Pol
i
c
yPa
pe
r
:
Mi
c
r
oMobi
l
i
t
ya
nd
La
s
tMi
l
eSol
ut
i
onsi
nEgy
pt

Ahme
dEl
Dor
g
ha
my
Ha
s
s
a
nHus
s
e
i
n
He
baAt
t
i
aMous
a

2021
About Friedrich-Ebert-Stiftung (FES) in Egypt
Inspired by its general aims to promote democracy and social justice, to support economic and social development, the
Friedrich-Ebert-Stiftung (FES) started working in Egypt in 1976. For almost 40 years, the office operates in cooperation with
local partners within the framework of an agreement with the Egyptian government. This agreement was endorsed by
Presidential Decree 139/1976 and by the Egyptian parliament. The agreement was renewed in 1988, endorsed by Presidential
Decree 244/1989 and approved by the Egyptian parliament.
In March 2017, a new Additional Protocol was signed in Berlin by both, the Egyptian and the German governments,
amending the Cultural Agreement of 1959. This protocol was ratified by the Egyptian parliament in July 2017 and entered effect
in November by Presidential Decree 267/2017.
The FES cooperates with Egyptian partners in the fields of:
Environment & Sustainable Development
Socio-economic Development
Empowerment of Civil Society
Cooperation and International Dialogue
*This publication does not express the opinion of the Friedrich-Ebert-Stiftung and the author bears full responsibility for the
content of the book.

About CEDARE
Center for Environment and Development for the Arab Region and Europe (CEDARE) is an international not-for-profit
diplomatic organization based in Egypt. It was established in response to the convention adopted by the Council of Arab
Ministers Responsible For the Environment (CAMRE) in 1991, and upon the initiative of the Arab Republic of Egypt, the United
Nations Development Programme (UNDP) and the Arab Fund for Economic and Social Development (AFESD).
The mission of CEDARE is to provide leadership and advocate sound governance for sustainable development, through building
human resources and institutional capacity, advancing applied research and environmentally friendly technologies and acting as
a catalyst to enhance collaborative action between the Arab World, Europe and the International Community.
Trademark notice
Friedrich-Ebert-Stiftung & Friedrich-Ebert-Stiftung (Egypt Office) trademarks & logos are owned by Friedrich-Ebert-Stiftung e.V.
and used under license from the trademark owner.

Friedrich-Ebert-Stiftung
Egypt Office
4, El Saleh Ayoub Street
11211 Zamalek, Cairo – Egypt
T: 002 02 27371656-8
F: 002 02 27371659

www.fes-egypt.org
fes@fes-egypt.org

Supported by
Friedrich- Ebert-Stiftung
Free sample

Acknowledgment
The Authors wish to express gratitude for the support of Dr. Mousata Mourad, EEAA, Dr. Hossam Allam, CEDARE,
Mr. Waleed Mansour, FES Egypt, Mr Ayman Mohamed, EV Club Egypt, and Mr. Ahmed El-Seidi, Elseidy Law Firm,
for their valuable support and insights throughout the research process.

2

TABLE OF CONTENTS
 اﻟﻤﻠﺨﺺ اﻟﺘﻨﻔﻴﺬي............................................................................................................................................ 5
EXECUTIVE SUMMARY ............................................................................................................................... 9
1

“Peak Car” ........................................................................................................................................... 12
1.1

Transport Policy Development Cycle .......................................................................................... 12

1.2

How is the world responding? .................................................................................................... 14

1.3

How is Egypt responding? ........................................................................................................... 15

1.4

Awareness about laws and regulations ...................................................................................... 16

1.5

Less space for cars and more space for other modes? ............................................................... 16

2

What is Micro-mobility? ..................................................................................................................... 17

3

Sustainable mobility planning ............................................................................................................. 20

4

5

3.1

Avoid-Shift-Improve Principle ..................................................................................................... 23

3.2

Compact City / Neighborhood planning Concept ....................................................................... 23

3.3

Mobility as a Service (MaaS) ....................................................................................................... 25

Beyond megaprojects: The missing mile challenge ............................................................................ 27
4.1

Understanding First, Last & Only (FLO) mile concepts ............................................................... 28

4.2

Park & Ride to reduce cars in the city ......................................................................................... 28

4.3

Sharing and Ride-hailing Services beyond cars ........................................................................... 30

4.4

Catchment area planning for walking and cycling ...................................................................... 32

Micro-mobility and possibilities for Egypt .......................................................................................... 35
5.1

Micro-mobility for commuters ................................................................................................... 35

5.2

Cargo and utility bikes ................................................................................................................. 38

5.3

Emergence of novel cargo bikes in Egypt ................................................................................... 40

5.4

Facilitating Micro-mobility .......................................................................................................... 42

5.4.1

Promoting Park & Ride for Bikes ......................................................................................... 42

5.4.2

Promoting Bike & Ride ........................................................................................................ 42

5.4.3

Promoting X-sharing Systems ............................................................................................. 43

●

Example-1: Docked/Station-Based-Sharing System: .............................................................. 43

●

Example-2: Dockless e-kick-scooter sharing system ............................................................... 44

5.5

Last mile Delivery Services .......................................................................................................... 46

5.6

Key challenges facing Micro-mobility ......................................................................................... 48

5.6.1
6

Designing for micro-mobility .............................................................................................. 49

Other Micro-vehicles .......................................................................................................................... 51
3

6.1

Scooters....................................................................................................................................... 51

6.2

Microcars .................................................................................................................................... 52

7

Green Recovery, Covid-response, and calls by civil society ................................................................ 52

8

Policy Recommendations .................................................................................................................... 57

9

Other recommendations for future policy development research .................................................... 59

●

References .......................................................................................................................................... 61

