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Overview

To improve the growing traffic problems in Dhaka, the Asian Development Bank (ADB) is
currently supporting the development of a Bus Rapid Transit (BRT) corridor that will run between
the airport and Gazipur. It is anticipated that the BRT will carry up to 100,000 passengers daily along
the 20-kilometre corridor. However, since a large proportion of trips in Dhaka are currently made by
foot, the needs of pedestrians must be addressed if the BRT is to create a positive and efficient
public transit experience. Walking is, in fact, a basic form of mobility in Dhaka and is an important
component of almost every journey taken. When the BRT is fully operational, passengers will need to
walk to and from the stations safely and comfortably.

To ensure that the BRT corridor not only improves traffic problems in Dhaka but also addresses
the needs of pedestrians, this report presents a BRT Walkability Strategy which provides policy and
infrastructure recommendations aimed at creating an environment in which walking is appealing,
safe, and convenient. The BRT Walkability Strategy can be used as a model for other neighbourhoods
in Dhaka, as well as for other cities throughout Bangladesh, to assist decision-makers as they strive
to create safer and more convenient pedestrian-friendly transportation options.

The BRT Walkability Strategy builds on the results of primary and desk-top research, as well as
extensive discussions with both policy-makers and citizens. An observation and perception study
was designed to generate a clearer picture of the actual and perceived problems faced by
pedestrians in Dhaka and to identify and document the specific challenges that they confront. In May
and June 2011, direct personal observations of pedestrian environments were conducted in Uttara,
Gazipur, and Tongi — areas located directly along the proposed BRT Line. Observations were also
made in Mirpur and Old Dhaka, as these areas would be served by a proposed World Bank-funded
BRT line which will ultimately be connected to the airport/Gazipur corridor. A total of 1,055 road
segments were observed and photographed. The study revealed that footpaths were often non-
existent or in very poor condition, while crossing streets is both difficult and dangerous.

The observational study was complemented by a
perception study of a random sample of 1,850 people
and two focus group discussions. The perception survey
was conducted among residents of and visitors to
various locations in Uttara, Tongi, Gazipur, Mirpur, and
Old Dhaka who were asked about how they felt about
current street and walking conditions. In addition to
complementing the observations made by the research
team, these interviews were important to gauge
people’s perception of their walking experiences. The
focus groups, held with mothers of school aged-
children and female garment workers, explored some
of the perceived problems in more depth, particularly
related to safety when walking. The surveys and the
discussions highlighted that walking in Dhaka is often neither safe nor convenient. A corresponding
survey of 64 hawkers focused on identifying facilities and supports which could improve the
pedestrian environment; it also highlighted the mostly unrecognized contribution that hawkers
make to Dhaka’s economic vitality and safety.

Figure 1: In Dhaka, pedestrians must compete
with cars for mobility space

An analysis of transport policy documents was also carried out. The purpose of this review was
to identify sections in the existing plans that addressed pedestrians, to determine who is responsible
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for which aspects of the pedestrian environment, to flag potential institutional and coordination
barriers to pedestrian safety, and to acknowledge key stakeholders who must be involved in
improving the pedestrian environment. Further information was collected during a series of
workshops and information sessions held with local-policy makers and stakeholders. While thirteen
agencies within five Ministries have responsibilities which impact on the pedestrian environment in
Dhaka, no single body exists to look after the situation of pedestrians. There is also little
coordination between those responsible for urban planning and those responsible for transport
planning. Although many existing policy documents make reference to the importance of
pedestrians, few have put suggestions into action. The situation is serious: by 2008-09, pedestrians
accounted for 86% of road fatalities.

Many policy-related recommendations emerged from the research, including the need to create
a Non-Motorized Transportation Cell (NMT Cell), evaluate pedestrian impacts of road projects, train
staff on pedestrian issues, build and maintain footpaths, create safe, at-grade pedestrian crossings,
establish parking controls and charges, develop a maintenance schedule for footpaths, develop a
Hawker support and management policy, develop a Pedestrian Charter of Rights, and organize driver
education campaigns.

The BRT Walkability Strategy reflects the results of the research and provides plans for possible
pilot projects in Uttara and Gazipur which could illustrate the types of improvements that could
realistically be made in Dhaka. These pilot projects address two road segments that connect to the
BRT and redesign them to be supportive of all mobility modes to create a safe, clean, and
comfortable pedestrian experience. The Strategy also highlights broad policies and actions, based on
existing best-practices, which need to be taken to create more pedestrian-friendly cities generally.

An improved environment for pedestrians would also result in improved traffic flow and would
help create a more congenial living environment. Current challenges to the creation of a pedestrian-
friendly environment include a weak policy framework, an unsupportive infrastructure, and a
transportation environment that is more focused on cars than on people. There is, however,
tremendous opportunity for Dhaka’s residents to demand improved pedestrian conditions and for
the city’s decision-makers to show real
leadership and make investments in
pedestrian-friendly environments. This
leadership is already being shown in some
areas, as evidenced by the support given to
the proposed pilot projects.

Pedestrians are of vital importance to a
city and yet face many obstacles to their safe,
easy and convenient movement. Those
problems cannot be adequately addressed
without first giving pedestrians priority within
urban and transport planning. The BRT
Walkability Strategy provides the framework
within which a pedestrian-friendly city that Figure 2: Walkable communities are livable communities
values walking can be created.

