRT 
network.  
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10.3.2.4 Mwanza 

The Mwanza City Master Plan (134) is a comprehensive document comprising an overall development 
strategy anchored around compact city development principles. The plan includes technical guidance 
documents, urban design guidelines, zoning plans and an implementation plan. It is a self-contained 
comprehensive resource that defines high-ƭŜǾŜƭ Ǝƻŀƭǎ ŦƻǊ aǿŀƴȊŀΩǎ ŘŜǾŜƭƻǇƳŜƴǘ ǎǳǇǇƻǊǘŜŘ ōȅ ŀ ŎƻƴŎŜǇǘ 
plan. The plan outlines implementation strategies that will bring forth the established goals. 

10.3.3 Public participation 

!ǎ ǳǊōŀƴ ƎǊƻǿǘƘ ŀƴŘ ǇƭŀƴƴƛƴƎ ŀŦŦŜŎǘ ǇŜƻǇƭŜΩǎ ƭƛǾŜǎ ŘƛǊŜŎǘƭȅΣ ǇǳōƭƛŎ ǇŀǊǘƛŎƛǇŀǘƛƻƴ ƛǎ ƻŦǘŜƴ ŀ ƪŜȅ ǇŀǊǘ ƻŦ ǘƘŜ 
planning process. The following sub-section describes information on public participation found in the policy 
documents in the target cities and countries. 

10.3.3.1 Ethiopia 

The Local Development Plan Manual (121) states that the Ψparticipatory planning approachΩ (p. 19) is an 
important principle of the LDP process. Public participation Ψenhances sense of ownership among key 
stakeholders and provides opportunities to capture the interest of the community at large. However, 
participation of stakeholders should go beyond formalities; rather it should provide stakeholders with 
opportunities to influence decisions in favour of their futureΩ (p. 21). 

Figure 36 (below) presents an example of stakeholders involved in an LDP. It includes the types of 
stakeholders, areas of participation, roles played, levels and modes of representation, and potential interests 
of the stakeholders. Key stakeholders include residents, business and neighbouring communities, and utility 
companies. These stakeholders are involved in different phases of planning, including Phase I (need 
assessment and visioning) and Phase VII (Implementation). 

Figure 36: Example of stakeholder identification and analysis in LPD planning process. From The Local Development 
Plan Manual (121), Annexes, p. II. 

 

The Urban Planning Proclamation (124) says that urban plans should Ψcreate a favourable condition for public 
and private stakeholders to fully participate in the processΩ of urban plan Ψinitiation, preparation and 
implementationΩ (p. 1) and ensure Ψthe satisfaction of the needs of society through public participation, 
transparency and accountabilityΩ (point 5-5, p. 4). 
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The Ethiopia Non-Motorised Transport Strategy 20202029 (135) mentions public participation as a part of 
the NMT Strategy and calls for an open data policy to facilitate sharing of information about projects related 
to walking and cycling. 

10.3.3.2 Addis Ababa 

A planning document for a project that sought to create TOD at LRT stations in Addis Ababa, the TOD 
Framework for Addis Ababa (136), mentions public participation as an important aspect of TOD planning. 
However, this document does not include specific steps for participation. Another document for this TOD 
master plan (137) mentions participation several times, including in the context of Ψresettlement on suitable 
landΩ (p. 36): ΨCommunity participation is essential in order to avoid negative impacts such as: destroying 
ǎƻŎƛŀƭ ƴŜǘǿƻǊƪǎΣ ōǊŜŀƪƛƴƎ ǳǇ ŎƻƳƳǳƴƛǘƛŜǎΣ ǊŜŘǳŎƛƴƎ ǇŜƻǇƭŜΩǎ ŜŀǊning capacities, increasing transport costs, 
ƛƴǘŜǊǊǳǇǘƛƴƎ ŎƘƛƭŘǊŜƴΩǎ ǎŎƘƻƻƭƛƴƎ and generally increasing povertyΩ. 

The TOD Framework document presents in-depth plans for four TOD projects along the LRT line and mentions 
participation for planning processes at some of these sites. Although participation was an important step in 
creating TOD, this was not included in the project for TOD along the LRT line: ΨPublic participation and 
community consultation was out of the scope of this project as defined by the inception report and project 
program. It is strongly recommended that individual projects and intervention areas are developed subject to 
public participation and community involvementΩ (137). 

The Addis Ababa City Structure Plan Summary Report (125) includes participation as a fundamental aspect of 
planning. Lack of participation has hampered urban development in Addis Ababa to date, and the plan 
emphasises the need to Ψcreate systems and forums for public participation in the decision-making process of 
ΨƪŜȅΩ ƛǎǎǳŜǎ and for stakeholder involvement in the planning and monitoring of development projectsΩ (pp. 
26 27). However, beyond broad calls for participation, the plan does not provide specific details on how this 
will be carried out. 

The TOR for the TOD consultancy in Addis Ababa (126) emphasises the need for inclusive planning through 
public participation in the creation of TOD plans for the city: ΨCommunity Participation and Collective Identity: 
to ensure inclusiveness, harmonious [development] and develop a sense of ownership by engaging users and 
ǎǘŀƪŜƘƻƭŘŜǊǎΩ ǇŜǊǎǇŜŎǘƛǾŜǎ ŀƴŘ ǇŀǊǘƛŎƛǇŀǘƛƻƴΦ ¢ƘŜ Ǉƭŀƴ ǎƘƻǳƭŘ ƛƴŎƭǳŘŜ ǘhe identity of neighbourhoods that 
ǊŜǎǇŜŎǘ ǘƘŜ ƭƻŎŀƭ ǊŜǎƛŘŜƴǘΩǎ ŎǳƭǘǳǊŀƭΣ ǎƻŎƛŀƭ ŀƴŘ ŜŎƻƴƻƳƛŎ ŀŎǘƛǾƛǘƛŜǎ ǘƘŀǘ Ƴŀȅ ƎŜƴŜǊŀǘŜ ŀ ǎŜƴǎŜ ƻŦ ōŜƭƻƴƎƛƴƎ ŀƴŘ 
ownership of the cityΨ (p. 8). 

10.3.3.3 Tanzania 

Several national-level policies mention the importance of public participation related to land development 
procedures and require adequate measures to enable it. The National Human Settlements Development 
Policy (128) recognises weaknesses in the current land development process where the local community is 
not aware of its role and use of land designated for public use. The Urban Planning Act (129) declares that a 
participatory process is required for land development schemes. In this process, the local authority, under the 
supervision of the ministry, passes a regulation for a given scheme and is then tasked with convening public 
hearings and making the announcements on the resolution and subsequent drafts of the scheme public. 

The guidelines for preparation of General Planning Schemes and Detailed Schemes for New Areas, Urban 
Renewal and Regularization (130) similarly stipulate that the Ψpreparatory authorityΩ (local planning authority 
or a municipal council) shall convene a meeting of all stakeholders in the area affected by the scheme to allow 
participation in the preparation of the scheme and to allow landholders to submit their proposals or 
objections to the schemes. The same policy also describes public participation in terms of contributions to the 
public good, where local residents are encouraged to contribute labour, materials and time in the process of 
implementing a scheme. 