4

اﻟﻤﻠﺨﺺ اﻟﺘﻨﻔﻴﺬي
ﺑﺨﻼف اﻟﻤﺸﻲ ورﻛﻮب اﻟﺪراﺟﺎت ،ﺷﻬﺪت ﻣﺼﺮ ﻇﻬﻮر ﻣﺰﻳﺪ ﻣﻦ وﺳﺎﺋﻞ اﻟﺘﻨﻘﻞ اﻟﻤﺴﺘﺠﺪة واﻟﻤﺮﻛﺒﺎت ﻣﺘﻨﺎﻫﻴﺔ اﻟﺼﻐﺮ
اﻟـ"ﻣﻴﻜﺮو-ﻣﻮﺑﻴﻠﻴﺘﻲ  ،" Micro-Mobilityﺳﻮاء ﻟﻼﺳﺘﺨﺪام اﻟﺸﺨﺼﻲ أو ﻟﻸﻧﺸﻄﺔ اﻟﺘﺠﺎرﻳﺔ ﻋ�ى ﺣﺪ ﺳﻮاء .ﺗﻌﺪ اﻵﺛﺎر
اﻟﻤﺘﻮﻗﻌﺔ ﻟﻠﺘﻐﻴﺮات اﻟﻤﻨﺎﺧﻴﺔ واﻟﺤﻔﺎظ ﻋ�ى اﻟﻤﺴﺎﺣﺎت اﻟﻌﺎﻣﺔ وﻏﻴﺮﻫﺎ ﻣﻦ ﺳﺒﻞ اﻟﺘﻘﺪم ﻓي وﺿﻊ اﻻﺳﺘﺪاﻣﺔ ﻣﻦ
اﻷﻣﻮر ﺑﺎﻟﻐﺔ اﻷﻫﻤﻴﺔ ﻟﻠﻤﺪن اﻟﻀﺨﻤﺔ واﻟﻤﻜﺘﻈﺔ ﺑﺎﻟﺴﻜﺎن.
وﻣﻦ اﻟﻤﺘﻮﻗﻊ أﻳﻀﺎ أن ﻳﺴﺎﻫﻢ اﻟﺘﻨﻘﻞ ﻣﺘﻨﺎﻫﻲ اﻟﺼﻐﺮ واﻟﺼﻮر اﻟﻤﺨﺘﻠﻔﺔ ﻟﻠﻤﺮﻛﺒﺎت ﻣﺘﻨﺎﻫﻴﺔ اﻟﺼﻐﺮ ﻓي ﺗﻌﺰﻳﺰ اﻟﺘﺤﻮل
إﻟى اﺳﺘﺨﺪام وﺳﺎﺋﻞ اﻟﻨﻘﻞ اﻟﻌﺎم اﻟﻤﺴﺘﺪام ،إذ أن رﺣﻼت "اﻟﻤﻴﻞ اﻷﺧﻴﺮ" )ﻋ�ى ﺳﺒﻴﻞ اﻟﻤﺜﺎل ﻣﻦ اﻟﻤﺴﻜﻦ ﻟﻠﻤﺤﻄﺔ
أو ﻣﻦ اﻟﻤﺤﻄﺔ ﻟﻠﻌﻤﻞ أو ﻟﻠﻤﺪرﺳﺔ( واﻟﺮﺣﻼت اﻟﻘﺼﻴﺮة أو"اﻟﻤﻴﻞ اﻷوﺣﺪ" ﻳﺠﺐ أن ﺗﻮﻓﺮ ﻟﻠﺮا ﻛﺐ اﻟﻤﻘﻮﻣﺎت اﻟﺠﺎذﺑﺔ
ﻟﺘﺸﺠﻴﻊ ﻣﺜﻞ ﻫﺬا اﻟﺘﺤﻮل ،وﺑﺎﻟﺘﺎﻟي ﺗﺴﺎﻫﻢ ﻓي زﻳﺎدة اﻹﻗﺒﺎل ﻋ�ى وﺳﺎﺋﻞ اﻟﻨﻘﻞ اﻟﺠﻤﺎﻋﻲ ﺑﺴﺒﺐ ﺗﺤﺴﻴﻦ ﺗﺠﺮﺑﺔ
"اﻟﻤﻴﻞ اﻷﺧﻴﺮ" ﺳﻮاء اﻟﻤﺸﻲ أو اﻟﺪراﺟﺔ أو وﺳﺎﺋﻞ اﻟﺘﻨﻘﻞ ﻣﺘﻨﺎﻫﻴﺔ اﻟﺼﻐﺮ اﻷﺧﺮى.
وﺑﻬﺬا ﻳﻤﻜﻦ ﺗﻜﻮﻳﻦ ﻋﻼﻗﺔ ﻣﺮﺑﺤﺔ ﻟﻜﺎﻓﺔ اﻷﻃﺮاف ،واﺳﺘﻔﺎدة ﻛﻞ ﻣﻦ ﻣﺎﻟﻜﻲ اﻟﺴﻴﺎرات اﻟﺨﺎﺻﺔ واﻟﻔﺌﺎت اﻷﺧﺮى ﻣﻦ
اﻟﺮﻛﺎب ﺳﻮاء اﻟﻤﻀﻄﺮﻳﻦ ﻻﺧﺘﻴﺎر اﻟﻮﺳﺎﺋﻞ اﻷرﺧﺺ ) (Captive Commuterأو اﻟﻤﻬﺘﻤﻴﻦ ﺑﺎﻻﺧﺘﻴﺎرات اﻷﻗﻞ ﺿﺮرا ً
ﻋ�ى اﻟﺒﻴﺌﺔ ،وﻫﺬا ﺗﺠﺴﻴﺪ ﻷﺣﺪ ﺗﺪﺧﻼت اﻟﻌﺪاﻟﺔ اﻟﻤﻨﺎﺧﻴﺔ  .ﻳﻌﺮض ﻫﺬا اﻟﺘﻘﺮﻳﺮ ﺗﻮﺟﻪ وﻣﻮﻗﻒ ﻣﺼﺮ ﻓﻴﻤﺎ ﻳﺨﺺ ﻫﺬا
اﻟﺸﺄن وﻳﻮﺟﻪ ﺑﺎﻟﺴﻴﺎﺳﺎت اﻹرﺷﺎدﻳﺔ ذات اﻟﺼﻠﺔ.
ﻳﺒﺤﺚ اﻟﺘﻘﺮﻳﺮ اﻟﻮﺿﻊ اﻟﻘﺎﺋﻢ ﻟﻠﺘﻨﻘﻞ ﻣﺘﻨﺎﻫﻲ اﻟﺼﻐﺮ ﻓي ﻣﺼﺮ ﻓﻀﻼ ﻋﻦ ﺣﻠﻮل اﻟﻤﻴﻞ اﻷﺧﻴﺮ وﻣﺨﺘﻠﻒ اﻟﻤﻔﺎﻫﻴﻢ واﻷﻃﺮ،
وذﻟﻚ ﺑﻐﻴﺔ دﻋﻢ اﻟﻤﺮﺣﻠﺔ اﻟﻤﻘﺒﻠﺔ ﻣﻦ ﺗﻄﻮﻳﺮ اﻟﺴﻴﺎﺳﺎت ﻓي ﻣﺼﺮ ﻓي ﺿﻮء اﻟﻤﺸﺮوﻋﺎت اﻟﻌﻤﻼﻗﺔ اﻟﺘﻲ ﺗﻨﻔﺬ ﺣﺎﻟﻴﺎ
ﻟﻠﺘﻮﺟﻪ ﻧﺤﻮ اﻟﺘﺨﻄﻴﻂ ﻓي اﻟﻤﺮﺣﻠﺔ اﻟﻘﺎدﻣﺔ ﻟﻠﺘﻨﻘﻞ ﻓى ﺳﻴﺎق ﺷﺪﻳﺪ اﻟﻤﺤﻠﻴﺔ ﻓي اﻟﻤﺪﻳﻨﺔ ﺑﺎﺳﺘﺨﺪام وﺳﺎﺋﻞ "ﻣﻦ اﻟﺒﺎب
إﻟى اﻟﺒﺎب" ﻟﻠﺮﺣﻠﺔ اﻟﻜﺎﻣﻠﺔ.
أﻓﺎدت اﻟﺠﻠﺴﺎت اﻟﺘﺸﺎورﻳﺔ ﻟﻠﺠﻬﺎت اﻟﻤﻌﻨﻴﺔ واﻟﻤﻼﺣﻈﺎت اﻟﻤﻴﺪاﻧﻴﺔ واﻟﻤﺆﻟﻔﺎت اﻟﻤﺘﻌﻠﻘﺔ ﺑﺄن اﻟﻤﺴﺎﺣﺎت اﻟﻌﺎﻣﺔ
ﺗﺘﻘﻠﺺ ﻳﻮﻣﺎ ُ ﺑﻌﺪ ﻳﻮم ،وأن اﻻﻋﺘﻤﺎد اﻟﻤﺘﺰاﻳﺪ ﻋ�ى اﻟﺴﻴﺎرات أﺻﺒﺢ ﻳﻬﺪد ﺟﻮدة اﻟﻬﻮاء وﺟﻮدة اﻟﺤﻴﺎة ﺑﺸﻜﻞ ﻋﺎم إذا
ﻟﻢ ﻳﺘﻢ اﻟﺘﺼﺪي ﻟﻪ .وﻣﻦ ﺑﻴﻦ ﻣﺨﺘﻠﻒ اﻟﺤﻠﻮل اﻟﻤﺘﻨﻮﻋﺔ ﻟﺒﻴﺌﺔ ﺣﻀﺮﻳﺔ ﻣﺴﺘﺪاﻣﺔ ﻫﻮ ﺗﻬﻴﺌﺔ اﻟﺒﻴﺌﺔ اﻟﺤﻀﺮﻳﺔ ﻟﺨﺪﻣﺔ
اﻟﻤﺸﻲ وﻟﻠﺘﻨﻘﻞ ﻣﺘﻨﺎﻫﻲ اﻟﺼﻐﺮ ،و"اﻟﺘﻘﻠﻴﺺ" اﻟﻜ�ي ﻟﻠﻤﺮﻛﺒﺎت وأﺣﺠﺎﻣﻬﺎ اﻟﺘﻲ ﺗﺘﺼﺪر اﻟﻤﺸﻬﺪ ﻓي اﻟﻤﺪن ﻣﺮﺗﻔﻌﺔ
اﻟﻜﺜﺎﻓﺔ ،ﺑﺎﻹﺿﺎﻓﺔ إﻟى ﺗﻄﺒﻴﻖ اﻟﺘﺸﺎرﻛﻴﺔ وﻏﻴﺮﻫﺎ ﻣﻦ اﻟﺤﻠﻮل اﻟﺘﻜﻨﻮﻟﻮﺟﻴﺔ .ﻏﻴﺮ أن اﻷﻣﺮ ﻻ ﻳﻘﺘﺼﺮ ﻓﻘﻂ ﻋ�ى اﻟﺘﻜﻨﻮﻟﻮﺟﻴﺎ،
ﻟﻜﻨﻪ ﻳﺘﻌﻠﻖ ﻓي اﻟﻤﻘﺎم اﻷول ﺑﺨﻠﻖ ﺑﻴﺌﺎت ﺣﻀﺮﻳﺔ آﻣﻨﺔ وﻣﻤﺘﻌﺔ وﺗﻤﻜﻴﻦ اﻟﺴﻠﻄﺎت وﻛﺎﻓﺔ اﻟﺠﻬﺎت اﻟﻤﻌﻨﻴﺔ ﻣﻦ ﺗﺤﻘﻴﻖ
رؤﻳﺔ اﻟﻤﺪن اﻟﻤﺴﺘﺪاﻣﺔ ،وﻫﻮ ﻣﺎ ﻳﺘﻄﻠﺐ اﻟﺤﻔﺎظ ﻋ�ى اﻟﻄﺒﻴﻌﺔ اﻟﻌﻤﺮاﻧﻴﺔ واﻟﺘﻘﺴﻴﻢ اﻟﻌﺎدل ﻟﻠﻤﺴﺎﺣﺎت اﻟﻌﺎﻣﺔ وﺑﻨﺎء
اﻟﻘﺪرات وﻏﻴﺮﻫﺎ ﻣﻦ اﻟﺘﺪﺧﻼت اﻟﻤﻄﻠﻮﺑﺔ.
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ﺗﺸﻬﺪ ﻣﺼﺮ ﺗﻄﻮرا ﺳﺮﻳﻌﺎ ﻓي ﺗﻨﻮع ﺧﻴﺎرات اﻟﻤﺮﻛﺒﺎت واﻟﺘﻨﻘﻞ ﻣﺘﻨﺎﻫﻲ اﻟﺼﻐﺮ ،ﻟﻜﻦ ﺗﻈﻞ إﺗﺎﺣﺔ اﻟﺒﻴﺎﻧﺎت ﻋﺎﺋﻘﺎ رﺋﻴﺴﻴﺎ
أﻣﺎم ﺟﻬﻮد اﻟﻤﺮاﻗﺒﺔ واﻟﺘﺨﻄﻴﻂ اﻟﻬﺎدﻓﺔ إﻟى ﺗﺤﻘﻴﻖ اﻻﺳﺘﺪاﻣﺔ وإﻟى ﺗﻌﻈﻴﻢ اﻟﻨﻮاﺗﺞ ﻋ�ى اﻟﻤﺠﺘﻤﻊ .وﻗﺪ أﺳﻔﺮ أﺣﺪ
اﻷﺑﺤﺎث اﻻﺳﺘﻜﺸﺎﻓﻴﺔ ﻋﻦ اﻵﺗي:
ﻳﻌﺪ ﻛﻞ ﻣﻦ اﻟﻤﺸﻲ ،رﻛﻮب اﻟﺪراﺟﺎت ،اﻟﺴﻜﻮﺗﺮ اﻟﻜﻬﺮﺑﺎﺋي واﻟﻤﻮﺗﻮﺳﻴﻜﻞ اﻟﻜﻬﺮﺑﺎﺋي ،اﻟﺪراﺟﺎت
اﻟﻜﻬﺮﺑﺎﺋﻴﺔ اﻟﻬﺠﻴﻨﺔ ،اﻟﺪراﺟﺎت اﻟﻜﻬﺮﺑﺎﺋﻴﺔ ﺛﻼﺛﻴﺔ اﻟﻌﺠﻞ ،دراﺟﺎت اﻟﺒﻀﺎﺋﻊ اﻟﻐﻴﺮ ﻣﻤﻴﻜﻨﺔ وذات
اﻟﺒﺪال/اﻟﺪواﺳﺔ ،أﻧﻈﻤﺔ ﻣﺸﺎرﻛﺔ اﻟﺪراﺟﺎت أو اﻟﺪراﺟﺎت اﻟﻜﻬﺮﺑﺎﺋﻴﺔ ،ﻣﺸﺎرﻛﺔ اﻟﺴﻜﻮﺗﺮ اﻟﻜﻬﺮﺑﺎﺋي
وﻧﻤﺎذج اﻷﻋﻤﺎل اﻟﺘﻲ ﻳﻤﻜﻦ ﺗﺸﻐﻴﻠﻬﺎ ﺑﻬﺎ ،ﺑﺎﻹﺿﺎﻓﺔ إﻟى اﻟﻤﺮﻛﺒﺎت اﻷﺧﺮى واﻟﺤﻠﻮل اﻟﺘﻜﻨﻮﻟﻮﺟﻴﺔ-
ﻣﻦ اﻟﺨﻴﺎرات اﻟﻤﺴﺘﺠﺪة أو اﻟﻤﺘﻨﺎﻣﻴﺔ اﻟﺘﻲ ﻧﺠﺤﺖ ﻓي ﻏﺰو اﻟﺴﻮق اﻟﻤﺼﺮي ﺑﺴﺮﻋﺎت ﻣﺘﻔﺎوﺗﺔ
وﻓي ﺳﻴﺎﻗﺎت ﻣﺨﺘﻠﻔﺔ.
ﻛﻞ ﻣﺎ ﺳﺒﻖ ﻣﻦ ﺧﻴﺎرات ﻳﺤﺮز ﺗﻘﺪﻣﺎ ﻓي اﻟﺘﺨﻄﻴﻂ ﻟﻤﺴﺘﻘﺒﻞ ذي ﺑﺪاﺋﻞ ﻣﺘﻨﻮﻋﺔ ﻟﻠﺘﻨﻘﻞ وﺷﻐﻞ ﺣﻴﺰ أﻗﻞ ﻓي اﻟﻤﺪن.
ﻓﻴﻌﺪ ﺗﺤﺴﻴﻦ ﺟﻮدة اﻟﻄﺮق ﻓي ﻣﺼﺮ ﻣﻦ ﺑﻴﻦ اﻟﻌﻮاﻣﻞ اﻟﺮﺋﻴﺴﻴﺔ ﻟﺘﺤﻘﻴﻖ ذﻟﻚ ،ﺑﻴﻨﻤﺎ ﻳﺄﺗي أﻣﺎن اﻟﻄﺮﻳﻖ ﻓي اﻟﻤﺮﺗﺒﺔ
اﻟﺘﺎﻟﻴﺔ ﻓي اﻷﻫﻤﻴﺔ .ﻳﺘﻌﻠﻖ ﻫﺬا اﻷﻣﺮ ﺑﺂﺛﺎر أﺧﺮى ﻛﺰﻳﺎدة ﺣﻴﺎزة واﺳﺘﺨﺪام وﻣﺸﺎرﻛﺔ اﻹﻧﺎث واﻟﺘﻲ ﺗﺘﻄﻠﺐ اﻟﺘﻘﻴﻴﻢ
اﻟﻤﺴﺘﻤﺮ واﻟﻤﺘﺎﺑﻌﺔ اﻟﺠﻴﺪة وﺟﻤﻊ اﻟﺒﻴﺎﻧﺎت ﺑﻤﺎ ﻳﻀﻤﻦ ﺗﺨﻄﻴﻂ أﻓﻀﻞ ﻣﻦ ﺷﺄﻧﻪ ﺗﻀﻤﻴﻦ اﻟﻤﺮأة ﻓي ﺧﻄﻂ اﻟﺘﻨﻘﻞ
اﻟﻤﺴﺘﺪام واﻟﺒﻴﺌﺔ اﻟﻤﻌﺰزة ﻟﻪ ،ﻛﻤﺎ ﻳﺮﺗﺒﻂ أﻳﻀﺎ ﺑﺘﺄﺛﻴﺮ ﻣﺘﻮﻗﻊ ﻋ�ى ﺧﻠﻖ ﻓﺮص ﻋﻤﻞ ﻛﻨﺘﻴﺠﺔ ﻟﺘﻨﻮع وﺳﺎﺋﻞ اﻻﻧﺘﻘﺎل
اﻟﺘﻲ ﺗﺨﺪم اﻷﻧﺸﻄﺔ اﻟﺘﺠﺎرﻳﺔ وﺧﺎﺻﺔ ﺑﻴﻦ اﻟﺸﺒﺎب.
ﻓﻴﻤﺎ ﻳ�ي اﻟﺘﻮﺻﻴﺎت اﻟﺘﻲ ﻧﺘﺠﺖ ﻋﻦ ﻣﺮاﺟﻌﺔ اﻟﻤﻤﺎرﺳﺎت اﻟﺪوﻟﻴﺔ ،وﺗﻘﻴﻴﻢ ﻟﻠﻮﺿﻊ واﻟﻔﺮص ﻓي ﻣﺼﺮ ﻣﻊ ﻣﺮاﻋﺎة
ﻣﺤﺪودﻳﺔ اﻟﻤﻌﻠﻮﻣﺎت ﺣﻮل ﻫﺬا اﻟﻤﻮﺿﻮع ﺣﺪﻳﺚ اﻟﻨﺸﺄة ﺣﺘﻰ اﻵن:
● ﺗﻌﻤﻴﻢ ﺧﻄﻂ اﻟﺘﻨﻘﻞ اﻟﺤﻀﺮي اﻟﻤﺴﺘﺪام ﺑﺎﻟﻤﺪن ) :(SUMPﺗﻜﻠﻴﻒ اﻟﻤﺪن ﺑﺘﻄﻮﻳﺮ ﺧﻄﻂ اﻟﺘﻨﻘﻞ اﻟﺤﻀﺮي اﻟﻤﺴﺘﺪام
ﻟﻀﻤﺎن اﻟﺘﺨﻄﻴﻂ اﻟﺸﺎﻣﻞ ﻟﻜﻞ ﻣﺸﺮوع ﻧﺎﺷﺊ وﻟﺠﺬب ﻋﻨﺎﺻﺮ اﻻﺳﺘﺪاﻣﺔ ،واﻟﺘﻲ ﻋﺎدة ﻣﺎ ﺗﻐﻴﺐ ﻋﻦ ﻣﺠﺎل ﺗﺨﻄﻴﻂ
اﻟﺘﻨﻘﻞ اﻟﺘﻘﻠﻴﺪي اﻟﻤﻘﺘﺼﺮ ﻋ�ى اﻟﺒﻨﻴﺔ اﻟﺘﺤﺘﻴﺔ وﻳﻔﺘﻘﺮ ﻟﻌﻮاﻣﻞ اﻻﺳﺘﺪاﻣﺔ اﻷﺧﺮى ﻓي أﻏﻠﺐ اﻷﺣﻮال )ﻋ�ى ﺳﺒﻴﻞ اﻟﻤﺜﺎل
رﺣﻠﺔ اﻟﻤﻴﻞ اﻷﺧﻴﺮ ،اﻟﺘﻜﺎﻣﻞ ﺑﻴﻦ وﺳﺎﺋﻞ ﻣﺘﻌﺪدة ،اﻟﺘﻈﻠﻴﻞ واﻷﺷﺠﺎر ،ﺗﻌﻤﻴﻢ اﻟﻤﻔﻬﻮم اﻟﺠﻨﺪري ،ﺗﻘﻠﻴﻞ ﺣﺪة ازدﺣﺎم
اﻟﻤﺮور وﻣﻌﺎﻳﻴﺮ ﺳﻼﻣﺔ اﻟﻄﺮﻳﻖ ...إﻟﺦ( .ﻧُـﻔـﺬت ﺧﻄﺔ اﻟﺘﻨﻘﻞ اﻟﺤﻀﺮي اﻟﻤﺴﺘﺪام ﻷول ﻣﺮة ﻓي ﻣﺼﺮ ﺑﻤﺪﻳﻨﺔ اﻟﺴﺎدس
ﻣﻦ أ ﻛﺘﻮﺑﺮ وﻣﺪﻳﻨﺔ ﺷﺮم اﻟﺸﻴﺦ ﻛﺒﺪاﻳﺔ واﻋﺪة ﻟﺘﻠﻚ اﻟﻤﻤﺎرﺳﺔ ﻓي ﺗﺨﻄﻴﻂ اﻟﻤﺪن اﻟﻤﺴﺘﺪاﻣﺔ .وﺟﺪﻳﺮ ﺑﺎﻟﺬﻛﺮ أن اﻟﻤﻤﻠﻜﺔ
اﻟﻤﻐﺮﺑﻴﺔ ﺗﻌﺪ ﻧﻤﻮذﺟﺎ راﺋﺪا ﺑﻴﻦ دول ﻣﻨﻄﻘﺔ اﻟﺸﺮق اﻷوﺳﻂ وﺷﻤﺎل أﻓﺮﻳﻘﻴﺎ ﻟﺘﻌﻤﻴﻤﻬﺎ ﺧﻄﻂ اﻟﺘﻨﻘﻞ اﻟﺤﻀﺮي
اﻟﻤﺴﺘﺪام )ٍ (SUMPأﺛﻨﺎء ﺗﺨﻄﻴﻂ اﻟﻤﺪن.
● دﻋﻢ إﺗﺎﺣﺔ اﻟﺒﻴﺎﻧﺎت ﻣﻦ أﺟﻞ اﻟﺘﻤﻜﻴﻦ واﻟﺘﺨﻄﻴﻂ اﻟﻘﺎﺋﻢ ﻋ�ى اﻷدﻟﺔ :ﺗﻌﺰﻳﺰ ﻣﺸﺎرﻛﺔ اﻟﺒﻴﺎﻧﺎت واﻟﻤﻌﻠﻮﻣﺎت ﻓي ﻗﻄﺎع
اﻟﻨﻘﻞ ﻟﺘﻤﻜﻴﻦ اﻟﺠﻬﺎت اﻟﺸﺮﻳﻜﺔ وﺗﺜﻘﻴﻒ واﺿﻌﻲ اﻟﺨﻄﻂ ﻓي اﻟﻤﺴﺘﻘﺒﻞ وﺗﻤﻜﻴﻦ اﻟﻤﺒﺘﻜﺮﻳﻦ ﺧﺎﺻﺔ وأن اﻟﺘﺤﻮل
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● إﺿﻔﺎء اﻟﺼﻔﺔ اﻟﻤﺆﺳﺴﻴﺔ ﻋ�ى اﻟﺘﻨﻘﻞ اﻟﻨﺸﻂ واﻟﺘﻨﻘﻞ ﻣﺘﻨﺎﻫﻲ اﻟﺼﻐﺮ ﻓي إدارات اﻟﻤﺮور ﺑﻮزارة اﻟﺪاﺧﻠﻴﺔ وأﺣﻴﺎء
اﻟﻤﺤﺎﻓﻈﺎت وﻫﻴﺌﺔ اﻟﻤﺠﺘﻤﻌﺎت اﻟﻌﻤﺮاﻧﻴﺔ اﻟﺠﺪﻳﺪة :ﺣﻴﺚ أوﺻﻲ ﺑﺘﻌﻤﻴﻢ اﻟﻤﻔﺮدات واﻟﻤﺼﻄﻠﺤﺎت اﻟﻔﻨﻴﺔ وﻣﺆﺷﺮات
اﻷداء اﻟﺨﺎﺻﺔ ﺑﺎﻟﺘﻨﻘﻞ اﻟﻤﺴﺘﺪام ﺑﻴﻦ اﻟﺠﻬﺎت اﻟﺮﺋﻴﺴﻴﺔ ذات اﻟﺼﻠﺔ وﻳﺸﻤﻞ ذﻟﻚ ﺗﺤﺪﻳﺪ ﻧﻘﻄﺔ اﺗﺼﺎل ،أو وﺣﺪة أو