This report is a summary of the original report. For more information, please contact the ADB
(jshah@adb.org), WBB (info@wbbtrust.org) or HealthBridge (debra@healthbridge.ca).
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1 The Importance of a Walkability Strategy

The BRT Walkability Strategy envisions a city with a culture of walking. It envisions a city in which
streets, parks, public spaces, and neighbourhoods are accessible, secure, vibrant, and enjoyable so
that people choose to walk more often. Walking does not harm the physical environment, it is free, it
requires little infrastructure, it can save time, and it requires no fuel. But what makes a Walkability
Strategy necessary?

As Dhaka’s commercial streets depend on high levels of foot traffic, designing communities that
facilitate walking will benefit local businesses. In addition, creating a walkable community along the
BRT corridor will contribute to the success of public transit, as most transit trips begin and end with
walking. Finally, supporting and building pedestrian-friendly environments will encourage people to
choose walking as a regular mode of travel, creating lively streets and making the city more livable.
In other words, walkable communities are livable communities.

The transportation sector creates environmental
problems when it prioritises moving private
automobiles rather than people. Space allocated to
moving and parking cars and motorbikes means less
space for housing, parks, schools, and playgrounds.
Negative environmental impacts can be lessened by
reducing vehicle kilometres travelled, encouraging
active transportation, building communities that
reduce the distances people must travel. Walking and
cycling do not emit air pollutants, require significantly
- less space, and generate little if any noise. Walking
Figure 3: Shared road space makes a community and cycling are environmentally-friendly modes of
more walkable, cleaner, and healthier transport.

Low physical activity levels contribute to obesity, heart disease, diabetes, and other chronic
health problems. One of the easiest ways to be active is through purposive physical activity: trips
made on foot could reduce the risk of diseases and their high social and economic costs. However,
walking safely requires a safe walking space. In Bangladesh, pedestrians are the main victims of road
accidents. In 2006, the Bangladesh Health and Injury Survey estimated there were approximately
13,200 reported road traffic deaths in the country and 403,000 injuries; 54% of the dead were
pedestrians.’ In Dhaka, the proportion of road deaths that are pedestrians is even higher, at 86%.
Almost half of pedestrian-related accidents occur while people are waiting for a bus or walking along
the roadway. A walkable community is more than a place where people walk; it is an environment in
which people walk often, securely, and conveniently. Walkable communities are therefore safer and
healthier communities.

Transport and urban planning in Dhaka and surrounding areas is the responsibility of many
separate departments, agencies, and international organizations whose work is not coordinated. No
single body exists to oversee pedestrian issues. By engaging all of these organizations, the BRT
Walkability Strategy could encourage and facilitate coordination.

! World Health Organization, Global Status Report on Road Safety: Time for Action. Geneva: World Health Organization,
2009, p. 9. http://www.un.org/ar/roadsafety/pdf/roadsafetyreport.pdf
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2 The Current Transport Situation in Dhaka

2.1 Walking in Dhaka

The vast majority of trips in Dhaka are done by
foot, rickshaw, or public bus. Within the Dhaka City
Corporation (DCC) area, 38.7% of primary trips are
made by rickshaw, 28.5% by public bus, and 19% by
foot. In the greater Dhaka Metropolitan Area (DMA)
excluding the DCC itself, walking is the main form of
transport, accounting for 37.2% of trips, followed by
rickshaws (28.5%) and public bus (24.4%). In both
areas, the percentage of trips taken by private car is
very low: 5.2% in DCC and 3.8% in DMA.?

These numbers are not currently reflected in : 5t
Dhaka’s transportation planning and budget Figure4: Most tr'ps'n the DMA are by foot
allocation. This study’s research results highlight the
importance of considering the most common forms of transport when determining how to allocate
funds and what infrastructure should be prioritized.

To gain a better understanding of the problems faced by pedestrians in Dhaka and to identify
and document the specific challenges that they confront on a regular basis, we conducted a multi-
pronged observation and perception study using a variety of methods.

Overview Map wour [
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Figure 5: Overview map of study area

Using an observation analysis tool developed specifically for this study, the project team
analysed 1,055 road segments (the section of road between two intersections) in Uttara, Tongi,
Gazipur, Mirpur, and Old Dhaka. A team of twelve urban planning students completed one
Observation Survey Form per segment after walking each segment several times. Still photography
was also taken to document what the students had observed.

These personal observations were supplemented by perception intercept surveys conducted
with a random sample of 1,850 residents of and visitors to the same five study areas; these
perception surveys collected information about how people in the street felt about the street
conditions which they experienced every day.