10.3.3.4 Dar es Salaam 

The Dar es Salaam Master Plan 2016 2036 calls for strengthening public participation as a key part of the 
master plan (131) (p. 223). The Dar es Salaam Metropolitan Development ProjectτAppendix C 
Implementation Report (138) describes the need for inclusive processes that include local landowners for land 
assembly, land readjustment and transfer of development rights in the rapid transit corridor.  

https://www.zotero.org/google-docs/?broken=hW006c
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10.3.3.5 Mwanza 

The Mwanza City Master Plan Vol. 3: Urban Design Guidelines (139) states that the key component of master 
plan implementation is adequate participation from various stakeholders, such as decision-makers, private-
sector focus groups, community organisations and various public-interest groups. Stakeholder participation 
will be solicited through a series of workshops organised throughout the stages of the project as well as 
communication mediums to collect public feedback. At the culmination of the implementation of any project 
phase, there should be a public exhibition for a wider group of stakeholders.  

10.4 Transport planning 

The planning of the transport system is intimately linked to urban growth, driving both how and where 
growth occurs. The transport system is in turn affected by that growth. 

10.4.1 Integration of transport and land use  

The following section describes how public policy aims to address the linkage between land use and transport 
plans in the target countries and cities. 

10.4.1.1 Ethiopia 

We did not find any national policies for Ethiopia discussing the integration of transport and land use. 

10.4.1.2 Addis Ababa 

The Transport Policy for Addis Ababa (140) points out that the lack of integration between land-use and 
ǘǊŀƴǎǇƻǊǘ ǇƻƭƛŎƛŜǎ Ƙŀǎ ŎǊŜŀǘŜŘ ǇǊƻōƭŜƳǎ ŦƻǊ ǘƘŜ ŎƛǘȅΩǎ ǘǊŀƴǎǇƻǊǘ ǎȅǎǘŜƳΥ ΨThe expansion of residential land use 
development without considering the necessary transport infrastructure and services resulted in inefficiencies 
in the transport systemΩ (p. 18). That plan points out the need to harmonise land use and transport plans, as 
these are Ψinseparable components in any city developmentΩ (p. 19).  

The Addis Ababa City Structure Plan Summary Report (125) also confirms that one of the main drivers of the 
ŎƛǘȅΩǎ ǘǊŀƴǎǇƻǊǘ ǇǊƻōƭŜƳǎ ƛǎ ǘƘŜ lack of integration between land use and transport planning: ΨThe multi-
dimensional effect of lack of integration between urban land use and urban transport has given rise to 
unnecessary trips, congestion, costly fuel consumption, pollution and low productivityΩ (p. 67). This plan 
proposes to improve coordination of land use and transport services around the concept of TOD in urban 
centres. The Terms of Reference (TOR) for Transit-Oriented Development (TOD) Project (126) refers to that 
нлмт ǇƭŀƴΩǎ Ǝƻŀƭ ǘƻ ŎƻƻǊŘƛƴŀǘŜ ǘǊŀƴǎǇƻǊǘ and land use through the use of TOD. 

10.4.1.3 Tanzania 

The Urban Planning Act (129) is the primary document that makes an explicit intention to facilitate land use 
and transport integration in Tanzanian cities. It sets goals for sustainable development of land where 
development is serviced with roads and basic infrastructure. Similarly, the National Human Settlements 
Development Policy (128) aims at creating conducive environments for human settlements serviced by 
infrastructure and facilitated by employment opportunities and calls for frameworks to achieve such 
conditions. 

10.4.1.4 Dar es Salaam 

Land use and transport integration are the overarching focus of the Dar es Salaam Master Plan 20162036 
(131). The growth strategy utilises an idea of guiding growth not only to the main transport corridors but also 
to new nodes found at the junction of main arterials. This decentralised growth strategy aims at reducing 
pressures on the city centre and creating more infill in expansion areas that currently comprise a patchy mix 
of planned development, low-density informal development and open space.  

The map below (Figure 37) illustrates hierarchy of density centres comprised of new metropolitan centralities 
(new central areas of greater economic importance comparable to CBDs), new satellite centres and local 
centralities (neighbourhood centres that provide basic services within walking distance of the residents). 
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Figure 37: Dar es Salaam decentralised strategy based on nodal development. From the Dar es Salaam Master Plan 
2016 2036 (131), p. 138. 

 

The Dar es Salaam Metropolitan Development Project (133, 138, 141, 142) guidance documents are anchored 
on the principle that a way to capitalise on public investment is through increase in land-use efficiency along 
the BRT corridor.  

10.4.1.5 Mwanza 

The Mwanza City Master Plan (134) features a concept plan that allocates a 1 km-wide belt along the 
proposed BRT network for higher-density urban development, as shown on the following map of the concept 
(Figure 38). The higher-density zones correspond with hierarchy of nodes, including CBD, district centres (local 
activity nodes) and regional centres that will serve as specialised hubs to satisfy commercial needs. 
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Figure 38: Development concept in the Mwanza master plan, with high-density residential development zones along 
the proposed BRT network. From Mwanza City Master Plan (134), p. 176. 

 

 

10.4.2 Public transport (PT) 

Public transport is a core element of TOD, connecting the different neighbourhoods of the city. Below, we 
describe how PT is discussed in the policies of the target countries and cities.  

10.4.2.1 Ethiopia 

The Local Development Plan Manual (121) mentions PT as an aspect that should be included in LDPs, and it 
includes questions regarding the existence of PT in surveys for places developing LDPs. However, beyond 
these instances, the manual does not strongly emphasise PT. Although not specific to PT, the Urban Planning 
Proclamation (124) says that LDPs shall include the Ψorganization of transportation systemΩ (p. 6). The designs 
for several street sections in the Street Design Standards for Urban Ethiopia (122) include BRT and dedicated 
bus lanes. 

10.4.2.2 Addis Ababa 

The Transport Policy for Addis Ababa from 2011 emphasises LRT, BRT and trolleybus networks. A goal of the 

plan is to make PT more affordable to the public. The document mentions informal PT services only briefly, 

saying that minibus services should be replaced by expanding bus transport service. However, the document 

provides no further details on how this should be achieved. 

PT (LRT) is a central component in the three documents that outline the TOD strategy for the LRT network 
(136, 137, 143). Beyond the centrality of the LRT network in these plans, some of the LRT stations included in 
the plan are served by bus and minibus taxis, and these modes are contemplated in the redevelopment plans. 

¢ƘŜ ƳŀǇ ŦƻǊ !ŘŘƛǎ !ōŀōŀΩǎ ŦǳǘǳǊŜ ǘǊŀƴǎǇƻǊǘ ƴŜǘǿƻǊƪ (144) includes robust plans for PT. It shows LRT, BRT, 
MRT, national railway, existing railway, bus depots, stations and terminals. The same document also has 
street sections with exclusive lanes for BRT. 

The current master plan for Addis Ababa (125) includes LRT (34 km existing, to expand to 64 km), BRT (64 km 
total to be built) and an increase of public buses (to 1,600 in the first five years, then 2,400 after 10 years). 
¢ƘŜ ŎƛǘȅΩǎ informal PT services are mentioned only a few times in the document, with no mention of a 
modernisation process for informal PT services. 
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The plans for TOD requested in the TOR for TOD in Addis Ababa (145) will be based on the existing and 
planned LRT and BRT networks in the city. Feeder buses, including informal transport, are to be included in 
the plans. The document ascribes PT responsibilities to the Addis Ababa Transport Bureau and the Ethiopian 
Railway Corporation (145), including the responsibility to Ψmake transport studies regarding mass transport, 
car parking, terminals and traffic managementsΩ and Ψdevelop, operate and manage all the LRT service and 
national rail servicesΩ (p. 2), respectively. 