إدارة ﻣﺨﺼﺼﺔ ﻟﻠﺘﻨﻘﻞ اﻟﻤﺴﺘﺪام ﺑﻤﺎ ﻓﻴﻪ اﻟﺘﻨﻘﻞ اﻟﻨﺸﻂ ،ﻟﺘﻮﻛﻞ ﺑﺎﻟﻤﻬﺎم اﻟﻤﺤﺪﺛﺔ وﻣﺆﺷﺮات اﻷداء واﻹﻃﺎر اﻟﻘﺎﻧﻮ�ي
ﺑﺤﻴﺚ ﻻ ﻳﻘﺘﺼﺮ دور اﻟﺠﻬﺎت اﻟﻤﻌﻨﻴﺔ ﺑﺎﻟﻤﺮور ﻋ�ى اﻟﺴﻌﻲ ﻟﺘﺤﺴﻴﻦ ﺳﻴﻮﻟﺔ ﻣﺮور "اﻟﺴﻴﺎرات" ﺑﻞ ﺗﺘﻮﺟﻪ ﻟﺘﺤﺴﻴﻦ
ﻣﺮور اﻟﻤﺸﺎة ورا ﻛﺒﻲ اﻟﺪراﺟﺎت وﻏﻴﺮ ذﻟﻚ ﻣﻦ وﺳﺎﺋﻞ اﻟﺘﻨﻘﻞ ﻣﺘﻨﺎﻫﻴﺔ اﻟﺼﻐﺮ.
ﺗﺪﺧﻼت أﺧﺮى ﻣﻮﺻﻰ ﺑﻬﺎ ﻛﺎﻟﺘﺎﻟي:
● ﺗﻔﻌﻴﻞ ﺳﻴﺎﺳﺎت اﻟﺤﻔﺎظ ﻋ�ى اﻷﺷﺠﺎر واﻷﺻﻮل اﻟﺒﻴﺌﻴﺔ :ﺗﻢ ﺑﺎﻟﻔﻌﻞ وﺿﻊ اﻟﺴﻴﺎﺳﺎت واﻷﻃﺮ اﻟﻘﺎﻧﻮﻧﻴﺔ )اﻟﺪﺳﺘﻮر
واﻟﻘﺎﻧﻮن واﻹرﺷﺎدات( ﺑﻴﻨﻤﺎ ﻳﺘﻤﺜﻞ اﻟﺘﺪﺧﻞ اﻟﻀﺮوري ﻓي اﻻﺳﺘﻔﺎدة ﻣﻦ ﻫﺬه اﻟﺜﺮوة ﻣﻦ اﻷﺣﻜﺎم اﻟﺘﻨﻈﻴﻤﻴﺔ واﻟﻘﺎﻧﻮﻧﻴﺔ

ﻋﻦ ﻃﺮﻳﻖ ﺑﻨﺎء اﻟﻘﺪرات ﻣﻦ أﺟﻞ ﻓﻬﻢ واﺳﺘﺨﺪام أﻣﺜﻞ ﻣﻦ ﻗﺒﻞ اﻟﺠﻬﺎت اﻟﻤﻌﻨﻴﺔ اﻟﺤﻜﻮﻣﻴﺔ وﻛﺬﻟﻚ اﻟﻤﻨﻈﻤﺎت ﻏﻴﺮ
اﻟﺤﻜﻮﻣﻴﺔ واﻟﻤﺠﺘﻤﻊ اﻟﻤﺪ�ي واﻷﻛﺎدﻳﻤﻴﻴﻦ واﻟﻘﻄﺎع اﻟﺨﺎص .وﻫﺬا ﻟﻤﺎ ﺗﻤﺜﻠﻪ اﻷﺻﻮل اﻟﺒﻴﺌﻴﺔ ﻣﺜﻞ اﻷﺷﺠﺎر ﻣﻦ ﻋﻨﺼﺮ