2 Data taken from Dhaka Transport Coordination Board (DTCB), Ministry of Communications (MOC), Government
of the People’s Republic of Bangladesh, Preparatory Survey Report on Dhaka Urban Transport Network
Development Study (DHUTS) in Bangladesh Final Report (Appendix Volume). JICA, March 2010.
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For a more in-depth understanding of the issues, the research team hosted two focus groups

discussions (FGDs), one with mothers of school-aged children and one with female garment factory

B workers. The project team also conducted a series of

surveys with hawkers to identify ways to improve the

pedestrian environment. The following categories were
then used to analyse the research results:

™ Land use diversity

™  Footpath availability and quality

M safety

M Facilities for the disabled & pedestrian amenities
™ Community life (including hawkers)

Figure 6: Focus group, Uttara
2.1.1 Land Use Diversity

Three-quarters of the observed roads had either a low- or medium-volume of motorized traffic,
which was reflective of the fact that eighty-four percent of the analysed segments were completely
or primarily single use — mostly residences. Almost no segments contained parks or playgrounds. This
lack of mixed-use was identified as a problem by some perception survey respondents. Thirty-eight
percent said that a desired destination was “too far” to reach by foot conveniently or safely.

2.1.2 Footpath Availability

A major factor in pedestrian deaths is the lack of good quality footpaths, as people are forced to
walk on the road. A previous DevCon (2009) report notes that there are only about 400 kilometres of
footpaths within the DCC area, compared to a road network of 1,293 km. Ideally, footpaths should
exist on both sides of a street; this suggests that Dhaka should have almost 2,600 km of footpaths.
However, only 37% of observed roads had footpaths on both sides, and almost half had none at all.

Pourashova

Uttara Tongi Gazipur Chowr asta Garipur
1 - .I ] n-f

It 1."

'. 3 ﬁ Overview Map ‘“’"D i

Footpath availability Survey area 3
mﬂ_‘ B Ma footpath
i ‘ i One side of the strest - —

| Bath sides of the street S
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Figure 7: Map: Footpath Availability
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2.1.3 Footpath Quality

Most of the observed footpaths were constructed of dirt and
sand, materials which are inappropriate in a city setting as they
become virtually unusable during wet weather. Almost three-
quarters of the footpaths constructed of better materials were
still of poor quality and likely to cause pedestrian injury. Only 18%
of the observed footpaths were given a “good rating.”

Surveyed pedestrians complained that the absence or poor
quality of footpaths meant that they could not walk to their
desired destinations. During focus groups, 62% of garment factory
workers and mothers indicated that they would like to see wider,
more level footpaths. The garment workers mentioned the often-
muddy pathways as a particular hardship when walking.

Figure 8: Poor quality footpath,
Mirpur

The literature review suggested that even when footpaths are
available, they are commonly obstructed, thereby reducing their
usefulness (DevCon 2009). Consequently, pedestrians are often forced to walk in the street instead
of on the footpaths, even in areas where footpaths are provided. This was corroborated by the
observation study, which found that only 15% of all footpaths were free of obstructions. In 65% of the
observed segments, the observer had to leave the footpath at least once because of obstructions.

Car exits/entries cut into footpaths are also a significant problem,
affecting more than half of all observed footpaths. The Capital
Development Authority (RAJUK) by-laws allow this type of
design to accommodate vehicles. In addition, cars/motorbikes
were observed parking on 39% of the footpaths. Thus, even
where space is designed for pedestrians, it is being used for cars.

A common concern expressed in much of the literature is that
vendors and shop-keepers block footpaths. The observation
results did not support this claim. Instead, we observed that
although goods from shops do block almost half of footpaths,

= “= vendors are much less of a problem, with only 22% of segments
Figure 9: Dirty, obstructed footpath  pJocked by them. Meanwhile, vendors and shop-keepers can play
the very important role of providing “eyes on the street”. A final significant obstruction on many
footpaths is construction rubbish; 40% of all footpath segments observed were almost completely
covered by construction rubbish, rendering them unwalkable.

2.1.4 Safety

Research conducted by Hoque et al. in 2008 found that the most dangerous places for
pedestrians were on roads and at the sides of roads — precisely where pedestrians are often forced
to walk due to absence, obstruction, or poor quality of footpaths. The most dangerous activities
were crossing the road (46%) and walking along the road edge (35%). Only 3% of fatalities occurred at
designated pedestrian crossings, suggesting that when pedestrian crossings — such as zebra
crossings and signalized pedestrian crossings — exist, they provide significant protection for the
pedestrian. Among perception survey respondents, 48% said that they feared crossing the street.

Despite the high level of pedestrian injuries and deaths, there were almost no crossing aids seen
in the observed segments; in only 1% of the observed roads did cars yield to pedestrians. During focus
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group discussions, it became clear that most people were unaware of the types of pedestrian
crossing aids available. Although some participants felt that the foot over-bridges increased safety,
women and the elderly in particular identified them as being a serious obstacle to their movement by
foot, particularly when they are unwell or tired, when they are wearing saris, when they have
children with them, and/or when they are carrying bags or boxes.

Observers noted aggressive drivers who were speeding or not giving pedestrians the right of
way on 51% of the roads. Fifty-eight percent of participants indicated that cars or motorbikes caused
them fear at least once a week, while 73% feared fast movmg buses Very few roads had trafflc
calming or controlling measures. Reducing and & it | '
slowing traffic was the number one priority of
those surveyed. Poor quality, unusable
footpaths increased the danger from vehicles.
While vehicles parked on the road may provide a
safe buffer between pedestrians and moving
traffic, only 4% of the observed roads had legal,
on-street parking. In most cases, vehicles were
illegally parked. The most commonly suggested e :
improvements involved reducing traffic speed, Figure 10: Unsafe roadway in Dhaka
making footpaths and road crossings safer, and increasing/improving street lighting.