10.4.2.3 Tanzania 

Tanzanian national development policies do not specifically call for provision of public transport. However, 
the National Human Settlements Development Policy (128) and the Urban Planning Act (129) do discuss 
matters of sustainable land development and the need to address limitations of urban services. 

10.4.2.4 Dar es Salaam 

The Dar es Salaam City Master Plan 2016ς2036 (131) relies heavily on establishment of new ring roads within 
the city with the idea to promote public transport, cycling, pedestrian movement and parking along them.  

The Dar es Salaam Metropolitan Development Project guidance documents (133, 138, 141, 142) focus on 
interventions and strategies supportive of transport services and compact city development. The Corridor 
Development Project proposes to achieve Ψhigh density of public transport service, where over 80% of people 
have access to transit. This entails an integrated, subsidised system with high-capacity primary corridors, 
numerous urban secondary routes and a capillary feeder network with maximum outreach and ridershipΩ (p. 
38). The documents include comprehensive visual analysis of existing and proposed BRT systems showcasing 
the BRT network overlaid with spatial information such as population density, unplanned development and 
greenways. Informal transport systems are addressed through the strategy to limit car access to reduce air 
pollution, congestion (both from personal vehicles and informal transport) and safety hazards.  

10.4.2.5 Mwanza 

The Mwanza City Master Plan (146) recognises the need for affordable public transport, especially in the Inner 
City Planning zone. Volume 3 of the master plan includes strategies for interventions around proposed BRT 
terminals and along BRT corridors. Increasing population density along the BRT corridor is a prominent 
feature of the strategy for the city centre, and the plan includes deep analysis of land uses, land parcelling and 
planning approaches. The map below (Figure 39) shows the broad categories of land uses: medium-density 
residential, high-density residential and commercial uses, as well as main activity centres (parks and 
recreational nodes) and their overlap with the BRT system. Several other maps with more detail on land uses 
also suggest that activity-generating uses are strategically planned to support the transport system in existing 
developed areas and areas requiring infill. The master plan discusses informal transit, calling for consolidating 
the private operators as cooperative companies. 
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Figure 39: BRT system plan and broad categories of uses and interventions. From Mwanza City Master Plan (146), p. 
166. 

 

 

10.4.3 Walking and cycling 

The provision of a safe, complete and accessible pedestrian realm and bicycle network is a key component of 
TOD according to the TOD Standard (110). The following section describes how walking and cycling are 
addressed in policy documents in the target countries and cities. 

10.4.3.1 Ethiopia 

The Local Development Plan Manual (121) says that Ψpedestrian walkwaysΩ (p. 43) should be mapped and 
includes the options of walking and cycling as means of transport in the surveys. Further, Ψbicycle 
maintenanceΩ is a type of small business use mentioned in a sample LDP inventory (Annex XXV). 

The Street Design Standards for Urban Ethiopia (122) cover facilities for walking and cycling in great detail. 
Designs include standards and specifications for spacing and width for different types of pedestrian and cycle 
infrastructure, along with images. The manual also includes elements such as traffic calming. 

As the title of the document suggests, the Ethiopia Non-Motorised Transport Strategy 20202029 (135) covers 
walking and cycling in great detail. This document includes definitions of walking and cycling facilities; an 
overview of existing street design standards; roles of organisations involved in street planning, design and 
implementation; costs of walking and cycling facilities; and funding sources. 

10.4.3.2 Addis Ababa 

The Transport Policy for Addis Ababa emphasises the need to create infrastructure for walking and cycling. 

While cycling is included, walking is highlighted. The plan says the government should promote walking and 

cycling to Ψmake it favoured modeΩ (p. 26). 

The three documents that outline the TOD strategy for the LRT (136, 137, 143) emphasise walking facilities for 
the plans for the 11 proposed TOD zones, and cycling is mentioned in some of these. The plans for the four 
TOD sites that are developed in greater detail note the need to improve walking and cycling facilities. The 
Implementation Strategy document (143) emphasises the pedestrian-oriented aspect of TOD: Ψ9ssentially all 

https://www.zotero.org/google-docs/?broken=T6scQ9
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the facilities and services a resident would use on a daily basis within walking distance of the TOD station 
nodeΩ (p. 5). Further, the document defines TOD as Ψpedestrian-oriented high-density, mixed-use 
development, cantered around a mass transportation nodeΩ (p. 8). 

{ǘǊŜŜǘ ǎŜŎǘƛƻƴ ǘȅǇƻƭƻƎƛŜǎ ŘŜǇƛŎǘŜŘ ƻƴ ǘƘŜ ƳŀǇ ŦƻǊ !ŘŘƛǎ !ōŀōŀΩǎ ŦǳǘǳǊŜ ǘǊŀƴǎǇƻǊǘ ƴŜǘǿƻǊƪ (135, 144) include 
sidewalks and bike lanes. 

The Addis Ababa City Structure Plan Summary Report (125) emphasises walking as an important transport 
mode. The plan reports that walking accounted for 55% of modal share in 2011, and that travel demand 
projections estimated the share of walk trips to be around 45% in 2020. The plan places particular emphasis 
on creating a pedestrian-oriented, ΨgreenΩ environment in the city centre: ΨMoreover, creating a walkable core 
that ensures pedestrian comfort is a central theme in the MCC local development plan which will be 
addressed by increasing permeability with shorter blocks, providing pedestrian-only streets and leaving more 
than 50% of the street for non-motorised transport with green infrastructureΩ (p. 226). 

The Terms of Reference (TOR) for Transit-Oriented Development (TOD) Project (126) emphasises the 
catchment area for pedestrians for TOD: ΨTOD area within radius 700 metres from the transit station is the 
comfortable walking radius for pedestrians (walkable area) of about 10 minutes walkingΩ (p. 10). The TOR asks 
for detailed plans for four TODs, all of which have significant flows of pedestrian traffic. Although this 
document does not emphasise bicycles, cycle networks are part of the TOD evaluation. 

The document that describes the institutions responsible for the master plan of Addis Ababa (145) does not 
specify which institution(s) are responsible for walking and cycling.  

10.4.3.3 Tanzania 

The national-level policies do not specifically discuss walking and cycling conditions or network planning. 
However, the high-level goals regarding access to basic public infrastructure, including public rights of way, 
are articulated in the Tanzania Urban Planning (Planning Space Standards) Regulations (147). This regulation 
also highlights provision of road networks in informal settlements. Detailed guidance on walking and cycling 
strategy is addressed in development schemes for the two cities, as discussed below. 

10.4.3.4 Dar es Salaam 

Walking and cycling are specified as one of the strategies in Dar es Salaam City Master Plan 2016ς2036 (131) 
related to investments in a ring road network. Pedestrian improvements are also the key features of the 
satellite city approach, where each Ψcity centreΩ will be equipped with excellent walking infrastructure. 

The strategies developed for the BRT corridor articulated in the Metropolitan Development Project guidance 
documents (133, 138, 141, 142) highlight objectives to improve networks of walking and cycling paths to 
facilitate access to major public facilities and public transport. Pedestrian interventions are specified in the 
placemaking initiative for station catchment areas to ease pedestrian circulation, promote local businesses 
and create a sense of place.  