رﺋﻴﺴﻲ  -ﻣﻬﺪد  -ﻓي اﻟﻤﺪن اﻟﻤﺴﺘﺪاﻣﺔ وﻻزﻣﺔ ﻟﺘﺤﺴﻴﻦ ﺗﺠﺮﺑﺔ اﻟﻤﺸﺎة ورا ﻛﺒﻲ اﻟﺪراﺟﺎت ووﺳﺎﺋﻞ اﻟﻤﻴﻜﺮوﻣﻮﺑﻴﻠﻴﺘﻲ
)ﻟﻤﺎ ﺗﻮﻓﺮه ﻣﻦ ﻇﻼل اﻷﺷﺠﺎر ،واﻟﺴﻼﻣﺔ اﻟﻨﻔﺴﻴﺔ ،اﻟﺮاﺣﺔ اﻟﺤﺮارﻳﺔ ،اﻟﻌﻨﺼﺮ اﻟﺠﻤﺎﻟي واﻟﻤﺘﻌﺔ ..إﻟﺦ( ،وﻳﻌﺮف ﻛﺄﺣﺪ
اﻟﻤﺪاﺧﻞ اﻟﺮﺋﻴﺴﻴﺔ ﻟﻠﺘﺤﺴﻴﻦ اﻟﻤﺮﺗﻘﺐ ﻧﺤﻮ ﻣﺪن ذات ﻗﺪرة ﻋ�ى ﺧﻔﺾ اﻟﻜﺮﺑﻮن وﻣﻘﺎوﻣﺔ ﺗﻐﻴﺮات اﻟﻤﻨﺎخ وﻋ�ى اﻟﺤﺪ
ﻣﻦ ﺗﺄﺛﻴﺮ اﻟﺠﺰر اﻟﺤﺮارﻳﺔ ﺑﺎﻟﻤﻨﺎﻃﻖ اﻟﺤﻀﺮﻳﺔ اﻟﻤﺰدﺣﻤﺔ وﻏﻴﺮ ذﻟﻚ ﻣﻦ ﻓﻮاﺋﺪ ﻣﺘﻌﻠﻘﺔ ﺑﺎﻟﺘﺸﺠﻴﻊ ﻋ�ى وﺳﺎﺋﻞ اﻟﺘﻨﻘﻞ
اﻟﻤﺴﺘﺪام.
● اﻟﻤﺮﻛﺒﺎت ﻣﺘﻨﺎﻫﻴﺔ اﻟﺼﻐﺮ وﺧﻠﻖ ﻓﺮص اﻟﻌﻤﻞ ﻟﻺﻧﺎث واﻟﺬﻛﻮر :ﻣﻦ اﻟﻔﺮص اﻟﻮاﻋﺪة اﺳﺘﺨﺪام ﻣﺮﻛﺒﺎت اﻟﺒﻀﺎﺋﻊ ﻛﻤﺼﺪر
ﻣﺪر ﻟﻠﺪﺧﻞ وﻣﺎ ﻳﺘﺮﺗﺐ ﻋﻠﻴﻪ ﻣﻦ آﺛﺎر اﺟﺘﻤﺎﻋﻴﺔ وﺑﻴﺌﻴﺔ إﻳﺠﺎﺑﻴﺔ ،وﻳﻀﺎف إﻟى ذﻟﻚ اﻷﻧﻮاع اﻟﻤﺨﺘﻠﻔﺔ ﻣﻦ اﻟﻤﺮﻛﺒﺎت
ﻣﺘﻨﺎﻫﻴﺔ اﻟﺼﻐﺮ ﻏﻴﺮ اﻟﻤﻤﻴﻜﻨﺔ أو اﻟﻜﻬﺮﺑﺎﺋﻴﺔ اﻟﻤﺠﻬﺰة ﺑﻤﻮﺗﻮر ،ﻫﺬا ﻣﻊ ﻣﺮاﻋﺎة زﻳﺎدة اﻟﺘﻤﻠﻚ واﻻﺳﺘﺨﺪام ﻓي ﻣﺼﺮ
وﻣﺤﺪودﻳﺔ ﺑﻴﺎﻧﺎت ﺳﻮق اﻟﻌﻤﻞ اﻟﻤﺴﺘﺠﺪة ﻣﻤﺎ ﻳﻘﻴﺪ دﻋﻢ اﻟﺘﺨﻄﻴﻂ واﺗﺨﺎذ اﻟﻘﺮار .وﻟﻴﺲ ﻣﻦ اﻟﻤﻤﻜﻦ ﺗﻘﺪﻳﻢ ﺗﻮﺻﻴﺎت
ﺑﺎﻟﺴﻴﺎﺳﺎت دون ﻣﺰﻳﺪ ﻣﻦ اﻟﺪراﺳﺎت وﺟﻤﻊ اﻟﺒﻴﺎﻧﺎت اﻟﻤﻮﺻﻰ ﺑﻬﺎ ﻛﺨﻄﻮة ﺗﺎﻟﻴﺔ.
● ﺳﻴﺎﺳﺎت رﻛﻦ اﻟﺴﻴﺎرات واﺳﺘﻌﺎدة اﻟﻤﺴﺎﺣﺎت اﻟﻌﺎﻣﺔ :ﻣﻦ ﺑﻴﻦ ﺧﻄﻮات اﻟﺘﻄﻮﻳﺮ اﻟﻀﺮورﻳﺔ ﻫﻲ إﻋﺪاد وﺗﻔﻌﻴﻞ
ﺳﻴﺎﺳﺎت رﻛﻦ اﻟﺴﻴﺎرات ﺣﺘﻰ ﺗﻌﻜﺲ ﺑﺼﻮرة ﻣﺘﻜﺎﻓﺌﺔ ﺗﻜﻠﻔﺔ اﻟﻤﺴﺎﺣﺔ اﻟﻌﺎﻣﺔ اﻟﻤﺴﺘﺨﺪﻣﺔ وﺗﺴﺘﻌﻴﺪ اﻟﺘﻮزﻳﻊ اﻟﻌﺎدل
ﻟﻠﻤﺴﺎﺣﺎت اﻟﻌﺎﻣﺔ وأﻳﻀﺎ ﻟﺘﺪﻓﻊ اﻟﺮﻛﺎب ﻧﺤﻮ اﺳﺘﺨﺪام اﻟﻤﻮاﺻﻼت اﻟﻌﺎﻣﺔ وﺧﻴﺎرات اﻟﺘﻨﻘﻞ اﻟﻤﺘﻨﻮﻋﺔ اﻷﺧﺮى.
● ﺗﻌﻤﻴﻢ اﻟﺘﺨﻄﻴﻂ اﻟﻤﺘﻤﺤﻮر ﺣﻮل اﻟﺘﻨﻘﻞ اﻟﻨﺸﻂ ﻓي اﻟﺘﺠﻤﻌﺎت اﻟﺠﺪﻳﺪة :ﻣﺎزاﻟﺖ ﻋﻤﻠﻴﺔ ﺗﺨﻄﻴﻂ اﻟﻤﺠﺘﻤﻌﺎت اﻟﺠﺪﻳﺪة
ﻣﻌﺘﻤﺪة ﻋ�ى ﻧﻤﻂ ﻳﺘﺴﻢ ﺑﺎﻟﺘﻨﺎﺛﺮ واﻟﺘﺨﻄﻴﻂ اﻟﻤﺤﺪود ﻟﻼﺳﺘﺨﺪاﻣﺎت اﻟﻤﺨﺘﻠﻄﺔ ﻟﻸراﺿﻲ .وﻓي ﻫﺬا اﻟﺼﺪد ﻧﻮﺻﻲ
ﺑﺘﻨﻤﻴﺔ اﻟﻘﺪرات ودﻋﻢ اﻟﺴﻴﺎﺳﺎت ﺑﻤﺎ ﻓي ذﻟﻚ دﻋﻢ ﺗﻄﻮﻳﺮ اﺳﺘﺮاﺗﻴﺠﻴﺎت اﻟﺘﻨﻘﻞ اﻟﻨﺸﻂ ﻋ�ى اﻟﻤﺴﺘﻮى اﻟﻮﻃﻨﻲ وﻋ�ى
ﻣﺴﺘﻮى اﻟﻤﺪن ،ﻓﻀﻼ ً ﻋﻦ وﺿﻊ ﺧﻄﻂ اﻟﺘﻨﻘﻞ اﻟﺤﻀﺮي اﻟﻤﺴﺘﺪام وﺗﺄﺳﻴﺲ ﻋﻤﻠﻴﺎت اﻟﺘﻘﻴﻴﻢ واﻟﻤﺘﺎﺑﻌﺔ واﻟﺮﻗﺎﺑﺔ ﻋ�ى
أﻣﺎن اﻟﻄﺮق ...إﻟﺦ .وﻳﺮﺗﺒﻂ ذﻟﻚ ارﺗﺒﺎﻃﺎ وﺛﻴﻘﺎ ﺑﺎﻻﺳﺘﻌﺪادات ﻟﻤﺆﺗﻤﺮ اﻷﻃﺮاف ﻻﺗﻔﺎﻗﻴﺔ اﻷﻣﻢ اﻟﻤﺘﺤﺪة اﻹﻃﺎرﻳﺔ ﺣﻮل
ﺗﻐﻴﻴﺮ اﻟﻤﻨﺎخ اﻟـ  (COP27) 27واﻟﻤﻘﺮر ﻋﻘﺪه ﻓي ﻣﺼﺮ ،وﻫﻮ ﻣﺎ ﻳﻀﻊ ﻣﺼﺮ ﻓي ﻣﺼﺎف اﻟﺪول اﻟﺮاﺋﺪة .وﻣﻦ ﺑﻴﻦ اﻟﺤﻠﻮل
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اﻟﺒﺪﻳﻠﺔ اﻟﻤﻄﺮوﺣﺔ ﻟﻠﺘﻨﻘﻞ ﻟﺒﻌﺾ ﻓﺌﺎت اﻟﻤﺠﺘﻤﻊ ﻫﻮ اﻟﺘﻨﻘﻞ اﻟﻨﺸﻂ وﻏﻴﺮه ﻣﻦ ﺧﻴﺎرات اﻟﺘﻨﻘﻞ ﻣﺘﻨﺎﻫﻲ اﻟﺼﻐﺮ.
ﺗﺰاﻣﻨﺖ ﻫﺬه اﻟﺒﺪاﺋﻞ ﻣﻊ ﻧﺘﺎﺋﺞ أزﻣﺔ ﻛﻮﻓﻴﺪ  19واﻹﺟﺮاءات اﻻﺣﺘﺮازﻳﺔ اﻟﺼﺎرﻣﺔ ﻣﻦ ﺗﺒﺎﻋﺪ اﺟﺘﻤﺎﻋﻲ وﺗﻮﻓﻴﺮ ﺑﺪاﺋﻞ
ﻟﺘﻘﻠﻴﻞ اﻻﻋﺘﻤﺎد ﻋ�ى وﺳﺎﺋﻞ اﻟﺘﻨﻘﻞ اﻟﺠﻤﺎﻋﻲ ﺧﻼل أوﻗﺎت اﻟﺬروة ،وﻫﻮ ﻣﺎ ﻳﺘﻄﻠﺐ اﻟﺪﻋﻢ اﻟﻤﺘﺴﺎرع ﻟﺘﻠﻚ اﻟﺤﻠﻮل
وﻧﻈﻤﻬﺎ وﺑﻨﻴﺘﻬﺎ اﻟﺘﺤﺘﻴﺔ.

8

EXECUTIVE SUMMARY
Beyond walking and cycling in Egypt, further forms of micro-mobility and micro-vehicles are
emerging, for both personal use and for commercial activities. Potential implications for climate
change, public space conservation, and other sustainability progress are of utmost importance for
large and dense megacities.
Micro-mobility and various forms of micro-vehicles are also a potential contributor to encourage
mode-shifting from carbon-intensive car use towards sustainable public transport since the “lastmile” trip (e.g., from home to a station, or from a station to work or school), and short trips or the
“only-mile”, must all be attractive enough to encourage such a transition. This implies a win-win
situation for both car owners and the less affluent or ‘captive’ commuters and other sustainable
commuters, a demonstration of a climate justice area of intervention. This report aims to provide
both orientation about the topic and its status in Egypt and provide policy guidance.
The report explores the current situation of micro-mobility in Egypt as well as last mile solutions, and
the various definitions and scopes. This is done with the intention of supporting a next stage of policy
development in Egypt beyond the existing megaprojects in process and further on towards
considerations of the hyperlocal context of commuting and door-to-door experiences of moving in
the city.
Findings of stakeholders’ consultations, field observations, and relevant literature, note that public
space is becoming scarce, and the accelerated car dependence is threatening air quality and the
quality of life in general if not addressed. Among the wide diversity of solutions for sustainable urban
environment is the advent of micro-mobility and the general ‘shrinking’ of vehicles, which is of
interest in large dense cities, along with concepts of sharing and other tech-enable solutions.
However, this is not an issue of technologies only, but more importantly an issue of developing and
enabling safe and enjoyable urban environments and empowering the authorities and all relevant
stakeholders to realize the vision of sustainable cities. This implies the conservation of urban nature
and the equitable distribution of public space, capacity building, and other needed interventions.
A diversity of micro-mobility options and micro-vehicles are rapidly expanding in Egypt, but data
availability is a major limitation to efforts for monitoring and planning to maximize impacts on society
and to sustainability. Exploratory research indicated the following:
Walking, cycling, electric kick-scooters, electric scooters and motorbikes, hybrid electric
bicycles, electric three-wheelers, non-motorized utility bicycles, pedal-assist utility
bicycles, bicycle sharing, e-bike sharing, electric kick-scooter sharing, and the various
business models with which they may operate, as well as other vehicles and techenabled solutions, are all either emerging or accelerating in their penetration at different
speeds and in different contexts in Egypt.
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These are each advancing with their respective implications for planning for a future of diversified
mobility options and reduced area footprint in cities. Improvement in road quality in Egypt is among
the notable factors facilitating this, but road safety then becomes the issue of next concern. The
topic also relates to other implications such as increased female ownership, use, and involvement,
which warrants adequate monitoring and data collection to better plan for gender-mainstreaming
in sustainable mobility plans and the enabling environment, and it is also associated with a
foreseeable impact on job creation enabled by diversification of modes of mobility, especially among
youth.
Following a review of international practices and evaluation of status and potential in Egypt with the
limited information about this novel topic to date, the policy recommendations are as follows:
● Mainstreaming SUMPs for cities: Sustainable Urban Mobility Plans (SUMPs) mandates for cities
to ensure a holistic approach to every new project, and to capture the elements of sustainability
that are often not in the conventional transport planning scope which is often limited to hard
infrastructure and missing other elements of sustainability (e.g. last-mile commuting,
intermodal integration, shading and trees, gender mainstreaming, traffic calming and road
safety measures, etc). The first SUMP has been implemented in Egypt has been in 6th of October
City, and prospects for replication are foreseeable. A leading example in comparable country in
the MENA region having mainstreamed SUMP in planning practices in cities is Morocco.
● Support data accessibility for empowerment and evidence-based planning: Enhance data- and
information-sharing in the transport sector to empower stakeholders and educate future
planners and empower innovators, especially as digital transformation ranks high in the current
development agenda in Egypt.
● Institutionalize NMT and micro-mobility in traffic departments of the Ministry of Interior,
governorate districts, and new settlements authorities: It is recommended to mainstream
vocabulary and performance indicators associated with sustainable mobility among key relevant
authorities, including establishment of a focal point, unit, or department, dedicated to
sustainable mobility including NMT, and empowered by updated mandates and performance
indicators and legal framework.
Other recommended areas of interventions are as follows:
● Enforce conservation of trees and ecological assets: Policies and legal frameworks are already
in place (constitution, law, and regulations) but the necessary intervention is to leverage this
wealth of legal and regulatory provisions by building capacity to understand and use it among
relevant authorities, NGOs and civil society, academia, and private sector. It is a fundamental
(and threatened) element of sustainable cities and the commuter’s experience (shading,
psychological well-being, thermal comfort, aesthetics and enjoyability, etc.). This has been
10

identified as one of the key areas of potential improvement in the move towards low-carbon and
climate-resilient cities and addressing the heat island effect in dense urban areas.
● Micro-vehicles and job creation for women and men: A promising area of positive social and
environmental impact is in income-generating uses of utility vehicles and various types of nonmotorized or motorized electric (or cleaner) micro-vehicles noting the increase in ownership and
use in Egypt, yet with limited availability of data monitoring this job market to better plan for its
future. Policy recommendations cannot yet be provided without further studies and data
collection, which is recommended as a next step.
● Car parking regulations and public space reclamation: Among the necessary developments in
regulation and enforcement is the advancement of car parking policies to adequately reflect cost
of space and to reclaim equitable distribution of public space, as well as nudge commuters
towards public transport and diversified mobility choices.
● Mainstreaming NMT-oriented planning in new settlements: new settlements continue to be
planned with sparse development and limited mixed land use planning. Capacity development
and policy support in this respect is therefore recommended, including support in development
of national strategies and city-level strategies for NMT in addition to development of SUMPs, and
establishment of monitoring and evaluation processes, road safety audits, etc. This is especially
of relevance in consideration of the preparations for the 27th Conference of Parties planned to
be held in Egypt (COP27) positioning Egypt in a leadership role. NMT and other micro-mobility
options are also among the alternative mobility solutions for segments of society following high
COVID-19 precautionary measures of social distancing and providing options to minimize
dependance on collective transport modes in peak hours, requiring accelerated support to such
mobility options and required regulations and infrastructure.
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1 “Peak Car”

Whether or not a country is reaching a ‘peak’ and eventual decline in car dependence is an
important question that researchers and planners are exploring to understand how to plan for
sustainable cities; cleaner air, improved quality of life, improved pedestrianization and cyclingfriendliness, and equitable distribution of public space.
In observation of the historical trends in advanced countries, a peak car phenomenon is indeed
noted as a common trajectory 1,2. This has been attributed to demand saturation, improved
accessibility catering to sustainable travel behavior, along with constraints on less sustainable
modes, but all preceded with a common trajectory of accelerated car dependence and
ownership, which is a stage that many cities of developing countries are in today, but trying to
learn from history elsewhere to avoid repeating mistakes.