Figure 11: Recommended improvements, perception survey

Safer crossings I—,— 332

More crossings 7 [ 42.3
Removing obstacles | 1 [ 53.2
e -
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a i | |
|
E Clean Footpaths | — f 58.2
E‘ Wider /level Footpaths 7' . * M 618
Enforcement | . T 46.7
Street Lighting _‘ Y l 44.2
Easy Access for Disabled | v 1 57.6
0 20 40 60 80 100
Percent

2.1.5 Facilities for the Disabled and Pedestrian Amenities

Virtually all of the roads observed during the study
were inhospitable for people with disabilities. Few had
curvilinear or curb cuts or were usable for a person in a
wheelchair. Fifty-eight percent of the perception survey
respondents desired better facilities for those living
with disabilities.

At the same time, very few amenities (such as seating,
trash cans, and public toilets) existed for pedestrians.
The most common service amenity was the presence of vendors, observed in only 20% of the

Figu're 12: Footpath with non-curvilinear curb cut
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segments. Trees are also a very important pedestrian amenity as they provide shade and can provide
a physical separation between pedestrians and traffic. Only 9% of streets surveyed had many
trees/dense tree cover, while 62% of streets had few or no trees.

2.1.6 Community Life (Including Hawkers)

Pedestrian-friendly environments encourage more people to walk as a regular mode of travel,
creating social, lively streets while reducing traffic congestion. Many pedestrians were observed in
most segments, where people stopped to talk to or to greet one another. However, in only 9% of
segments were children observed playing in the streets. No parks or playgrounds mean that the
streets provide children with their only opportunity for outdoor play.

Given that 90% of people indicated that they felt safer
with other people on the street, it is important to
maintain a hawker presence. While both mothers and
garment factory workers felt that hawkers blocking
the footpath were a problem, women also identified
the key benefits of having vendors on footpaths: they
act as “eyes on the street”, making women feel safe.
Their presence not only increased the convenience of
Figure 13: Vendors providing eyes on the street", Duying goods, which in turn reduced women’s travel
Gazipur time and distance; hawkers also contribute

significantly to the local economy. An economic
analysis of hawkers showed that, on average, hawkers earned on average 250 taka per day (7,500
per month) after expenses; in contrast, many security guards earn just 3,000 to 3,500 taka per
month. Almost all of the perception survey respondents said that they would like to see some type
of hawker management system implemented. For example, hawkers could be recruited to maintain
cleanliness along their segment of the footpath.

2.2 Policy Context

Several studies have examined the issues faced by Dhaka’s pedestrians and have made
suggestions to mitigate these challenges. These issues and potential solutions, however, have yet to
be addressed to any great extent in Dhaka’s official transport plans and policies. A review of various
transport and urban plans® made it clear that while policy makers acknowledge that more than 70%
of the daily trips taken in Dhaka include walking and that current pedestrian conditions are very
poor, virtually all funding is allocated to moving motorized vehicles. Little attention is given in the
plans to pedestrians or pedestrian issues. For instance, of 40 working papers listed in the 1994 Dhaka
Integrated Transport Study, none specifically addresses pedestrians. The policy documents typically
treat walking as transport for the poor. While some reports recognize the need for a pedestrian-first
policy and include suggestions for policies to prioritize pedestrians over motorized vehicles, to
provide street-level crossings, and to slow vehicular traffic, the focus remains on moving automobile
traffic. Unfortunately, when pedestrian issues are addressed, it is typically not based on research but
rather on perceptions of the pedestrian environment. For example, despite the fact that they
actually represent a barrier to convenient pedestrian movement, the main pedestrian infrastructure
recommended and planned is foot over-bridges and underpasses. Significant work needs to be done
to embed pedestrian-supportive initiatives into the legal and policy frameworks.

¥ Such as the Dhaka Metropolitan Development Plan, Dhaka Integrated Transport Study, Dhaka Urban Transport
Plan, Strategic Transport Plan, Detailed Area Plan, and the Clean Air and Sustainable Environment Project.
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3 Improving Walkability in Dhaka

Improving the environment for pedestrians would, in addition to being a precondition for making
the BRT feasible, generate a broader positive change. It would help people to reach their
destinations safely, affordably, and conveniently. It would also improve traffic flow and create a
more congenial community. As such, improving the pedestrian environment would be one of the
most popular measures that a politician could take. The many challenges to be addressed are
accompanied by exciting opportunities.

Current challenges to the creation of a
pedestrian-friendly environment include a
weak policy framework, an unsupportive
infrastructure, and a transportation
environment more focused on cars than on
people. However, there is significant reason
to be hopeful given high modal share by
walking; 88% of respondents indicated that
they would be walking for at least part of
their trip. Figure 14: Dangerous crossing in Dhaka

Given that most people currently walk, there is a tremendous opportunity for the city’s decision-
makers to show real leadership and make investments in pedestrian-friendly environments. This
would mitigate some of the serious problems that occur in cities that focus almost exclusively on the
private motorized vehicle, such as congestion, pollution, and poor health.