10.4.3.5 Mwanza 

The Urban Design Guidelines volume of the Mwanza City Master Plan (146) articulates walking and cycling 
improvements to enhance BRT corridors, improve overall city character and support three catalyst projects. 
Promoting cycling and energy-efficient public transport are articulated as the main objectives of the transport 
proposal. Some of the specific proposed design interventions include the creation of boulevards along the BRT 
transport corridor, tree-lined pedestrian sidewalks, pedestrian linkages, and more porous and active street 
frontage. Detailed walking and cycling plans for the special ΨUrban Design AreaΩ ƻŦ aǿŀƴȊŀΩǎ downtown and 
the waterfront are articulated in Volume 3: Urban Design Guidelines (139) of the master plan. The plan also 
delineates a walking and cycling strategy calling for open spaces and an increase in pedestrian network 
coverage (Figure 40, below). The Urban Design Control Plan (top map) combines urban design interventions 
ŦƻǊ aǿŀƴȊŀΩǎ ŎŜƴǘǊŀƭ ŀǊŜŀ ŦŜŀǘǳǊƛƴƎ ƎǊŜŜƴ ǎǇŀŎŜǎ ŀƭƻƴƎ ǘƘŜ ǿŀǘŜǊŦǊƻƴǘΣ ǇŜŘŜǎǘǊƛŀƴ ǇƭŀȊŀǎΣ ŦǊƻƴǘŀƎŜ 
treatments including arcaded edges and built to street edges, visually active and permeable frontages, 
pedestrian priority streets and key landmarks drawing attention to the area through better use of public 
space and placemaking. Note that the Mirongo River design features (curved line in the centre with 
pedestrian street and permeable frontage) aim to promote recreational and leisure activity in the area. The 



 

 68 

BASELINE REPORT: HVT CITY RETROFIT FOR ALL 
 

pedestrian movement analysis (bottom two maps) shows the current pedestrian circulation with relationship 
to activity-generating uses, as well as proposed pedestrian links that are currently missing. 

Figure 40: MwaƴȊŀΩǎ ¦Ǌōŀƴ 5ŜǎƛƎƴ !ǊŜŀ ǎƘƻǿƛƴƎ ŘƛŦŦŜǊŜƴǘ ǘȅǇŜǎ ƻŦ walking and cycling interventions. From Mwanza 
City Master Plan Vol. 3: Urban Design Guidelines (139), p. 55 (top), p. 37 (bottom). 

 

 

10.5 Regulatory tools 

Regulatory tools, such as land-use controls and building controls, are often used to implement urban 
development plans. Many of the tools described below are often aggregated as ΨzoningΩ controls, but we 
disaggregate them to clarify what they regulate. Below, we describe the different tools that are discussed in 
policy documents in the target countries and cities. 

10.5.1 Land-use controls 

Land use controls regulate what type of land uses (e.g., housing, manufacturing and retail) are permitted in 
each part of a city.  

10.5.1.1 Ethiopia 

In the Local Development Plan Manual (121), examining and altering land use is a central aspect of developing 
LDPs and is discussed throughout the document. For example, LPDs are to survey existing land use for the 
target areas and then create proposals for new land uses. This is supported by the Urban Planning 
Proclamation (124), which specifies that urban plans will include principle land class uses, including Ψhousing 
developmentΩ and Ψindustry zoneΩ (p. 5). 

The Street Design Standards for Urban Ethiopia (122) mention mixed land use as an important characteristic 
of TOD. 
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The Ethiopia Non-Motorised Transport Strategy 2020ς2029 (135) does not cover land use in detail but does 
mention using land use strategically to create TOD. 

10.5.1.2 Addis Ababa 

The three documents that outline the TOD strategy for the LRT network (136, 137, 143) go into considerable 
detail on existing and desired land use for each of the 11 stations that are to be planned as TOD. The TOD 
Addis Ababa Stage 4: TOD Concept and 3D (Master Plan) (137) shows that much of the city is mixed-use, with 
a large city centre and several secondary centres. There is a strong spine of Ψmanufacturing and storageΩ on a 
north south spine. Land use is an important element examined throughout this document: For example, it 
contains a table with land-use constraints for the four more detailed plans for TODs. 

Besides ΨLand-Use ConstraintsΩ (p. 129), this table (Table 3 below) also included Ψheights restrictionsΩΣ Ψcity-
wide contextΩΣ Ψavailable land for developmentΩΣ Ψheritage considerationsΩ and Ψexisting densityΩΦ ΨLand use 
constraintsΩ here means the ability to achieve a desirable mix of residential and commercial uses to achieve a 
vibrant TOD site within the existing land use conditions on the site. Of the four potential stations the 
document examined closely for TOD potential, Menelik II Square and Autobus Terra scored highest on ΨLand-
Use ConstraintsΩΣ while Leghar had the highest score overall. 

Table 3: Scoring of potential TODs at LRT stations. From TOD Addis Ababa Stage 4: TOD Concept and 3D (Master Plan) 
(137), p. 29. 

 

This document also points out that an optimal land use is needed to make TOD function well, as adequate 
densities are needed to support transit use: ΨThis type of mix is a key starting point to creating greater land-
use diversity, supported by residential and commercial densities, and thus furthering transit-oriented 
development. The combination of density and land-use diversity also bolsters the economic viability of transit 
by providing the multidirectional volume of people required in response to the capacity of the transport 
systemΩ (p. 44). Each of the four detailed plans for TODs examines land use and suggests improvements.  

The map of existing land use in Addis Ababa (148) includes a fairly broad range of land uses, including Ψcultural 
and social welfare,Ω Ψmixed residentialΩ and Ψurban agricultureΩ. The map of future land use in the city (149) 
shows allowed land use/zoning for 2017 to 2032. This map shows land uses that will facilitate future 
densification of existing centres and along transport corridors.  

The checklist for a building permit in Addis Ababa (150) includes land use for the project in question. The 
checklist calls for reviewing consistency of a proposed land use ǿƛǘƘ ǘƘŜ ŎƛǘȅΩǎ ƳŀǎǘŜǊ plan and the LDP for the 
respective area. 

The Addis Ababa City Structure Plan Summary Report (125) includes an entire section on land use. This 
section recogniseǎ ǘƘŀǘ ǿƘƛƭŜ ǘƘŜ ŎƛǘȅΩǎ ǇƻǇǳƭŀǘƛƻƴ ƛǎ ƎǊƻǿƛƴƎΣ ŀŘŘƛǘƛƻƴŀƭ ǎǇŀŎŜ ŦƻǊ ǊŜǎƛŘŜƴǘƛŀƭ ƭŀƴŘ ǳǎŜ ƛǎ 
almost exhausted. As such, the plan calls for densifying existing urban centres with mixed-use zoning and 
densification along transport corridors: ΨMass transit attracts/enables high-density development along 
corridors. In view of the scarcity of land in the capital, inner-city redevelopment could strategically focus on 
densification along these corridorsΩ (p. 39). It also points out: ΨWith the advent of a dedicated mass transport 
line, the concept of intensive use of land becomes clearer. High-density-development areas are selected by 
considering mass transport routes and city centresΩ (p. 40). The plan emphasises mixed-use zoning or ΨmixityΩ: 
Ψ¢ƘŜ ƛƴƘŜǊŜƴǘ ƛŘŜŀ ŜƳōŜŘŘŜŘ ǿƛǘƘƛƴ ǘƘŜ ŎƻƴŎŜǇǘ ƻŦ ΨƳƛȄŜŘ ǳǎŜΩ ƻǊ ƳƛȄƛǘȅ ƛǎ ǘƘŜ ŎǊŜŀǘƛƻƴ ƻŦ ŀ ǾƛōǊŀƴǘ 
environment (economically and socially)Ω (p. 46). 

https://www.zotero.org/google-docs/?broken=T6scQ9
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The Terms of Reference (TOR) for Transit-Oriented Development (TOD) Project (126) emphasises mixed land 
use. Plans created in response to these TORs will identify existing land uses for four focus areas and propose 
land uses to support TOD and economic activity in the target area and surrounding areas. 