1.1 Transport Policy Development Cycle

In observation of global trends, similar cycles of development have been found to be in common
in many cities with regards to transport policy and planning. In a wide-scoped study of
motorization trends in advanced countries, led by Prof. Peter Jones (2016) of University College
London (UCL), an assessment of several decades of urban transport policy development in
various cities was informative about a common trend. It revealed a common trajectory of car
dependence, peaking, and decline 3. The cities investigated included north-west European cities,
advanced Asian cities, and some identified north American cities, which together indicated
valuable insight about what the future may hold for developing countries that are in earlier stages
of such evolution.
The trajectory recognized was explained as a 3-stage process, whereby rapid motorization rises
before leveling off and declining in what is illustrated as an inverted U-shaped graph. It is
reminiscent of the environmental Kuznets' curve, which in simple words, posits that things will
eventually get better, but they will get worse before they get better, not an optimal trajectory
towards sustainability.

1

EC (European Commission) (2004). Reclaiming City Streets for People: Chaos or Quality of Life? Luxembourg:
Office for Official Publications of the European Communities. ISBN 92-894-3478-3. Retrieved
http://ec.europa.eu/environment/pubs/pdf/streets_people.pdf.
2

Metz, D. (2013) Peak Car and Beyond: The Fourth Era of Travel, Transport Reviews: A Transnational
Transdisciplinary Journal, 33:3, 255-270, DOI: 10.1080/01441647.2013.800615

3

Jones, P. (2016). The evolution of urban transport policy from car-based to people-based cities: is this
development path universally applicable? Paper presented at the 14th World Conference on Transport Research,
Shanghai 10-15 July 2016.
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In the cities studied, the negative externalities of motorization (air pollution, noise, loss of public
space, etc.) initially build up but are eventually met with the response of improving public
transport and departure from car-centric planning, while in a final stage of development,
solutions that revolve around livability of cities are gradually put in place. In such later stages,
owning a car no longer becomes an important status symbol and culture is adapted to livable
people-centered cities.
● Stage-1: Low car ownership.
● Stage-2: Car-oriented development advances along with increasing dependance on
private cars and urban planning focused on roads and highways, but later planners notice
the impacts on public space, air quality, and quality of life in general, which reaches its
peak and demands response to recover from such impacts.
● Stage-3: As cities realize impact on health, environment, and society, a wide range of
solutions are implemented to reduce car-dependance and enhance the livability of cities,
and sustainable lifestyles and cultures follow.
Not all cities however are aligned with this entire trajectory, but there are rather several common
factors that are noted to be prerequisite to enable this process:
● An enabling urban fabric (suitable land use density and accessibility to needs and
services). This condition is frequently found in older cities that had been originally
designed for walkability, before the advent of cars.
● Comparable door-to-door speeds by public transport, by car, or by walking or cycling for
various needs.
● Restriction on car use in place discouraging use of private cars. This condition would be
viable if the urban fabric and transport systems referred to in the previous two conditions
are indeed suitable.
Further research is needed to explore how stage-1 countries can directly move to stage-3 and
avoid the unnecessary nuances of a phase of peak car-dependence or to accelerate such
evolution and mitigating the impacts expected.
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Figure 1 Stages of transport policy development seen in the history of many advanced cities around the world

1.2 How is the world responding?
In response to the long-known threats of exponential growth in car-dependence, key principles
of improving planning have been mostly revolving around the following concepts:
● Mixed-use and compact development: Having various needs within walking or cycling
distance facilitates lifestyles with low-car dependence.
● Travel Demand Management (or “Mobility Management”) Measures: Policies and
regulations and other ‘soft’ measures to encourage a shift to more sustainable mobility
practices helps shift people’s behavior (e.g., constraints on cars such as parking policies
and congestion charges, but facilitation of walking, cycling, and public transport on the
other hand).
● Street transformations and reclaiming the street: Mistakes made in the past due to carcentered planning can be treated, and spaces replanned to regain livability of cities (e.g.
recovery of lost public space, urban greenery and elements of sustainable and complete
streets reintroduced to cater to walking, cycling, public transport, while considering
safety, comfort, heritage, and enjoyability).
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●

Re-thinking and diversifying mobility options: Diversifying mobility options enables
people to respond to necessary policies and regulations. Also, novel ideas for mobility
further advance the experimentation needed to explore means to reduce the areafootprint of commuters and environmental impact.

●

Developing Sustainable Urban Mobility Masterplans: Among the key developments in
improving mobility planning is the establishment of best practices for planning in a
holistic manner that revolves around improving the quality of life.

Among the areas of much interest are opportunities for development in the realms of
electrification, automation, and shared mobility (connectivity), referred to by some as the three
revolutions of urban transportation 4. As cities grow denser in population, vehicles will need to
have a smaller area footprint, be low- or zero-emission, and be provided through sharing
schemes where suitable.

1.3 How is Egypt responding?
Egypt is in a very early stage of car-dependence despite the apparent congestion in the dense
cities. Car ownership is low (but density is high and air pollution is significant due to low fuel
quality). However, despite the low car ownership, the steady economic growth implies likely
acceleration of car-ownership and continued dependence if no adequate policies are set in place
to enable mode-shifting.
In this respect, substantial investments have been made to advance collective transport systems
in Egypt in recent years (metro lines, light rail transit, bus rapid transit systems, monorail lines,
etc), a steady move towards improved sustainability of cities in this respect. However, among the
controversial issues is the expansion of road networks (and road widths) within residential areas.
This, on one hand relieves congestion, but on the other hand can make way for future further
‘induced’ traffic if constraints are not put in place. Another concern being addressed is also the
link to higher risks of road accidents due to increased speeds.
Awareness of such aspects is in gradual development, with gradual introduction of improved
parking restrictions and regulations, demonstrated interest in introducing cycling-friendly and
pedestrian-friendly upgrade interventions, and gradual reduction of fuel subsidies, which
incentivizes fuel efficiency and consumption reduction. Elsewhere, concepts of park-and-ride,

4

Fulton L., Mason, J., Meroux, D. (2017). Three Revolutions in Urban Transportation: How To Achieve the Full
Potential of Vehicle Electrification, Automation, and Shared Mobility in Urban Transportation Systems Around the
World by 2050. University of California, Davis, and Institute for Transportation and Development Policy.
https://merritt.cdlib.org/d/ark%253A%252F13030%252Fm52c3sbx/1/producer%252FSTEPS-2050.pdf
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bike-sharing, and other ideas that are novel to Egypt are being gradually introduced, all of which
are in early stages of learning and trial-and-error, but in progress.
Key concerns of cultural heritage activists and environmental organizations however are about
the irreversible losses in cultural and ecological assets of old cities in favor of road expansion
programs, as well as the mentioned risks associated with road safety for pedestrians. In this
respect, awareness about such drawbacks is necessary, and means to mitigate such impacts are
of concern.
Such topics are key areas for development and improvement in the present stage in the evolution
of transport policy. Improvements in this respect would promise better pedestrian friendliness
and better commuter experiences when accessing public transport, and therefore enable the
shift from cars to alternative modes.

1.4 Awareness about laws and regulations
In terms of legal frameworks, considerations for pedestrians and their safety are already included
in the Traffic Law and its executive regulation of 2008. This includes details that are not
sufficiently practiced or enforced in practice, such as how a car driver should behave when
approaching a zebra crossing, etc. Dissemination and awareness activity about existing
regulations is therefore an area where improvement is necessary in parallel to the improvement
of the enabling infrastructure.

1.5 Less space for cars and more space for other modes?
Among the areas of interest in this learning journey are the alternatives associated with
conservation of public space in the dense cities. This can be indicated in the plans of introducing
bicycle sharing in the central business district, integrated with the accompanying measures
implemented in Cairo’s downtown area as well as in other cities in Egypt. Concern over the
scarcity of ‘space’ in the city is increasingly coming to the attention of planners, adding this
concern to the list of other threats of excessive car-dependence.
Concepts associated with ‘micro-mobility’ are therefore also relevant to accelerate progress
towards sustainable cities in Egypt and socially equitable distribution of public space. Various
novel modes and systems of micro-mobility have also been adding to the ‘playfulness’ of urban
environments and the enjoyability of commuter experiences.
Within a large mix of solutions for improved door-to-door commuting experiences, this paper is
focusing on one of these aspects, the shrinking of the vehicles of the future in the context of
improved connectivity and electrification and looking beyond cycling and walking for the short
first- and last-mile as well as the ‘only-mile’ commutes, exploring a future of more diversified
options for mobility.
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2 What is Micro-mobility?
Micro-mobility is a relatively new term in many countries. The various definitions revolve around
three main characteristics with few variations. First, they are lightweight vehicles, that can weigh
up to 50 kg while some planners recognize 500kg. It is also characterized by operating at relatively
low speed which is up to 25 km/hr., while some planners may recognize up to 50 km/hr. Lastly,
it is driven by the user personally. These vehicles can either be human-powered or with an
electrical motor. The most common examples for these vehicles are Bikes, kick-Scooters, and
skateboards 5.

Figure 2 types and characteristics of micro-mobility

Micro-mobility is growing rapidly worldwide in densifying cities. Despite their basic
characteristics, micro-mobility is considered by some planners the future of mobility, as well as
one of the promising tools to reduce private car ownership 6. In this paper, the existing situation
and challenges are explained, and the opportunities in the field of micro-mobility are highlighted.
5

Institute for Transportation and Development Policy. 2021. As the Impacts of Coronavirus Grow, Micromobility
Fills in the Gaps. [online] Available at: <https://www.itdp.org/2020/03/24/as-the-impacts-of-coronavirus-growmicromobility-fills-in-the-gaps/> [Accessed 14 October 2021].

6

CB Insights Research. 2021. Micro Mobility Revolution: Startups, Companies & Market Solutions l CB Insights.
[online] Available at: <https://www.cbinsights.com/research/report/micromobility-revolution/> [Accessed 15
October 2021].
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Mirco-mobility and Micro-vehicles vary in definitions
Micro-mobility can easily be confused with a similar term, Micro-vehicles, which refers to the
vehicles themselves and not the nature of mobility, and they also further include other vehicle
types that are considered smaller than the usual private car, i.e., motorcycles, quadricycles,
motorized three-wheelers, etc. Micro-vehicles definitions vary between different countries, but
in essence the reduction in size and the implied reduced space requirements in dense cities is the
common theme.
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Cycling Case study: BiTiBi (bike-train-bike) in the Netherlands

The BiTiBi (Bike-Train-Bike) logic entails combining the most energy-efficient modes into a
mode capable of competing with a private vehicle for last mile solutions. The European
Commission funded this experiment to explore effective adoption in the Netherlands before
replicating it in other regions and cities.
Safe bicycle parking (first mile), shared bicycle (last mile), integration of services, and
integration of payment are four of the service's building blocks. The railway-connected system
differs slightly from the more extensively used urban bicycle-sharing systems. Bicycles are
hired for 24 hours and must be returned to the station where they were picked up (round-trip
station-based system). The operator's costs are greatly reduced because of this. It enables the
Dutch railways to operate the service at a break-even cost, which is difficult for other urban
bicycle systems with bicycles that are only used occasionally.
Observed behavioral change was as follows: Approximately 10% of cyclists who park their
bikes at railway stations had previously driven the entire distance in a car and a further 15-20%
of people stopped driving to the train station. The impact of implementing the BiTiBi approach
across Europe was also calculated as part of the project. In 2030, it was estimated that 20% of
railway passengers would ride their bicycles to the station. This is less than half of the actual
Dutch share, but more than five times the estimated 4% of all EU railway users. As a result,
there will be an additional 250 million railway users in the EU 7. In addition to that, there will
be a reduction in CO2 emissions and energy. Moreover, due to the increase in physical activity,
1200 premature deaths will be avoided each year 8.

7

European Environment Agency, 2020. The first and last mile: the key to sustainable urban transport : transport
and environment report 2019.
8
Bitibi.eu. 2017. Bike Train Bike. [online] Available at:
<http://www.bitibi.eu/dox/BiTiBi_Booklet_WEB_Feb2017.pdf> [Accessed 11 September 2021].
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3 Sustainable mobility planning
A widening variety of mobility modes are offered to use within the cities today. Many hierarchies
of the sustainability of different options are under continuous discussion and being promoted
among environmental activists. An example of a simplified list of priorities for planners is as
follows:
1.
2.
3.
4.
5.
6.

Walking
Cycling
Utility bicycles
Public transport
Taxis and shared/ride-hail cars
Private cars, whereas single-occupancy car use is the lowest rank in priorities.