Meetings with more than 150 policymakers and other stakeholders suggest that decision-makers
are prepared to show leadership to improve pedestrian conditions. Stakeholders spoke of the need
to improving conditions for walking, both for health and for convenient, relatively rapid transport.
Support was garnered to move forward with planning two pilot sites to demonstrate possible
pedestrian improvements. Stakeholders agreed that the pilot sites should be designed based on the
problems identified through surveys and interviews rather than through pre-existing assumptions
about the situation.

Several actions are recommended as part
of the BRT Walkability Strategy. No
single measure will be sufficient to
improve the condition of pedestrians in
Dhaka to the point where walking can
become a popular mode of transport that
reduces road congestion and ensures the
successful operation of mass transit.
Given the wide range of issues that must
Figure 15: Mixed land uses increase pedestrian opportunities be addressed, a broad and integrated

approach is needed. Furthermore, given
the limited scope of this study, it will be necessary to conduct further research, including on the
feasibility of the recommended options, before moving forward.

Dhaka’s BRT Walkability Strategy Page 9
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Table 1: BRT Walkability Strategy recommendations and responsibilities

Recommended Action

Government Level and
Agency Responsible

Comments/Recommendations

Create a Non-Motorized Transportation DMA - LRGD This cell should be responsible for overseeing implementation of the BRT

Cell (NMT Cell) Walkability Strategy, and should work with all staff involved in transportation
and urban planning to improve the pedestrian realm. The cell would be a
resource for all issues related to non-motorized travel.

Develop methods to evaluate pedestrian DMA - NMT Cell Develop and implement tools and methods for evaluating the potential impacts

impacts of any road construction project on pedestrians.

Develop staff training programs DMA - NMT Cell Train all staff involved in transportation and urban planning on innovative
practices for non-motorized travel, including walking.

Develop a Transportation Equity Analysis DMA - NMT Cell Ensure an equitable distribution of transport funds, noting that almost every trip

involves walking but very few trips involve automobiles. Tools should be
developed to help city staff equitably review and revise transportation budgets.

Develop fiscal policies related to road

National - Ministry of

Utilizing international experience, develop a series of fiscal policies to reduce

ground floor

pricing, vehicle taxes, etc. Finance incentives for owning and driving a private car; this could include congestion
charges, vehicle registration taxes, higher vehicle import taxes (but lower taxes
on bicycles), sales taxes, and/or annual vehicle registration fees.

Develop land Use policies — no parking on DMA - RAJUK Reverse the requirement that all new buildings provide car parking, thus freeing

up valuable urban space for retail and housing.

Develop policy prohibiting construction
rubbish

City - City Corporations

Develop policies to make car exit/entry cuts and construction waste disposal on
footpaths illegal, with violators subject to fines and other punishments.

Ensure playgrounds in all new
development

DMA - RAJUK

Enforce a policy requiring playgrounds in all new developments. Where no
playgrounds or community parks exist, local streets should be converted to
family-friendly areas to reduce traffic and improve liveability.

Build footpaths on all roads with high and
medium volume of motorized traffic

City - City Corporations/
Pourashava

Ensure well-built and properly maintained footpaths on both sides of all roads
with high and medium motorized traffic volumes. Priority should be given to
roads with no existing footpaths and a high volume of pedestrians.

Build safe pedestrian crossings

City - City Corporations/
Pourashava

Ensure safe at-grade pedestrian crossings along all roads with high and medium
motorized traffic volumes. At-grade crossings improve traffic flow by
rationalizing crossings and traffic. FOBs are not practical or safe.

Upgrade dirt and sand footpaths

City - City Corporations/
Pourashava

Upgrade all footpaths made of dirt or sand to concrete. Give priority to roads
with high volumes of pedestrian traffic.

Dhaka’s BRT Walkability Strategy
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Recommended Action

Government Level and

Agency Responsible

Comments/Recommendations

Develop a Family-friendly streets project

City - DTCB

Designate low-volume roads with high pedestrian traffic and no footpaths as
“family-friendly” roads. This would limit or prohibit vehicular traffic at certain
times of day and allow people to play in the streets (given lack of other
play/recreational areas in most neighbourhoods).

Establish Parking controls (space and
fines)

City - City Corporations/
Pourashava

Develop policies to regulate and enforce car parking in designated spaces. Issue
fines to anyone parked in a designated pedestrian or hawker space.

Parking charges

City - City Corporations/
Pourashava

Introduce parking charges on streets that do not currently have them. Increase
the cost of parking. Base fees on the amount of space use and time taken: in
areas of higher demand higher charges or smaller units of time are reasonable.

Develop a maintenance schedule for
footpaths

City - City Corporations/
Pourashava

Give local City Corporations clearly stated responsibility for building and
maintaining footpaths. Develop a footpath maintenance program, including
regular monitoring and adequate funding.

Develop a street furniture program

City - City Corporations/
Pourashava

Involve the private sector in footpath maintenance and street furniture
provision. The private sector could provide street furniture in return for
advertising space. If considered, the city should develop a set of clear street
furniture design guidelines to which the private sector must adhere to ensure an
attractive public realm.