In the document describing the institutions responsible for the master plan of Addis Ababa (126), 
organisations responsible for land use are the AACPDC and the 10 sub-cities.  

10.5.1.3 Tanzania 

In Tanzania, national-level policies set land-use standards and minimum standards for land development. 

The Urban Planning (Use Groups and Use Classes) Regulations (151) categorise land-use types into groups and 
use classes. The Urban Planning (zoning of land use) Regulations (2018) document regulates permissible uses 
of land for the different land-use categories. It also sets minimum planning standards for plot sizes and 
setbacks for different land-use categories, but without any distinction for transit-accessible or TOD areas. The 
national-level regulation is said to be too broad and generic, forcing municipalities to stall implementation of 
plans and sometimes to act against restrictive regulations, a form of malpractice described in the Mwanza City 
Master Plan (146). 

10.5.1.4 Dar es Salaam 

While regulation of land use is typically specified by the national government, the Dar es Salaam Master Plan 
2016 2036 (131) proposes land-use zones for the city centre, subject to approval of the ministry. The land-
use zones shown on the ΨLand-use policy proposed in the city centreΩ map (Figure 41) feature residential, 
mixed-use, commercial, institutional and transportation utility zones, as well as areas under detailed land-use 
plans. Each land-use zone and its respective numeric code (1, 2, 3) indicates transformation capacity 
(densification opportunity) for existing structures in each zone (typically 20% increase in density), maximum 
plot coverage, building alignments and parking requirements. The detailed planning areas are subject to town 
planning and space standards for detailed areas that delineate the permitted land uses, maximum plot 
coverage, building height, plot ratio, setbacks and parking requirements. Note that the detailed planning 
areas 6, 7, 8 and 9 south of the neighbourhood of Kariakoo currently fall within an area occupied by industrial 
and logistic uses also serviced by a BRT line. 

Figure 41: Zoning scheme for Dar es Salaam City Master Plan. Source: 5ŀǊ Ŝǎ {ŀƭŀŀƳ aŀǎǘŜǊ tƭŀƴ нлмс нлос (131).  

 

The development strategies proposed in the Dar es Salaam Metropolitan Development Project (133, 138, 141, 
142) include a call for setting minimum density targets (not maximums), as compared to the national 
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regulation that limits development densities and building heights. Since local plans must conform to national 
regulations, municipal officials do not have the tools to legally implement the higher densities they desire.  

10.5.1.5 Mwanza 

The Mwanza City Master Plan (134) outlines challenges to implementing regulations imposed by the National 
Government, which result in a confusion of institutional responsibilities, malpractice, lack of flexibility, failure 
to adapt to local context and diminished power of local governments to adopt their own land-use regulation. 

The broad land-use plan enclosed in the Volume 1 of Mwanza Master Plan (134) outlines proposed land uses 
to facilitate TOD along the main trunk roads and the proposed BRT corridor. The key land-use proposals 
include: expansion and densification of the city centre, introduction of two new growth centres along the BRT 
network, promotion of affordable housing throughout the city and redevelopment of informal settlements 
into medium-rise communities anchored by public transport service (p. 115). The proposed land-use plan 
(Figure 42) outlines the basic types, including low-, medium- and high-density residential uses, and their 
relationship to the proposed BRT lines and major trunk roads. 

Figure 42: Mwanza City Proposed Broad Land Use Plan 2035. From Mwanza City Master Plan (134), p. 115. 

 

This master plan also includes regulatory space provisions that are more elaborate than the national 
government standards. The space provisions of the master plan call for doubling density across the city to 
optimise land utilisation. According to the master plan, there is great potential to increase density 
requirements, as about 70% of the city centre has a floor area ratio (FAR) average of 2 or less. The proposed 
density of 3,750 people/km2 on average, 23,000 people/km2 in the city centre and 18,000 people/km2 in areas 
of the inner city are the suitable baseline densities. Volume 3 of the Master Plan promotes mixed use, as 
articulated in the strategy description of three catalyst projects. 

The Zoning Plan portion of aǿŀƴȊŀΩǎ master plan (146) includes provisions for zone types. A transit overlay 
specifies a zone along a BRT corridor of 500 metres for higher-density development to capitalise on the 
transport service. 
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10.5.2 Building controls 

Building controls regulate characteristics of buildings, including height, setbacks and plot area requirements. 
Many building controls may fall under the umbrella of zoning, but they also may fall under a separate set of 
regulations. 

10.5.2.1 Ethiopia 

The Local Development Plan Manual (121) outlines a range of building-related information to be collected 
while creating an LDP, including the BAR (built up ratio), FAR, building heights and setbacks. This is 
corroborated by the Urban Planning Proclamation (124), which states that LDPs shall include Ψbuilding height 
and densityΩ (p. 6). 

The Ethiopia Non-Motorised Transport Strategy 2020ς2029 (135) includes a brief review of building control 
regulations in the context of their impact on pedestrian spaces. This document recommends promoting 
building controls that activate street life, such as frontage with commercial uses and arcades. 

10.5.2.2 Addis Ababa 

The three documents that outline the TOD strategy for the LRT network (136, 137, 143) address building 
controls to some extent. The TOD Framework Addis Ababa (136) provides an overview of building heights in 
Addis Ababa and then goes into detail on building heights for the 11 TOD interventions. Some of these plans 
propose to keep building heights consistent with existing ones, while others recommend increasing heights. 
Some areas also emphasise strengthening Ψbuilding linesΩ to create consistent setbacks (p. 11) and a more 
visually unified and functional streetscape.  

The TOD Addis Ababa Stage 4: TOD Concept and 3D (Master Plan) (137) follows building height restrictions 
according to the Addis Ababa City Government Urban Planning & Information Institute. It includes definitions 
for BAR and FAR. Table 5 of this document (p. 29) includes building height restrictions in order to calculate 
optimum density for the four TODs that are examined in greater detail. Plans for the four TODs include an 
analysis of existing and recommended building heights. 

Although the TOD Addis Ababa Stage 6: Implementation Strategy (143) does not emphasise building controls, 
is does suggest that these be used strategically to promote TOD: ΨTypically, TODs function best in a higher-
density, pedestrian-oriented setting. Therefore, a special TOD District may allow increased building heights 
and FARs, reduced setback requirements and minimising parking ratios. This should be accomplished for all 
present and future TOD districts to ensure maximum development capacity and profitabilityΩ (p. 31). 

The checklist for a building permit in Addis Ababa (150) includes building controls to be checked for 
consistency with master plan and LDP. There are also sections for building heights and setbacks. 

The map for building heights in Addis Ababa (149) shows higher buildings allowed in the city centre, in sub-
centres throughout the city and along transport corridors. That maps also specifies setbacks for different 
kinds of roads, such as 3 metres for arterials and 1 metre for local streets. 

The Addis Ababa City Structure Plan Summary Report (125) proposes using building heights to increase 
density and create a more Ψharmonised skylineΩ (p. 156). Overall, building heights can be used to create a 
more efficient city: ΨThe aim of the building height regulation is to facilitate the implementation of the 
Structure Plan by enabling the efficient use of landΩ (p. 156). The plan includes a map with FARs and building 
heights by zones. The zones are numbered 1 to 4 and include historical and green zones. 

The Terms of Reference (TOR) for Transit-Oriented Development (TOD) Project (126) specifies that building 
heights, FARs and setbacks be included in design proposals for the four stations that will be the subject of 
detailed planning for TOD. 