Planning approaches are guided by the emerging concepts of Sustainable Urban Mobility Plans
(SUMPs), the Avoid-Shift-Improve (A-S-I) frameworks, the compact city planning concept,
among others, all interrelated.
The Sustainable Urban Mobility Plan (SUMP) is a planning strategy introduced by the European
Commission in late 2013. This framework of planning aims to provide sustainable mobility in
cities to satisfy the mobility needs of people for a better quality of life. The main characteristic of
the SUMP is its emphasis on participatory and integrated development principles. It is a longterm vision for a city, with a clear implementation plan.

Rupperecht Consult
Figure 3 Sustainable Urban Mobility Planning Guidelines
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Egypt’s First SUMPs: 6th of October City, Cairo, and Sharm El-Sheikh
The first SUMP developed in Egypt is developed for a New Urban Community in West Cairo called
6th of October City. It aims to tackle the present and future mobility challenges in the city until
2030. The plan is focused on passenger mobility and includes all modes of transport; public and
private as well as motorized and non-motorized. The SUMP is developed by a Consultancy called
Transport for Cairo in cooperation with the New Urban Community Authority (NUCA), which is
the authority responsible for all New Urban Communities in Cairo, including 6th of October.
The 6th of October SUMP follows the European Commission Guidelines, however, focuses on
localizing the steps and strategies to fit the context. It starts with a diagnostic of the city,
developing a vision and objectives and arriving at specific projects at the end. 9
In the same year, another landmark SUMP for Sham El-Sheikh city was implemented by the ITDP
in cooperation with UNHABITAT, South Sinai Governorate, and the General Authority for Physical
Planning (GOPP), including proposed NMT facilities and bikeshare systems among a wide range
of integrated solutions.

Source: Sustainable Urban Mobility Plan in 6th of October City, Transport For Cairo

9

Transport for Cairo, 2021. Sustainable UrbanMobility Plan in 6th of October. URL:
https://transportforcairo.com/portfolio/ (accessed on 16 September 2021)
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The Sustainable Mobility Plan process is divided into several phases: Preparation and assessing
the current situation of the city, identifying its potentials and challenges, creating a vision and
setting specific goals for the city to achieve within the set timeframe, and then planning the
process, setting clear projects and action items, and finally the implementation and monitoring
phase. The cycle ends with a clear review of the results and lessons learned 10. The SUMP is a
framework that contributes to having integrated interventions in cities, which all contribute to
the overarching vision, and avoids ad hoc interventions. Accordingly, synergies between projects
are highlighted, emphasizing the effectiveness and success of each project and intervention.

Elsewhere in the MENA region: Cities of Morocco Implementing
Sustainable Urban Mobility Master Plans (SUMPs)
Over the past years, the Moroccan government developed a national policy to address the
current and future challenges of Moroccan cities and improve urban mobility.
In 2016, Morocco, the host of COP22, committed to reducing GHG emissions by 13% by 2030.
It was one of the first countries to join the MobiliseYourCity Partnership (MYC), a good example
of international cooperation to mainstream SUMPs 11. MYC has established itself as one of the
leading global partnerships for sustainable urban mobility planning, with around 100 partners.
It supports in SUMP implementation, policy development and sustainable transport
investment in developing and emerging cities.
In Morocco, MYC has provided technical support to implement a SUMP in several Moroccan
cities. MYC assisted Casa Transports, the entity responsible for the SUMP implementation in
Casablanca through guidance, technical expertise and review of the SUMP. Furthermore, MYC
assists other cities of Morocco to implement a SUMP, such as Rabat and Oujda.

source: Mobiliseyourcity, 2021

10

Eltis, 2020. SUMP process. URL: https://www.eltis.org/mobility-plans/sump-process (accessed on 10 October
2021)
11

Mobiliseyourcity. 2021. Morocco | MobiliseYourCity. [online] Available at:
<https://www.mobiliseyourcity.net/node/214> [Accessed 1 September 2021].
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3.1 Avoid-Shift-Improve Principle
Within the Avoid-Shift-Improve framework or principle for addressing sustainable mobility
planning and choices, micro-mobility offers multiple Shift options. In observation of global
trends, several solutions are receiving a lot of attention from planners, such as vehicle-sharing,
mode integration and infrastructure for nonmotorized modes (walking, cycling, utility vehicles,
etc.), but also through improved urban planning.
In this respect, micro-mobility is not about vehicles only, but also about the urban planning
(compact and mixed-use) and digital infrastructure that would enable it, along with the
regulatory framework and enforcement to ensure safety.

3.2 Compact City / Neighborhood planning Concept
In order to enable reduced needs for transport (‘avoid’) Transit Oriented Development (TOD),
compact, and mixed-use city planning is key. One popular simplification used to summarize such
concepts to the broader public is to envision the so-called 15-minutes city where educational,
commercial, leisure, medical and employment facilities are provided in a compact mixed-use
neighborhood within 15-20 minutes walking or cycling, and accordingly avoid any unnecessary
traffic between the city’s neighborhoods 12.

12

Deloitte. 2021. 15-Minute City. [online] Available at: < https://www2.deloitte.com/global/en/pages/publicsector/articles/urban-future-with-a-purpose/15-minute-city.html > [Accessed 16 September 2021].
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Paris, and origins of the 15-minute city

Figure 4 The concept of the 15 minutes City. Illustration: Micaël Dessin / for Paris-en-commun

The concept of 15 minutes cities was popularized by Anne Hidalgo, Mayor of Paris, who was
inspired by French-Colombian scientist Carlos Moreno in 2016. It has been described as a
return to a local way of life. In an article published in 2021, Moreno et al. introduced the 15minute city concept as an approach to ensure that urban residents can fulfil six essential
functions (living, working, commerce, healthcare, education, and entertainment) within a 15minute walk or bike-ride from their homes. According to Moreno, 66% of the public space in
Paris is streets for cars, but individual cars move only 17% of the population.
The Mayor of Paris’s goal has been to improve the quality of life since her appointment in 2014.
She banned high-polluting vehicles as well as car traffic along parts of the Seine and, in
February 2020, restricting it to pedestrians and cyclists. She initiated the creation of mini green
spaces across the city, in addition to more than 40 Parisian school grounds transformed into
green oasis yards. Since the pandemic, more than 50 km bike lanes have been added, which
are known as coronapistes. Hidalgo also put a budget of €1bn euros per year for maintaining
and beautifying streets, gardens, and squares. 13
13

Postaria, R., 2021. “15-minute city” – how do we get there? - citiesforum.org. [online] citiesforum.org. Available
at: <https://www.citiesforum.org/news/15-minute-city/> [Accessed 7 September 2021].
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3.3 Mobility as a Service (MaaS)
Most cities offer a variety of mobility options for people to move within it. With regards to mass
transit, one key challenge is that they cannot compete with the door-to-door service that a
private car can offer. To address this, cities started approaching integrated mobility systems to
offer a door-to-door experience for mass-transit commuters.
Integrated mobility enables the lining up of different mobility modes together to organize the
door-to-door trip. One promising long-known approach to enable integrated mobility systems is
to conceptualize transportation as a tech-enabled service providing mobility rather than
transport modes or vehicles, i.e., Mobility-as-a-Service (MaaS). MaaS leverages the development
in information and communication technology (ICT) sector and widespread availability of
smartphones today to provide a digital platform for mobility services such as planning, booking,
and paying for various modes. Railways, buses, taxi services, ride-hailing services and even
car/bike/scooter sharing services can be integrated in a MaaS platform, or separate businesses
can provide various forms of MaaS with different levels of integration (e.g. in freight transport,
in novel sharing services, specialized fleets, etc.).

Figure 6: Mobility-as-a-Service (MaaS) improves efficiency and mobility offer. Photo: Ministry of Transport and communications,
Finland
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MaaS gives the commuter the options of integrated ticketing and pricing for all mobility trips
even if these trips are within different mobility modes. Accordingly, a common practice in citylevel planning is to offer mobility packages and season tickets to encourage users to try their
integrated mobility experience. MaaS platforms therefore enable alternative door-to-door
mobility and facilitate sustainable mobility choices and eventually contribute to overall system
efficiency and reduction in emissions.
However, the main challenge facing MaaS operators is the geographical coverage of the existing
modes. If the existing modes in the city do not cover the distance from the origin of the user to
her destination, then the utility of the application rapidly declines, and commuters may be
compelled to use private cars or modes that score less in the sustainability scale.
To ensure suitable door-to-door commuting experiences, such short-distance connecting trips
(or sole short trips in general) must therefore be subject to extensive planning as well. This
challenge is the main issue facing integrated mobility systems in cities, and it is therefore studied
as a fundamental category of trips referred to as the Last Mile or also referred to as First Mile/Last
mile, or First, Last, and Only mile (FLO), etc., all of which refer to the similar concepts associated
with door-to-door coverage 14,15.

14

UITP. 2019. Mobility as a Service. [online] Available at:
<https://www.metropolis.org/sites/default/files/resources/Report_MaaS_final.pdf> [Accessed 5 September 2021].

15

Matyas, M. and Kamargianni, M., 2018. Survey design for exploring demand for Mobility as a Service
plans. Transportation, 46(5), pp.1525-1558.
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4 Beyond megaprojects: The missing mile challenge
The first and last mile refer to the trip from the commuter’s location to the nearest mass-transit
stop and from the final stop to the destination (e.g., home to metro, metro to work). It is also
common to refer to both as the last mile for brevity.
The ‘only mile’ term represents the trips in which the destination can be reached directly from
the origin without the need for an interchange between mobility modes (e.g., short cycling trip
from home to school). Ideally, most of the mobility trips in a compact city should fall under the
category of only mile trips.

Figure 5 First and Last Miles trips are fundamental to encourage the shift away from cars. Source: ONN Bikes, Medium

Improved first and last-mile experiences may directly affect mass transit as well and are therefore
increasingly becoming a concern of major transit projects as well. In one study of the residents
of New Cairo City in Egypt, results indicated alarming results 16:
(1) The insufficient first and last mile mobility options in New Cairo is the second most
affecting factor for the residents’ choice to avoid mass-transit modes.
(2) 49% of mass-transit users in New Cairo reported that the first mile of their trip is the most
challenging part of their trip that needs most development.
(3) 90% of New Cairo residents use private cars for their only mile trips to get their weekly
household needs. This indicates the lack of offering sustainable only mile solutions.

16

Hussin, H., Osama, A., El-Dorghamy, A. and Abdellatif, M., 2021. Towards an integrated mobility system: The first
and last mile solutions in developing countries; the case study of New Cairo. Transportation Research
Interdisciplinary Perspectives, 12, p.100469.
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On the other hand, Egypt is investing substantially in numerous transportation mega projects,
especially in the Greater Cairo Region (GCR). Mega projects like the monorail, light rail, Bus Rapid
Transit systems, and the new metro lines are expected to improve the mass transit services in
the GCR and connect its districts together. However, the main challenge will be how to connect
the users to these modes. In other words, what will be the last mile solutions (and commuter
experiences) to reach these future mega projects to be sufficiently enjoyable to attract and retain
commuters who would otherwise prefer private cars.

4.1 Understanding First, Last & Only (FLO) mile concepts
First, Last & Only (FLO) mile issues are among the greatest challenges for developing an
integrated mobility system, but various solutions are becoming widespread today. There are
several FLO mile solutions proposed such as park-and-ride, car-sharing, car-pooling, ride-hailing,
micro-transit, internal buses feeder networks, other micro-mobility options, and walking.

4.2 Park & Ride to reduce cars in the city
Park-and-ride encourages users to use their private
cars for the last mile trips to use the mass-transit
service as their main mobility mode. However, to be
convenient for the users, the location of these stops
should be closer to the origin location of the users rather than their destination location.
Furthermore, the parking fees are often subsidized either by the city council or the mobility
operators to encourage ridership as well as ensure the enjoyability of the commuting experience
and spaces.
Furthermore, offering convenient services at the stations (e.g. catering to commercial, religious,
or social activity) is among the common approaches. One key disadvantage however can be the
space requirements for the car parking and the opportunity cost of land. Another arguable
disadvantage is the possible car traffic impact at the stations, requiring careful design. Park and
Ride stations are therefore strategically placed around the outskirts of cities.
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(P+R) in Amsterdam
The city of Amsterdam has created a unique Park & Ride (P+R) scheme in 2011, which allows
visitors to park their cars at a discounted rate at a P+R site and then take public transportation
to the city center. Only one condition applies: they must complete their journeys to the city
center.
The final check-in back to the car must therefore take place at a public transportation stop in
the city center. The focus is primarily on a specific target group of commuters: day-trippers
and tourists.
Amsterdam purchased new vending machines for public transportation tickets and the city
center check as part of the P+R concept's new approach. As a result, over 1.3 million people
visit one of the P+R sites each year. This equates to 500,000 cars parked rather than driving
to the city center. 3,000 cars are parked at the P+R sites in Amsterdam during rush hour. This
is the number of vehicles usually parked in the city center for an extended period during peak
hours 17.

Amsterdam's P+R City Centre with public transport stops.