Develop a Hawker support and

National - Ministry of

Research and develop a hawker policy to properly support and manage hawkers

management policy Labour and and other street vendors; this would allow them to do business and increase
Employment safety and attractiveness for pedestrians without impeding their movement.
Organize Car-free Days City - NGO Organize car-free days to celebrate walking. Such days are celebrated

internationally, reduce pollution, and are popular. Organize large public events
to inform and educate the public about the importance of pedestrian safety.

Organize a driver education campaign;
other programs

National - BRTA

Implement driver awareness campaigns. Train drivers about the importance of
respecting pedestrians and allowing them to cross streets safely. Designate low-
speed zones and/or pedestrian-only zones.

Develop a Pedestrian Charter of Rights

DMA - LGRD

Adopt a Pedestrian Charter of Rights. Use it as the basis of pedestrian-first
policies and/or laws. It would serve as a reminder to decision-makers that
walking must be valued as the most sustainable of all forms of travel, with
enormous social, environmental, and economic benefits. Explore opportunities
to develop specific laws to implement the Pedestrian Charter, including the
specific recommendations made in this report.
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4 Proposed Pilot Projects

The study results and the institutional analysis clearly demonstrate that significant practical and
policy improvements must be made to Dhaka’s pedestrian environment if people are to be moved
safely. The project team designed two pilot projects, one in Uttara and one in Gazipur, to illustrate
such improvements. The pilot designs were developed following a detailed analysis of the research
results, extensive discussions with a variety of stakeholders, and numerous planning sessions.
Although the pilots address design changes along two specific roadways, they are sufficiently
generic as to be applicable more broadly throughout the entire Dhaka Metropolitan Area.

4.1 Uttara Pilot Project

Uttara is located immediately north of Dhaka's international airport. It is the southernmost area
through which the BRT Corridor will pass and will provide a connection to the World Bank’s
proposed BRT Corridor. As the first section that will be built, Uttara provides an important test case
for addressing key issues that affect pedestrian accessibility. It hosts several garment factories,
whose workers generally walk to their place of employment. Although these workers are considered
to be the urban poor, Uttara itself is not a low-income neighbourhood. As such, it is not uncommon
for residents to own and use cars for personal transport. Uttara’s mix of local residential and
industrial areas and the potential for car-pedestrian conflict made it an ideal pilot site.

In terms of walkability, Shahajalal Avenue currently is unsafe, inconvenient, uncomfortable, and
unattractive. Figure 12 presents Shahajalal Avenue, which was selected as the specific pilot site
because it feeds directly into a proposed BRT station and also hosts a large, multi-storey garment
factory. Little hard infrastructure currently exists on the street, which is not uniform in width along
its length. Figure 13 provides a series of “before” shots of the pilot area.

Figure 16: Map: Shahajalal Avenue, pilot site
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Figure 17: Before pictures of Shahjalal Avenue

The goal of the proposed pilot project is thus to improve walkability and safety, and ensure
pedestrians have the right of way. Emphasis was placed on pedestrian mobility for the poor and
vulnerable, as well as transit users' access and egress. The following recommendations are made to
improve the walking situation along Shahjalal Avenue:

# To accommodate pedestrians, ensure an unobstructed footpath width of three metres.

#* To reduce conflicts between pedestrians and vehicles, use bicycle lanes as buffers, extend
sidewalk widths at intersections, and raise well-used intersections to the level of footpaths.

# To eliminate mobility barriers for pedestrians with physical disabilities, construct level
footpaths, ensure crosswalks are raised (or, where this is impractical, cut curbs at intersections
with wheelchair-friendly slopes (1:12 rise-run ratio)), and retrofit existing car entry/exit cuts to
accommodate wheelchairs.

# To increase shade cover and protection from precipitation, plant trees (preferably fruit-
bearing, broad leaf varieties) at six-metre intervals along footpaths’ outside edge and between
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vendors at the bazaar near the BRT corridor, plant banyan trees at gathering places, and erect
planted trellis shades above bicycle parking and rickshaw stands.

E L

To reduce the incidence of storm water flooding, construct a permeable buffer between the
bicycle lane and the parking lane, using permeable pavers where possible.

L

To reduce the incidence of public urination and defecation, provide serviced public toilets with
male and female stalls at the two bazaars (at the eastern and western edges of Shahajalal
Avenue) and allocate space for rickshaw stands near the facilities.

L

To legally accommodate street vendors, designate an additional 1-metre footpath width at the
edge of non-retail buildings where they can work.

L

To maintain an orderly flow of two-way vehicular traffic, designate two 3.2-metre lanes for
single-lane traffic in both directions and provide limited pay parking spaces in designated areas.

E L

To encourage non-transport pedestrian activities, place street furniture along the footpath,
where space permits. Also place bollards to block car traffic and to provide leaning surfaces.

E L

To ensure visibility for pedestrians at night, use existing utility poles to mount or string low-
lying LED bulbs at ten-metre intervals.

E L

To reduce the incidence of public littering, place concrete waste bins at regular intervals and
ensure that they are emptied regularly.

Figure 14 shows an artist’s rendition of the proposed redesign of Shahjalal Avenue. A detailed legend
follows in Table 1.