The document that describes the institutions responsible for the master plan of Addis Ababa (145) says that 
the Addis Ababa Infrastructure Integration, Building Permit and Regulation Authority will Ψprovide plan 
agreement service, inspect building design and provide permission for building usesΩ (p. 2). 

https://www.zotero.org/google-docs/?broken=T6scQ9
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10.5.2.3 Tanzania 

National-level policies address building standards. The Tanzania Urban Planning (Planning Space Standards) 
Regulations (147) set minimum standards for building sizes based on population density, minimum and 
maximum plot ratio, and number of floors per land-use type. 

The National Human Settlements Development Policy (128) points to issues with existing building regulations, 
calling for flexible rather than prescriptive standards. 

The Urban Planning (Building) Regulations (152) set out approval mechanisms and controls to guide building 
development and certification in urban areas. The regulations also set out procedures to be followed when 
carrying out building alterations, prohibitions, standards and materials to be used for various elements of 
buildings.  

10.5.2.4 Dar es Salaam 

Local planning authorities implement national building regulations, issue building permits and exercise 
development control under their jurisdiction. The Dar es Salaam Master Plan 20162036 (132) proposes that 
a speŎƛŀƭ ǳƴƛǘ ōŜ ŎǊŜŀǘŜŘ ǿƛǘƘƛƴ 5ŀǊ Ŝǎ {ŀƭŀŀƳΩǎ planning authority to oversee infrastructure and service 
delivery in the informal settlements on a day-to-day basis. 

10.5.2.5 Mwanza 

The Mwanza City Master Plan (146) includes building controls for the size and shape of buildings, based on 
the type of zone they occupy. The controls require a Ψparking lotΩ and Ψpaved areaΩ between the building and 
the road. Only a few zones require specific provision for footpaths in the regulations, but nearly all zones 
require surface parking lots, typically fronting the road. The required parking areas limit the ability for people 
to walk in front of a building, appearing to force people to walk in the street. Frontage parking and/or surface 
parking lots are required in all residential and commercial land uses. These are provided by requiring buildings 
to occupy only a portion of the lot. Setbacks are required on all four sides for nearly all zones, even in the 
highest-density residential zones (see Figure 43). Mixed-use areas, primarily located in the city centre, create 
more pedestrian-friendly buildings, with parking required to be located behind buildings and covered 
footpaths required along the road, in place of parking (see Figure 44).  

Figure 43: Setback and parking requirements for high-rise residential zones in Mwanza. From Mwanza City Master 
Plan (134), p. 51. 
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Figure 44: Setback and parking requirements for mixed-use commercial zones in Mwanza. From Mwanza City Master 
Plan (134), p. 58. 

  

 

10.5.3 Parking 

Parking requirement are often part of land-use regulations, whether they require a minimum amount of 
parking or set a maximum amount of parking for different land uses. 

10.5.3.1 Ethiopia 

We did not find any national policies for Ethiopia discussing parking requirements. 

10.5.3.2 Addis Ababa 

The Terms of Reference (TOR) for Transit-Oriented Development (TOD) Project (126) specifies that the 
implementation strategy should reduce parking requirements: The plans for future TODs should Ψeliminate 
minimum off-street parking requirements and identify appropriate maximum parking levels for the study 
areasΩ (p. 24). 

10.5.3.3 Tanzania 

Parking requirements for different types of uses are defined in the Tanzania Urban Planning (Planning Space 
Standards) Regulations (147). The regulations call for minimum parking requirements, and there are no 
special considerations for transit-accessible zones or high-density areas. 

10.5.3.4 Dar es Salaam 

Parking requirements are part of the Land Use Policy proposed in the Dar es Salaam Master Plan 2016 2036 
(131). The policy, as mentioned in section 10.5.1.4, outlines provisions for the main land-use categories for 
the city centre. Each category features development provisions, including parking requirements. The parking 
requirements across all zones in the area call for: 1 parking lot per 100 m2 of office use, 1 parking lot per 200 
m2 of commercial use and 1 parking lot per one residential unit.  

While parking is lightly addressed in the Dar es Salaam Metropolitan Development Project documents (133, 
138, 141, 142), it is not fully examined from a TOD perspective. The guidance documents mention that the 
strategy should aim at limiting surface parking but do not include analysis of current provisions, supply and 
demand or the potential for re-allocation of parking spaces. 

10.5.3.5 Mwanza 

The Mwanza City Master Plan (146) includes a proposed zoning plan with parking requirements. These 
requirements, however, are less stringent than national land-use policies. The overall parking requirement is 
one car parking space per 200 m2 of development. However, mitigating issues in on-street parking is 
mentioned as part of the transport proposal, where on street parking issues are to be rectified by banning on-
street parking in certain areas or imposing higher parking fees and requiring minimum parking ratios for new 
development, including commercial markets and residential areas. Additionally, the recommendations of the 
transport proposal also include creation of multi-storey car parks near key locations. 
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10.5.4 Street layouts 

Dense street networks create short blocks that facilitate shorter walking trips, an important component for 
TOD. Below, we describe how street layouts are discussed in the policy documents for the target countries 
and cities. 

10.5.4.1 Ethiopia 

The Local Development Plan Manual (121) states that LDPs will collect information on, and propose new, 
street patterns, road designs and parking. They will include typologies and specific street designs.  

The Street Design Standards for Urban Ethiopia (122) present various examples of different kinds of street 
networks. Street sections and elements such as street furniture and traffic calming are also defined in detail, 
with tables including size specifications and visual examples. The manual also provides guidance for the 
creation of walking and cycling facilities on streets. It says that block sizes should be at most 100 metres to 
improve walkability. 

The Ethiopia Non-Motorised Transport Strategy 2020ς2029 (135) provides a brief review of existing street 
design standards. This document posits that the multitude of different existing street design manuals presents 
a major challenge for Ethiopian municipalities for delivering consistent street designs and that consolidated 
designs for walking and cycling facilities are needed. 

10.5.4.2 Addis Ababa 

The TOD Framework Addis Ababa (136) mentions that the Ψorganic street patternΩ of informal developments 
Ψmust be celebrated and enhancedΩ (p. 13). This document provides specific recommendations for street 
networks for all 11 proposed TOD interventions at LRT stations, such as improving the grid or creating a Ψhigh 
streetΩ. The TOD Addis Ababa Stage 4: TOD Concept and 3D (Master Plan) (137) describes existing street 
layouts (networks and street sections) for the four proposed sites for TOD interventions, along with ways to 
improve upon them. 

Road widths are included in the checklist for a building permit in Addis Ababa (150). This checklist ensures 
ŎƻƴǎƛǎǘŜƴŎȅ ƻŦ ǊƻŀŘ ǿƛŘǘƘǎ ǿƛǘƘ ǘƘŜ ŎƛǘȅΩǎ ƳŀǎǘŜǊ plan and LDPs. 

The map for future building heights in Addis Ababa (149) shows a range of street types and widths, e.g., 
arterial streets are >30 m wide, and collectors are 15 m to 20 mΦ ¢ƘŜ ƳŀǇ ŦƻǊ !ŘŘƛǎ !ōŀōŀΩǎ ŦǳǘǳǊŜ ǘǊŀƴǎǇƻǊǘ 
network (144) goes into further detail on street configurations and has images of sample street sections for 
different types and widths, with facilities for walking and cycling and BRT. 