17

Rijkswaterstaat Environment. 2021. Case study Park+Ride in Amsterdam. [online] Available at:
<https://rwsenvironment.eu/subjects/sustainable-mobility/toolbox-smart-mobilitymanagement/multimodal/map/case-study-park-ride-amsterdam/> [Accessed 1 September 2021].
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4.3 Sharing and Ride-hailing Services beyond cars
Ride-hailing services can be used as a last mile solution. They are not necessarily
the most sustainable solution as they offer individual vehicles for their users in
involve cars circulating in traffic. However, they can be seen more sustainable
than the park-and-ride option if implemented with such intention to facilitate
last-mile trips with the associated incentives. Another key advantage is that they
offer suitable last mile services for the elderly and people with disabilities that
allows them to integrate with the mass-transit services easily.
The door-to-door trips enabled by ride-hailing or sharing services are attractive to many users,
and they recognizably help in increasing the mass-transit ridership in many cities. One example
is Los Angeles21. One program in LA involved subsidizing ride-hailing that was connecting to public
transport services, with a 15km catchment area coverage, and proved successful in promoting
new ridership 18,19.
To further encourage the users to decrease the use of private cars, cities and service providers
tend to subsidize the fare for the ride-hailing services if connecting to the mass-transit stations 20.
Furthermore, the city council and mobility planners can compare various door-to-door trips to
account for total monetary costs, but also total comfort and time. These variables tend to
encourage citizens to use ride-hailing for short trips, while in the case of long trips they can be a
connecting mode 21. Although ride-hailing is known for mobilizing cars, such services are
continually expanding to mobilize other vehicle types such as motorcycles, three-wheelers, and
other vehicle types that can be used as last mile and only-mile solutions.

18

Brown, A., Manville, M. and Weber, A., 2021. Can mobility on demand bridge the first-last mile transit gap?
Equity implications of Los Angeles’ pilot program. Transportation Research Interdisciplinary Perspectives, 10,
p.100396.

19

Lewis, P. and Puentes, R., 2021. Mobility Lessons Learned: A Summary of the MOD Pilots in the Los Angeles and
Puget Sound Regions. [online] Enotrans.org. Available at: < https://www.enotrans.org/wpcontent/uploads/2021/04/Mobility-Lessons-Learned-A-Summary-of-the-MOD-Pilots-in-the-Los-Angeles-andPuget-Sound-Regions.pdf > [Accessed 1 September 2021].
20

Sand, L., Beckerman, S., Blair, C.C., 2016. First and Last Mile Connections: New Mobility.
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Tirachini, A., 2020. Ride-hailing, travel behaviour and sustainable mobility: an international review.
Transportation 47, 2011–2047. https://doi.org/10.1007/s11116-019-10070-2
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Formal & Informal First and Last Mile Solutions in Egypt: Moto-Taxi
The Moto-Taxi is a form of a FLM solution that was developed informally by people in Cairo as
an informal demand-response phenomenon. It is characterized by its small size and low fuel
consumption compared to other vehicles. One of the most popular uses is in high-traffic areas
where the moto-taxi would be faster than any other vehicle. It is also used in high-density areas
with narrow streets. It is also used by workers in areas under construction where adequate
transport services are not in place or do not reach the specific construction sites.
Moto-taxis’ drivers cluster together near a bus station or a popular drop off location to form
their own moto-taxi station and cover convenient distances. Safety concerns is an issue, but
affordability and the convenience of at-door drop-off is meeting a substantial market need.
Recognizing the popularity and functionality of moto-taxis in the streets, ride-hailing service
providers also started adding a motorcycle option to their fleet options. This service has
improved the issue of safety of the moto-taxi commuters and is gradually being used by
females as well.

Figure : Informal Sector filling in a gap of last-mile needs, including services for trips to school.
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4.4

Catchment area planning for walking and cycling

Planners often define a suitable distance to ensure proximity of pedestrians to public transport
services, such as 5-minute walk distances (e.g. 400m), which is seen as the most convenient for
commuters. However, a common travel distance for first and last mile trips, as well as only mile
trips, vary largely between cities depending on the urban planning. People may start choosing
alternative travel modes as distances gradually increase. This does not only depend on distance,
but also the commuting experience.
Many tools are available to assess such criteria addressing the commuting experience and
pedestrian friendliness of cities, beyond distance. A prominent example that has been utilitized
in training in many developing countries, including Egypt, is the ITDP Pedestrian First Toolbox,
and elsewhere other tools and assessment efforts are being rapidly mainstreamed in common
planning practices 22,23.
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ITDP (2018). Pedestrian First Toolbox. https://www.itdp.org/publication/walkability-tool/
McKinsey, 2017. Public–private collaborations for transforming urban mobility | McKinsey [WWW Document].
URL https://www.mckinsey.com/business-functions/sustainability/our-insights/public-private-collaborations-fortransforming-urban-mobility# [Accessed 1 September 2021].
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New Cairo Case-Study
New Cairo is a satellite city that has a very high car dependency rate. Almost 74% of the
residents use private cars as their main mobility mode. In response to that, New Urban
Communities Authorities (NUCA) has planned feeder buses network in order to connect the
origin’s location of the commuters to the nearest mass transit station. However, this system
did not yet meet its expected goals as these buses were not accessible from most of the city.
By applying a basic catchment area radius of 400 and 800 meters, neglecting the existing street
network and the gated communities and the buildings that are blocking the direct routes,
limited coverage is still observed. Only 22.7 % of the Urbanized study area were covered within
5 minutes walking distance, while 47.7 % of the area were covered within 10 minutes’ walk.
Practical coverage is even less when considering other factors like physical barriers of gated
communities 24.

New - Cairo’s NC Buses Catchment Area

Coverage Within 400 m
is 22.7 %
Coverage Within 800 m
is 47.7

%

Figure : New Cairo's NC Buses Catchment Area. Source: Hussin 2020 23
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Hussin, H., 2020. Towards an Integrated Mobility System; The First and Last Mile Solutions The Case Study of
New Cairo. [online] Iusd.asu.edu.eg. Available at: <https://iusd.asu.edu.eg/wp-content/uploads/2021/03/6-MTFinal_Hassan_Hussin.pdf> [Accessed 2 September 2021].
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Samples of integrated mobility system’s trip anatomy in Egypt

Figure 6 Integrated mobility system’s trip anatomy in Egypt
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5 Micro-mobility and possibilities for Egypt
Micro-mobility is considered by many to be a significant feature in the future of mobility. It suits
short trips and requires little space in dense cities and is often fun. It is also more sustainable
than other mobility modes due to its limited energy consumption and it small size, and has a
lower environmental impact.
Micro-mobility can also play an important role in long trips. It is among the most sustainable and
efficient first and last mile solutions that can provide a pleasant door-to-door mobility experience
if properly planned for in the city and with integration with mass-transit stops.

5.1 Micro-mobility for commuters
Micro-mobility is mainly characterized by three
main elements: lightweight vehicles, operating at
low speed and driven directly by the users.
However, this simple combination can offer a
variety of vehicles that are suitable for almost
everyone including children, youth and the elderly.
One of the main advantages of micro-mobility is
that its vehicles are available in several sizes that
can vary based on the user’s age and size.
The small vehicles can be two-wheelers, threewheelers, or four wheelers which satisfies the
needs of more user groups and various ages.
Micro-mobility vehicles can either be humanpowered or with a partially or fully electric engine
assistance. The electric engine helps overcoming
hilly terrain and extend the distances that can be
comfortably covered.

Figure 7 cycling in rural Egypt. Daily news Egypt

Although micro-mobility vehicles don’t occupy a
large space in the streets, some micro-mobility
vehicles have a feature of folding. This feature
facilitates parking them on streets or storing them
at homes or offices. It also facilitates carrying these
lightweight vehicles within the city.

Figure 8 E-kick scooter. Source: Spousepro
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Bird

Cyclist

Figure 9 On the left, Foldable kick Scooter. On the right, Foldable bicyle.

Examples of emerging Micro

- mobility Vehicles in Egypt
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Novel forms of micro-mobility vehicles are already available in Egypt since several years. They
are most popular in relatively low speed but paved areas such as Zamalek, Downtown and
Maadi. They are also used in many gated communities in New Cairo and El Sheikh Zayed, as
well as many coastal cities such as cities along the North Coast, and elsewhere along the Red
Sea such as Hurghada, Marsa Alam and Al Gouna. Currently, they are either used as an onlymile
mobility mode, or for leisure and entertainment. The usage of micro-mobility as a Last mile
solution is yet to be discovered.
There is a variety of novel micro-mobility vehicles in Egypt, but the most popular and growing
vehicle novelties are the e-kick scooters and the e-bikes. Indicative examples of specifications
and prices are noted below. Significant demand from female buyers is noted in interviews with
suppliers.
E-kick scooters

Battery Type
Trip Range/ charge
Max. Speed
Charging time
Weight
Manufacturer /Provider
Price Range
Existing models

Lithium Battery
20 -50 km
25-45km/h
3-4 hours,
15-30 kg
Imported from China, spare parts and maintenance available in Egypt
12,000 - 16,000 EGP ( Q3 2021)
Roll n’go , Ninebot.
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Mohamed, A., (Aug. 01, 2021). Personal Communication: Interview with Electrified's co-founder, Ayman
Mohamed.
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Electrified 2021

Electrified 2021

Figure : Micro-mobility in Egypt. On the left, Roll'ngo. On the right, ninebot.

E-Bikes

Battery Type
Trip Range / charge
Max. Speed
Charging time
Weight
Manufacturer/ Provider
Price Range
E-Bike types
Existing Models

Portable Lithium Battery
35-40 km
30 km/h
4-6 hours
25 - 40 kg.
Ecobike (Ghabour), Glide Smart Mobility
9,900 – 15,500 EGP ( Q3 2021)
City E-bike, Mountain E-bike, and Foldable E-bike
Ecobike, Bykee.

Figure : Micromobility in Egypt; Ecobike By Ghabour

Figure : E-bikes in Egypt; Bykee by Glide Smart Mobility.
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5.2 Cargo and utility bikes
Cargo bikes and utility bikes in general are among the practical and emission-free solutions for
personal or freight transport, and cater to mobility with goods, children, pets, or for other
utilities. Cargo-bikes are designed in multiple configurations that allow for a wide range of loads
in terms of weights and volumes from 45 kg for a two-wheeled bike, up to 600 kg for a 4-wheeled
couch bike. They therefore provide a versatile solution for a diversity of trip purposes from
personal shopping trips, moving household items and moving with children to urban logistics
trips for small and medium enterprises, nonprofits, and courier services.

Figure 10 Cargo-bikes types and uses
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Subsidized Cargo

- bike sharing in Berlin: Flotte Kommunal

In an initiative by the German Bike Association (ADFC), a scheme is set in place to allow
residents of Berlin to borrow cargo-bikes for free for up to three days. The cargo-bikes are
placed in public buildings like public libraries, youth centers and museums and can be booked
through an online platform that shows the distribution and availability of bikes in each
neighborhood. The project was funded by the senate of Berlin with a partial contribution from
the boroughs where the bikes are deployed with a total funding of 80,000 Euros. Since the start
of the project in 2018, a total of 107 cargo-bikes were deployed in public institutions rented
by more than 5000 users. Around 30-40% of the trips by cargo-bikes from the Flotte Kommunal
fleet were replacing private car trips.

Flotte Berlin

Flotte Kommunal fleet map showing the availability of bikes in public buildings.
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5.3 Emergence of novel cargo bikes in Egypt
Cargo-bikes are not new to Egypt, tricycles, and the
classic short-john (bicycles with baskets built in the
frame) can be found in use among fruits and vegetable
vendors, pharmacies and local supermarkets.
However, contemporary cargo-bike models that
provide ease of movement and efficient mobility,
especially electric cargo-bikes, are lacking in the
Egyptian bike market. The diversification of the cargobike models available in the market can help a variety
of sectors like food services, retail, maintenance, and
manual workers, as well as urban freight shifting to
micro-mobility especially for last-mile-delivery.
In the race towards decarbonizing urban mobility,
many European cities set schemes to support the use
of cargo-bikes for individuals and businesses including
subsidizing cargo-bike purchases, tax exemptions and
free or heavily subsidized cargo-bike sharing. These
public investments are made due to the high
purchasing cost of cargo-bikes and e-cargo-bikes that
start from 1000-2000 EUR (approx..18,000 – 35,000
EGP), but planners recognize the positive impacts of
replacing car trips in urban areas.

Figure 11 Recently rolled out formal waste collection utility bike
(source: Tabdeel)

One baseline study for an EU project, CycleLogistics, surveys showed that 51% of all motorized
trips in European cities are linked to moving goods and can be replaced by cargo-bikes. Potential
savings by category included 25% of urban freight transport, 50% of business and services trips
and 77% of shopping trips 26. Weighing the costs and benefits of shifting from cars or various
conventional vehicles to e-cargo-bikes show a substantial economic advantage as well since it
costs 17% of of what conventional car trips cost. 27.
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Wrighton, S. and Reiter, K., 2016. CycleLogistics – Moving Europe Forward!. Transportation Research Procedia,
12, pp.950-958.
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Becker, S. and Behrensen, A., 2021. Cargo Bikes: Sustainable and Resilient Transport | Heinrich Böll Stiftung |
Brussels office - European Union. [online] Heinrich-Böll-Stiftung. Available at: <https://eu.boell.org/en/cargo-bikessustainable-and-resilient-transport> [Accessed 21 September 2021].
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Cargo-bike sharing in Egypt
In Egypt, an experimental cargo-bike sharing was introduced by the social enterprise Tabdeel
in Cairo. The cargo-bike model used is a two-wheeler cargo bike that can be used for moving
goods and people. The users can book the bike and determine how much would they pay per
rental day. Such novel vehicle designs and system solutions are gradually being introduced in
Egypt.