Figure 18: Map: Travel infrastructure, Shahajalal Avenue
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Table 2: Proposed breakdown of street space, Shahajalal Avenue

Description Description
. & . buff bet rking & bike
& Two 3.2m car and rickshaw travel lanes ¥ ;\;\;%)1 2m planted buffers (between parking & bi
& Two 2.4m parking and loading lanes (or € Every1.2m, trees and street furniture (between
rickshaw stand where designated) foot & bike paths)
& Two 1.8m bicycle lanes & Every 1.4m, vendor and utilities space
& Two 3.4m unobstructed footpaths & 30om total pedestrian right-of-way
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4.2 Gazipur Pilot Project

The road segment selected for the second pilot site is called “Hospital Road” and connects the
Gazipur pourashava (local government office) with the Joydebpur Railway station and the last BRT
station. This site was chosen because it is visited frequently by a variety of officials, decision-makers,
and local residents. This area also sees heavy foot traffic by garment factory workers and other low-
income people. The current Gazipur mayor also showed great enthusiasm to improve the pedestrian
environment in this area.

Despite the area’s low level of motorized traffic and high pedestrian volume, there are few
amenities to facilitate walking and the roads are unsafe and unattractive. The street is too narrow to
accommodate both footpaths and vehicles. Although space is available for other amenities, there are
no trees, public toilets, street lights, seating arrangements, or trash cans. Significant space is also
occupied in a haphazard fashion for parking by human haulers and rickshaw drivers. These factors
affect those who walk, as well as those whose transit access and egress involves walking.

The recommendations made for this pilot site are very similar to those noted above for the
Uttara pilot project, and are not repeated here. However, the following preliminary ‘before-after’
artistic renderings are meant to illustrate the possible changes which would follow the
implementation of the pilot project. Before implementation, the viewpoints of local residents will
need to be solicited to improve the likelihood of project success.

Figure 19: Before-after artistic renderings of Gazipur pilot design

Before After
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4.3 Recommendations

Based on the pilot project objectives, the following action items are recommended.

Table 3: Overview of issues addressed, research findings, and recommendations

Observation study

Perception survey

Recommendation

[FGD

or no (36%) land use mix

Road 6.5% of roads were under n/a e Provide walkways or signs during maintenance/construction periods.
construction construction e Improvements to the pedestrian environment should be included in
all road construction projects.
Motorized ® Low: 54% n/a Prioritize improvements to footpath availability on all high and medium
traffic volume e High: 15% motorized traffic volume roads. Make streets with little motorized
e No road present: 9% traffic either free of motorized vehicles or pedestrian priority streets.
Land use mix Most segments had little (48%) n/a Land use mix should be increased to make walking more viable.

obstructions

e Many obstructions: 16%
e Had to leave footpath due to
obstruction: 65% of segments

had recently been
injured while walking.

Land use e Residences: 85% e Desired destination Increased neighbourhood diversity, especially neglected aspects like
specifics - type e Shops: 58% too far to walk: 38% parks/playgrounds, should be prioritized.
of land use e Offices: 24% e Want to walk to

e Schools: 17% entertainment or to

e Parks/playgrounds: 2% park: 37%

e Entertainment: 1%
Footpath e Both sides of street: 37% 39% of respondents e High volume roads should have footpaths on both sides of the road.
availability e One side of street: 19% could not walk where e Medium volume traffic roads should have a footpath on at least one

e No footpath: 44% they wanted to because side of the road.

there was no footpath

Footpath e Dirt & sand: 55% e Very bad: 79% e Dirt or sand footpaths should be upgraded to brick or concrete.
composition ® Smooth: 18% ® OK:17% e Footpaths should be made smoother and more level.
and quality e Broken/uneven: 82% e Good: 4%
Footpath e Free of obstruction: 15% 31% of those surveyed Footpaths must be kept free of obstruction.

Footpath
obstructions,

type

e (Car exit/entry cuts: 52%
e Shop goods: 42%

53% of respondents said
that it is a priority to
remove obstructions

e Policies to prevent obstructions on footpaths should be established
and enforced, with fines for violators.

Dhaka’s BRT Walkability Strategy
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Observation study

Perception survey
[FGD

Recommendation

e Cars/motorbike: 39%
e Rubbish: 39%

e Pillars/cables: 25%

e Vendors: 22%

e Trash cans: 16%

® Trees: 14%

® Trucks: 8%

from footpaths.

¢ Vendors should not be targeted for removal; they are a minor source
of obstruction and make a positive contribution to the pedestrian
environment.

disorder, types

Footpath e Much disorder: 34%
disorder, e Little disorder: 15%
quantity

Footpath e Cigarette/bidi butts: 92%

e Cans/bottles: 58%
e Garbage: 58%
Graffiti: 28%

e Urine smell: 16%
® Broken glass: 16%

58% of respondents
mentioned cleaner
footpaths as a priority
concern

Regular cleaning of footpaths is needed.

Street crossing
barriers

Mixed traffic: 46%
High median: 7%
More than 2 lanes: 4%
Barbed wire: 3%
Trees/plantings: 3%

e More and safer
crossings were a
high priority for 75%
of respondents.

e 48%feared crossing
the road

Street crossing
facilities

Special lights: 16%
Wheelchair accessible: 4%
Curb cuts: 3%

pedestrians: 1.3%

Police enforcement: 1%
Signs: 0.6%

FOB or underpass: 0.2%
Zebra crossing: 0.1%

No crossing safety: 97%

Cars obey the laws or yield to

Desires of perception
survey respondents
e Better police
enforcement: 30%
e FOBs: 28%
® Zebra crossings: 26%
® FOBs as a serious
obstacle for women
and the elderly

Foot-over bridges (FOBs) should not be used as a solution; they are a
serious obstacle to pedestrian movement and are unlikely to improve
traffic flow. Instead, the number of zebra crossings should be increased,
with attention to enforcement.