The Addis Ababa City Structure Plan Summary Report (125) emphasises street section characteristics, with 
visuals of street section types. ¢ƘŜ ŘƻŎǳƳŜƴǘ ŀƭǎƻ ƻǳǘƭƛƴŜǎ ƎǊƻǿǘƘ ƻŦ ǘƘŜ ŎƛǘȅΩǎ ǊƻŀŘ ƴŜǘǿƻǊƪ όфл ǊƻŀŘǎΣ оол 
km total). The plan includes these guidelines for this growth to ensure adequate space for people walking and 
PT: ΨGive more attention to pedestrian-friendly designs; reserve appropriate lanes for mass transit lines; and 
plan local and collector roads to support vehicular and pedestrian mobilityΩ (p. 55). The same plan outlines an 
approach to street design that supports public life: ŀ ΨŎƻƳǇƭŜǘŜ ǎǘǊŜŜǘ ŀǇǇǊƻŀŎƘ ǿƘŜǊŜ Ψthe public domain, the 
street should not only be viewed as a carriage way but space where people interact, enjoy, rest, etc.Ω (p. 55). 
For city centre contexts, the Structure Plan calls for allocating 60% of the right-of-way to non-motorised 
transport. 

The Terms of Reference (TOR) for Transit-Oriented Development (TOD) Project (126) also requests street 
network design to improve connections for pedestrians, including to Ψcreate interconnected and hierarchical 
networks of streets and paths; short, direct and varied walking and cycling routes; small block size: to create 
permeable blocksΩ (p. 23). 

The document that describes the institutions responsible for the master plan of Addis Ababa (145) indicates 
that the street network falls under the jurisdiction of the AACPDC (ΨReview the street network from Addis 
Ababa City Road Authority specially on street right of way and detail designs issues and give permission to 
build streetsΩ) (p. 1) and the Addis Ababa City Road Authority (ΨDesign preparation and building follow-upΩ) (p. 
1).  
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10.5.4.3 Tanzania 

The Urban Planning Act (129) and Urban Planning (Planning Space Standards) Regulations (147) feature 
specifications for right of ways, the latter including provisions for roads within unplanned settlements. The 
roads in informal areas distinguish space for pedestrian space and carriageways. There is no discussion on 
road network coverage, but the aforementioned space standards do emphasise goals for connected road 
systems and access requirements to private premises. 

10.5.4.4 Dar es Salaam 

The Dar es Salaam City Master Plan (132) talks extensively about street networks, with relation to growth 
strategy, public transport coverage and goals for increasing access. The web of ring roads intersecting 
concentric road networks is meant to address ΨpatchyΩ growth and promote infill and future expansion of the 
city within the outlying ring road boundary. The denser network will also allow decentralisation of services to 
alleviate a busy city centre. This approach to steady planned expansion is meant to accommodate the 
demographic increase projected to reach 7.8 million inhabitants in the next 20 years (p. 138). 

The Dar es Salaam Metropolitan Development Project (133) specifies strategies for increasing connectivity 
and access to be achieved by increasing density of both arterials and collector roads and by widening of 
arterials for greater carrying capacity, including for public transport systems. 

10.5.4.5 Mwanza 

The Mwanza City Master Plan Vol. 4τZoning Report (146) points out that the current road networks pose 
obstacles to the implementation of mass rapid transit due to limits in carrying capacity and lack of parking 
enforcement. The master plan also requires that local access streets of a minimum 10 metres in width must 
be created in consultation with the community in the approval process for parcel development. 

10.6 Land-management tools 

Various land-management tools can be used to facilitate development, which can be a tool for TOD, but can 
also lead to displacement. 

10.6.1 Land expropriation 

Expropriation is the process of government acquiring land by force from private owners, typically with 
compensation. In the context of TOD, this is often done to facilitate the development of underutilised land in 
strategic locations. However, expropriation can cause displacement and go directly against the goals of 
equitable TOD. 

10.6.1.1 Ethiopia 

The proclamation regarding expropriation in Ethiopia (123) details the right of the federal government to 
expropriate land in order to develop urban and rural areas. This proclamation also has language for 
compensation, determining that landholders shall receive just compensation for any land expropriated. The 
proclamation applies to displacement of rural and urban landholders and businesses. This is also echoed in 
the subsequent Urban Planning Proclamation (124). 

10.6.1.2 Addis Ababa 

The TOD Addis Ababa Stage 4: TOD Concept and 3D (Master Plan) (137), which outlines TOD for LRT stations, 
makes reference to the above-mentioned proclamation regarding expropriation: ΨIn accordance with Article 
3(1) of proclamation No. 455/2005 the different levels of city administration have the power to expropriate 
urban/rural landholdings for public purpose upon payment in advance of compensationΩ (p. 15). 

The Addis Ababa City Structure Plan Summary Report (125) only mentions expropriation with respect to a 
proposed development in the sub-centre of Kality: ΨHence, expropriation and relocation are the main 
challenges faced in developing the centreΩ (p. 227). 
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10.6.1.3 Tanzania 

Issues in securing enough buildable land for development are mentioned in the National Human Settlements 
Development Policy (128). Related government functions are to ensure land is available for all income groups, 
lease land to private and public sector investors and promptly pay adequate and fair compensation.  

10.6.1.4 Dar es Salaam 

To address shattered development, low density and informality, the Dar es Salaam City Master Plan 2016
2036 (131) proposes more ΨdrasticΩ transformation steps to turn the disorderly areas into denser 
communities, create quality housing and establish adequate open spaces that are currently lacking. These 
steps include land acquisition, though aimed at fostering a Ψcollaborative mannerΩ in some cases associated 
with land tenure (p. 143). 

Land expropriation is listed as one of the necessary mechanisms to manage land and create investment 
opportunities specified in the Corridor Development Project (133, 138, 141, 142). This process, among others, 
has a statutory grounding where the land can be utilised for more efficient purposes. 

10.6.1.5 Mwanza 

The Mwanza City Master Plan (134) talks about land consolidation efforts in order to obtain about 650 
hectares of land to develop the catalytic projects. The typical acquisition process would not be feasible, and a 
land consolidation strategy is proposed with several mechanisms to develop such projects without actually 
acquiring the land. 

10.6.2 Land readjustment 

Unlike expropriation, land readjustment procedures shift the borders of land plots to create a more regular 
street grid and provide better plot access. Land readjustment can improve access in informal settlements 
where tenure and plot boundaries are unclear. 

10.6.2.1 Ethiopia 

Land readjustment is generally not discussed in the national policy documents examined for Ethiopia. 

10.6.2.2 Addis Ababa 

The Addis Ababa City Structure Plan Summary Report (103) mentions land readjustment (ΨPlot rearrangement 
and compulsory public space sharing,Ω p. 88) for informal settlements as a tool to organise urban growth and 
deliver services. The plan also says that land ǊŜŀŘƧǳǎǘƳŜƴǘ Ŏŀƴ ƘŜƭǇ ŀŎƘƛŜǾŜ ŘŜǎƛǊŀōƭŜ ŘŜƴǎƛǘȅ ƛƴ ǘƘŜ ŎƛǘȅΩǎ 
informal settlements: ΨLand readjustment/sharing: Informal settlements will be regularised during the 
planning period by adapting the principle of land sharing. As many of the informally developed areas are low 
rise and with low density, there is a merit in promoting densification in informal settlements that undergo 
regularisationΩ (p. 90). 