Dhaka’s BRT Walkability Strategy
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Observation study

Perception survey
[FGD

Recommendation

Aggressive
drivers

Aggressive drivers speeding or
not giving pedestrians the right
of way: 51% of roads

Motorized vehicles a
major source of fear for
pedestrians: more than

75%.

e Buses should run in dedicated lanes only.
e (ity should establish and enforce speed limits of 30 km/hour.

Traffic calming

No traffic calming: 93%
Lane width restriction: 16%
Speed humps: 5.5%

Signs: 1%

e Traffic signals: 0.4%

e Roundabout: 0.2%

Top priority of surveyed
pedestrians is reducing
and slowing traffic: 79%

Measures to reduce speed should be implemented. This is one of the
most powerful instruments to reduce road trauma. Investments made
to calm traffic are considered highly cost effective and would prove very
popular.

parked: 45% of roads
® Trucks illegally parked: 11%
e Legal, on-street parking for
cars/motorbikes: 4%

Service e Tree shade: 38% n/a Service amenities are lacking and should be increased.
amenities e Vendors: 20%
® Seating: 1.4%
® Trash bins: 0.9%
e Toilet: 0.1%
e None: 79%
Lighting e Lighting from surrounding e Lack of adequate Pedestrian-oriented lighting should be increased, as it prevents both
buildings: 73% lighting causes crime and injury.
e Road-oriented: 67% pedestrians to be
e Pedestrian-oriented: 3% afraid of being
e None: 8% robbed: 50%
e Sexual harassment
was identified as a
serious issue by FGD
participants.
Vehicle parking | e Cars and motorbikes illegally n/a e lllegal parking should be monitored and fines enforced

¢ Limited legal paid on-road parking should be permitted to provide a
buffer between pedestrians and moving traffic.
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5 Conclusions

Until pedestrians are treated as valuable and a significant part of traffic, measures to improve their
conditions will not prove successful.

To ensure that ADB’s Bus Rapid Transit (BRT) corridor would not only improve the growing
traffic problems in Dhaka but also address the needs of pedestrians, this report presents a BRT
Walkability Strategy which provides policy and infrastructure recommendations aimed at creating
an environment in which walking is an appealing, safe, and convenient experience for people along
the BRT corridor. The Strategy can be used as a model for other neighbourhoods in Dhaka, as well as
for other cities throughout Bangladesh, to assist decision-makers as they strive to create safer and
more convenient pedestrian-friendly transportation options.

The recommendations included in the Strategy are based on the results of primary and desk-top
research, as well as extensive discussions with both policy-makers and citizens. By 2008-09,
pedestrians accounted for 86% of road fatalities. The observational study of Dhaka’s walking
environment revealed that almost half of the observed streets had no footpaths and, where there
were footpaths, less than one-fifth were of sufficiently good quality to be safely useable. Pedestrians
also face significant challenges in crossing streets and virtually all of the roads observed during the
study were inhospitable for people living with disabilities. Pedestrian surveys and focus group
discussions corroborated the findings of the observational study, highlighting that in spite of the
desire or need to walk from one destination to another, few people in Dhaka are able to do so safely
or conveniently.

An improved environment for pedestrians would, in addition to being a precondition for making
the BRT feasible, generate a broader positive change — not only terms in enabling people to reach
their destinations safely, affordably and conveniently, but also by improving traffic flow and creating
a more congenial living environment. Current challenges to the creation of a pedestrian-friendly
environment include a weak policy framework, an unsupportive infrastructure, and a transportation
environment that is more focused on cars than on people. There is, however, tremendous
opportunity for Dhaka’s residents to demand improved pedestrian conditions and for the city’s
decision-makers to show real leadership and make investments in pedestrian-friendly environments.
This leadership is already being shown in some areas, as evidenced by the support given to the
proposed pilot projects.

The report provides a series of action-based recommendations related to policy, law,
government structures, infrastructure, maintenance, and implementation. No single measure will be
sufficient to improve the condition of pedestrians in Dhaka to the point where walking can become a
popular mode of transport. Given the wide range of issues that must be addressed, a broad and
integrated approach is needed. These recommendations have thus been integrated into two
proposed pilot projects which, if implemented, will showcase the design upgrades that can be made
in Dhaka to improve the pedestrian-environment while still supporting other modes of transport.

Pedestrians are of vital importance to a city and yet face many obstacles to their safe, easy and
convenient movement. Those problems cannot be adequately addressed without first giving
pedestrians priority within urban and transport planning. Until this happens, their situation will not
improve. The BRT Walkability Strategy provides the framework within which a pedestrian-friendly
city that values walking can be created. The strategy includes drafting, passing, and implementing a
pedestrian-first policy that recognizes the importance of walking to the city, to health, to economics,
and to the environment.
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