According to the document that describes the institutions responsible for the master plan of Addis Ababa 
(145), the organisations responsible for land readjustment (and other related activities) would be the Addis 
Ababa Land Development and Management Bureau (ΨLand preparation, transfer and monitoringΩ, p. 1) and 
the AACPDC (ΨSolve local land related issues that are reported at the ƳŀȅƻǊΩǎ officeΩ, p. 1). 

10.6.2.3 Tanzania 

The Guidelines for Preparation of General Planning Schemes and Detailed Schemes for New Areas, Urban 
Renewal and Regularization (130) stipulate provisions for land readjustment and changes in land tenure. The 
area undergoing a process of land readjustment must be covered by a regularisation scheme and undergo 
regularisation. The measures listed under the policy define the process of acquiring and preparing land for 
development, allocation of space for public uses and development of infrastructure.  

10.6.2.4 Dar es Salaam 

The Dar es Salaam Metropolitan Development ProjectτImplementation Report (138) describes in detail the 
process of land readjustment, sale of FAR in the transport corridor and utilisation of income from sale of 
development rights. The report argues that land readjustment is essential in enabling land value capture 
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mechanisms. The document states that for the process to be equitable, it must include local landowners and 
the prospective developers. 

10.6.2.5 Mwanza 

Land readjustment is generally not discussed in the documents examined for Mwanza. 

10.7 Affordable/low-income housing 

Since the implementation of TOD is often associated with an improved public realm and increased land 
values, it can result in higher housing costs and displacement. It is therefore important to understand 
provisions for affordability alongside TOD. This includes both policies towards subsidised or low-cost housing 
as well as informal settlements, both of which are sources of affordable housing. 

10.7.1 Subsidised-housing provision 

Subsidised housingτsometimes referred to as social housing, affordable housing or public housingτis 
housing that is made more affordable through government subsidy. These subsidies can come in a variety of 
forms, including direct rental payments, government construction of housing, tax reductions for housing 
builder or the loosening of government regulations in exchange for the construction of lower-cost units.  

10.7.1.1 Ethiopia 

Subsidised housing is generally not discussed in the national policy documents examined for Ethiopia. 

10.7.1.2 Addis Ababa 

The Addis Ababa City Structure Plan Summary Report (125) points out the challenge of maintaining a diverse 
range of incomes (ΨmixityΩ) in newer housing projects: ΨThe process of keeping the social mix of dwellers in 
residential settlements όǇƻǇǳƭŀǊƭȅ ƪƴƻǿƴ ŀǎ ΨƳƛȄƛǘȅΩύΣ ǿƘƛŎƘ ƘŀŘ ŀƭǎƻ ōŜŜƴ ŀƴ ƛƳǇƻǊǘŀƴǘ ŀǎǇŜŎǘ ƻŦ ǘƘŜ Řǳŀƭƛǘȅ 
of Addis Ababa, is disappearing especially in new settlementsΩ (p. 11). This plan highlights the need for quality 
affordable housing and ensuring liveability: ΨOne of the immediate challenges is how to provide affordable 
and adequate housing within a liveable environmentΩ (p. 85). 

The plan outlines the percentages of housing needed for different income groups. According to the plan, 35% 
of new housing should be earmarked for low-income groups, 50% for middle-income groups and 15% for 
high-income groups. The document specifies that Ψsocial housingΩ (p. 90) will be built for homeless people. The 
plan also includes general guidelines for an urban form of this housing, such as Ψcompact and green 
developmentΩ, Ψlinear redevelopmentΩ along BRT lines and Ψinner-city renewalΩ (p. 89). However, specific 
details about how to construct this housing and the responsible institutions are not included in the plan. The 
plan does, however, state that there are quite ambitious plans for housing in the city, with Ψthe governmentΩ 
(p. 94) planning to build one million houses in five years. 

Over the first five-year period of plan, 56% of housing will be on brownfields. During the next five-year period, 
greenfield development will dominate. According to the plan, the city will be better positioned to provide 
housing in this second phase: ΨBy then, Addis Ababa will have sufficient revenue to provide services and 
infrastructure and promote housing and other related developmentsΩ (p. 94). 

Affordable housing is included in the Terms of Reference (TOR) for Transit-Oriented Development (TOD) 
Project (126). This document outlines a broad strategy for including affordable housing in TOD projects. It 
orients potential contractors to provide details about ways in which to incentivise affordable housing. For 
example, implementation strategies Ψshould include explicit incentives for the construction of affordable 
housing (e.g., bonus FAR awarded to projects that include units below 60 sq m/1bed room typology)Ω (p. 24). 

Affordable housing is mentioned, but not emphasised, in the three documents that outline the TOD strategy 
for the LRT network (136, 137, 143). The TOD Framework Addis Ababa (136) mentions the need for affordable 
housing in TOD development and says that Addis Ababa has established percentages for affordable housing in 
new developments; Ψa benchmark standard of sliding-scale condominium projects (40%/60%, 20%/80% and 
10%/90%)Ω (p. 92). Despite mentioning Ψmedium-incomeΩ housing once (p. 50), this document generally 
emphasises the upper end of the housing rangeτfor example, the international expatriate community at the 
Torhayloch station. 

https://www.zotero.org/google-docs/?broken=T6scQ9
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The TOD Addis Ababa Stage 4: TOD Concept and 3D (Master Plan) includes descriptions of four options for 
improving housing conditions(137). These are Ψ1. On-Site Upgrading, 2. Sites and Services Schemes and 
Incremental Land Development, 3. Resettlement on Suitable Land and 4. Government-Led New Public 
HousingΩ (p. 36).  

The TOD Addis Ababa Stage 6: Implementation Strategy (143) states that preliminary market analysis of each 
of the 11 TODs at LRT stations should include Ψlow-, middle- and high-end housingΩ and Ψgovernment-backed 
housingΩ (p. 31). However, in general this document emphasises housing for middle- and high-income 
residents. 

10.7.1.3 Tanzania 

Provision of affordable housing is generally not discussed in the national-level policies and there are no 
general specifications for affordable-housing provision in the space standard regulations. 

10.7.1.4 Dar es Salaam 

The Dar es Salaam City Master Plan 20162036 (131) begins its discussion on affordable housing by pointing 
to the key challenge of the absence of national programs for affordable housing. Other challenges stem from 
lack of available buildable and serviced land and the lack of access to housing finance. The master plan points 
to opportunities coming from the support of the national government for settlement upgradation as a key 
way to foster affordable housing. The plan discourages the demolition of informal communities, as this would 
increase the demand for low-income housing.  

Provision of affordable housing is mentioned as one of the intended outcomes in the proposed approaches of 
the Dar es Salaam Metropolitan Development Project (133). The document calls for generating funding for 
affordable housing through land value capture. 

10.7.1.5 Mwanza 

The Mwanza City Master Plan (134) acknowledges the high demand for affordable housing, and one of the 
objectives for housing development in Mwanza is incentivising the private sector to provide affordable 
housing units. The plan links affordable-housing development with the proposed medium-density housing 
development, shown on the map below (Figure 45) in lighter shade of orange in the example of the build-out 
scenario for 2035 in the Eastern Fringe Zone. Public investment and land banking are proposed as the primary 
methods to enable land consolidation to achieve a desirable plot ratio for affordable-housing development. 

Figure 45Υ aǿŀƴȊŀΩǎ ŀǇǇǊƻŀŎƘ ǘƻ ǘŀǊƎŜǘƛƴƎ ŀŦŦƻǊŘŀōƭŜ ƘƻǳǎƛƴƎ ƛƴ ǘƘŜ medium-density development areas. From 
Mwanza City Master Plan Vol. 2 (134), p. 67. 

 
































































