Cargo-bike used for personal trips in Egypt(source: Tabdeel)
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5.4 Facilitating Micro-mobility
Several approaches can be taken to encourage users to use micro-mobility vehicles as last-mile
solutions and short trips, especially to facilitate and encourage use of larger mass transit systems
if proper integration is ensured. Integration is not only in terms of infrastructure but also through
integrated digital services and other integration enablers, including promotional campaigns.
5.4.1 Promoting Park & Ride for Bikes
Similar to the Park & Ride idea used for private car users, the same approach here is needed to
encourage micro-mobility users to leave their micro-mobility vehicles at the mass-transit stations
without the fear of being stolen or broken. This option is most convenient at bus stops and metro
stations, etc., as most mass transit systems do not have space to allow all the users to take their
bicycles vehicles on board, although some micro-vehicles such as kick-scooters would be
accommodated. Bike Park & Ride is more common as a first-mile solution in specific, such as
home-to-station. In the last-mile however (e.g., station-to-work or station-to-school) more
suitable options are also needed in addition to the conventional walking option.
5.4.2 Promoting Bike & Ride
In case there is a lack of last-mile solutions, there
can be an option for users to take their vehicles
onboard. Boarding the vehicles can either be by
making a cantilever dock from the bus, or by
having it in the vehicle itself if there is enough
space. This approach is more convenient in
railways and less popular in buses, as railways
have larger spaces. However, foldable micromobility vehicles can ease the process of boarding
the mass-transit trips with your vehicle, such as
kick-scooters, foldable bikes, etc.
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Figure 12 Mounting bikes to buses. Source: sportworks

5.4.3 Promoting X-sharing Systems
●

Example-1: Docked/Station-Based-Sharing System:

Tech-enabled sharing systems are becoming a
popular trend in many advanced cities that
continuously explore ways to diversify mobility
options and encourage entrepreneurship in this field
Vehicles are provided for public use through
registration, and the booking and payment
process is through a mobile application. However, in
order for this system to succeed as a last-mile
solution or for short only-mile trips in general, the
stations should be distributed so as to form a dense
network with adequate distances to common
origins and destinations of commuters. This is easier
to achieve in dense and mixed-use cities.

Ahmed El-Dorghamy

Figure 13 Bike sharing systems in Egypt. Ahmed Al Dorghamy

Participatory Planning for Downtown Cairo Bikeways
With a planned fleet of 500 GPS-tracked bicycles at 45 stations, Cairo Governorate in
partnership with the enabling partner, Drosos Foundation, and through technical assistance by
the Institute for Transport and Development Policy (ITDP) and UN-Habitat are jointly
introducing Egypt’s first public bicycle sharing system. It aims to provide a low-cost,
environmentally friendly mobility option to the residents of Cairo, covering Downtown, Garden
City and Zamalek.
Bicycle sharing is a key element in Cairo’s strategy to expand the use of sustainable transport
modes. It is expected to boost the use of public transport by providing crucial last-mile
connectivity, thereby expanding the catchment areas for the region’s rapid transit systems
such as the expanding Metro and bus lines, while also serving short only-mile trips as well. By
encouraging a shift to sustainable modes, the bicycle sharing system will be a contribution to
the reduction of car-dependency. It will also encourage healthier and environmentally
responsible lifestyles so that youth can gradually grow into a culture of environmental
responsibility and lead the necessary change in lifestyles.
Cairo Governorate and relevant government agencies are accordingly striving to develop safe
facilities for cycling in conjunction with the rollout of the bicycle sharing systems in Cairo
including cycling lanes where necessary, especially in zones where traffic may exceed 30km/hr.
The vision involves an integration with the cultural scene of Cairo, reaching cultural centers,
museums, concert halls, many youth hotspots, and tourist attractions.
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Map: Network of suggested bike-sharing stations and cycling lanes discussed during earlier stakeholder consultation sessions
with the cycling communities (courtesy of UN-Habitat and ITDP)

●

Example-2: Dockless e-kick-scooter sharing system

In other trending sharing-system approaches,
some mobility operators started dockless sharing
systems, where the clutter of a physical docking
station is replaced with no more than a virtual
allocation of stations or painted stations, or
combinations of such ideas. Users only need to
open their mobile application and check the
nearest vehicle to them and head to it. After
finishing their trip, users do not need to park it at
a specific station. The trip is simply ended through
notification on the app. This service is still limited
in operation to special cities with high safety
measures. Elsewhere, some companies also
developed a driverless micro-mobility vehicle, in
which the vehicle can autonomously return to a
specific station by using only GPS coordinates Figure 14 Dock-less sharing system. City of Santa Monica
after the user’s trip is ended. High costs and the
necessary subsidies are usually justified by the positive impact on the urban environment, such
as conserving space, improving health and air quality, etc.
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Shared Micro-mobility Operators in Egypt
Rabbit and Vesstoss are examples of two emerging micro-mobility start-up operators in Egypt.
Their fleets consist of e-kick-scooters and e-bikes. They offer their services through an online
mobile application. Currently, they offer dockless sharing services in gated communities, as
well as daily rentals in any place in Cairo and sometimes in the North-Coast 28 29. There is
however a gradual experimentation with offering services in public spaces in the city, such as
in the confinement of Zamalek Island in Cairo.
Rabbit users can unlock and hop on their dockless shared vehicles wherever the system is
installed, such as the gated communities of New-Giza, Mivida, Sodic West, and Marassi, and
using online payment. Vesstoss scan-and-go services are similarly available in some of Palm
Hills, Aura and Ahly Sabbour development groups such as Hacienda, Amwaj, and Zed Park.
Their model uses regular online payment, prepayment, or cash payment options. Furthermore,
both operators have plans to expand their services in Egypt and are gradually appearing in
public spaces.

Rabbit 2021

Vesstoss 2021

Dock-less sharing system in Egypt. Rabbit & Vesstoss.

28

Ehab, M., (August, 1, 2021). Personal Communication: Interview with Rabbit's head of operations, Mohamed
Ehab.

29

Jabril, B., (August, 2, 2021). Personal Communication: Interview with Vesstoss co-founder.
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5.5 Last mile Delivery Services
Last mile delivery is one of the urban mobility challenges that is increasing in recent years due to
the growing e-commerce market and growing demand on delivery for goods and services, along
with the impact of Covid-19 on further accelerating demand for e-services. The e-commerce
market in Egypt is estimated to have grown substantially in 2020. Orders are increasing in
numbers and decreasing in size giving an opportunity to shift the delivery services from vans and
mini-vans that are often not fully loaded towards micro-mobility that is better tuned to the size
of cargo. An example of this shift is food deliveries in Egypt with multiple companies relying on a
fleet of individual bike and motorbike users who register as delivery service providers.

Figure 15 DHL in the Netherlands replaced 10% of its vans fleet with cargo-bikes saving 430,000 Euro in operational costs and
27% of its urban transport emissions, as road quality and safety improves in Egypt, such opportunities become relevant

There is limited data on delivery services and their growth, but there are insights however
indicating that much of delivery in Egypt is for small packages. For example, research on Black
Friday in year 2020 showed that most orders delivered were indeed small orders. This is indicated
by the value of the orders of which 41% were below 250 EGP (approximately 15 USD) and only
11% of the orders were above 1000 EGP in value (63 USD), which is often a proxy for size. Such
small orders are mostly clothes and accessories in small packages that accounted for 89% of
delivery on black Friday orders and should not require large fuel-powered vehicles to deliver. This
indicates a high potential of avoiding vans and motorized last mile mobility and reorienting the
last mile mobility services towards micro-mobility and the use of cargo-bikes and e-cargo-bikes
for at least a portion of the service.
Urban logistics trips can therefore be broken down to smaller trips giving way to multiple smaller
vehicles for faster and more efficient delivery. This might require intermediary consolidation
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centers where larger loads that might have traveled between cities or for longer distances are
delivered to be redistributed for the last mile. Based on the type of goods, consolidation centers
can vary from small containers to small buildings equipped to receive food, electronics or other
special goods.

Cycling Logistics and city-level innovations
The city of Berlin has introduced a new type of cooperative consolidation center that supports
micromobility last mile delivery by placing container and open storage units in an open space
that can be shared by different companies. The rationale behind the project is to encourage
companies to shift from space-consuming vans in the inner city by saving the high cost of space
rental in the city center. The project called KoMoDo has shifted more than 28000 km of
motorized trips to cycling trips saving 11 tons of CO2 emissions in one year.
KoMoDo Berlin

innovative Last mile delivery services ideas.
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5.6 Key challenges facing Micro-mobility
Safety and comfort
One of the most critical challenges affecting micro-mobility is the design of the city’s street
network and traffic calming and safety measures. Since Micro-mobility vehicles operate at low
speed, most of its users feel unsafe to share the same streets with the high-speed vehicles.
Furthermore, unpaved or damaged roads would create serious safety issues to micro-mobility
users and discomfort. On the other hand, use of most micro-vehicles can cause accidents with
pedestrians if used on sidewalks. A combination of traffic calming measures and regulations and
enforcement are often the approach in most cities aiming to support the healthy diversity of
mobility options, whether for walking and cycling, or for further options of novel micro-vehicles.

Figure 16 Khaleefa el Maamoun Street infrastructure after the current stage of development. Ahmed Al Dorghamy

Weather Conditions
Although incidents of rain and stormy weather may only occur occasionally, the weather in Egypt
is otherwise moderate, and the most common weather discomfort is on sunny days of the
summer. Simple interventions such as providing shading and reducing local temperatures
through urban vegetation (e.g., tree conservation and planting) are among the common means
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of improving the commuters experience and comfort, while also improving aesthetics and
reducing the heat island effect in general.
Thefts and Vandalism
Novel micro-mobility modes, such as electric
vehicles or publicly available bikeshare
bicycles, are considered to be relatively new in
many cities and costs are still high, especially
for battery-powered options. Batteries alone
are a substantial cost and their current
expected life span is averaging between two to
five years, or around 1000 cycles of charging,
and replacement is still expensive.

Techno FAQ

Figure 18 Lithium-ion portable battery with theft-proofing design

With high value and public access, vandalism
and thefts are a major concern, and can
determine the success or failure in various
cities. Strict hardware security measures are
therefore needed along with public awareness
and law enforcement.

Figure 17 Piles of abandoned and broken bikes in China. The Atlantic

5.6.1 Designing for micro-mobility
Designing streets to enable diversified modes of transport is not only limited to the conventional
approach of providing wide sidewalks and protected bicycle lanes. Solutions depend on the local
context and needs. In streets with speeds of 30 km/hr. (actual or imposed), traffic allows for
shared use of streets or even space for ‘play’. With higher speed traffic, various forms of
separation of vehicles are then necessary. A separate lane can vary in its design, whether being
protected or not, elevated or at street level, or either one-way or two-way based on the street’s
speed and width, among other criteria and treatment of intersections and round-abouts.
Furthermore, signage and street crossings play an important role in street transformations
needed 30. Common scenarios and needed elements are indicated in Figure 37 as an example5 .

30

NACTO urban street design guide. [New York], 2012: National Association of City Transportation Officials.
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Figure SEQ Figure \* ARABIC 37 : Illustrative explanation of micromobility considerations advocated by leading global think tanks (Source: ITDP, 2020)
_Ref90370761 \h \* MERGEFORMAT 5
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NOTEREF

6 Other Micro-vehicles

The ‘shrinking’ of vehicles is largely a response to the densification of cities and the growing
interest in saving space, energy, and emission reduction. Micro-vehicles include scooters, threewheelers (like tuk-tuks), microcars etc. Micro-mobility modes in most definitions often do not
include all micro-vehicle types, to exclude the larger and high-speed variants. So micro-vehicles
often refer to a wider range of options, such as scooters and microcars. These are also emerging
products in Egypt.

6.1 Scooters
E-scooters are one of the most popular electric microvehicles in Egypt. The combination of its reduced size,
relatively high speed and range compared to smaller
vehicles attracts a wide range of early adopters. Some
e-scooters also have the option of an attached sidecar
to add more space for luggage, children, or an
additional passenger. Their price ranges are however
relatively high, preventing any notable penetration in
the market to date. This is especially the case due to
the low costs of comparable fuel-powered scooters
and relatively cheap fuel available.
There is nevertheless a variety of e-scooter models in
Egypt. So far, most of them are imported from China,
and the market is still in its early stages as
maintenance and after-sales services are gradually
developing, such as door-to-door maintenance
services available today by some companies.

Electrified 2021

Figure 19 e-Micro-vehicles in Egypt, City-coco

Specifications vary widely between models and the target markets. Examples of common models
of such e-scooters in the market vary in price ranges within approx. 17,000-35,000 EGP (Q3, 2021)
with speeds ranging from 40-60 km/h, ranges of 40-60km, and charging times of 4-6 hours and
limited warranty periods that can be from none to 6 or 12 months (e.g., City Coco, Mitu Max, and
G1, G2, G3 with sidecars, etc.). After-sales services remain limited, and batteries are not all
portable lithium batteries but are in some cases lead acid batteries.
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Miku Max by Glide

G1 by Glide

by Glide

Figure 20 Other Micro-vehicles in Egypt. Glide's E-Scooters

6.2 Microcars

Microcars can vary from three-wheeler to four-wheeler vehicles and can be a three-seater, fouror a six- seater vehicle. Electric three-wheelers are available in Egypt (e.g. ride-hail tuktuks in
Gouna and other touristic areas) as well as emerging affordable four-wheeler microcars (e.g. Emotion, Glide Smart Mobility, etc.) that are more affordable than high-end electric microcars
elsewhere. Data on performance and on after sales services however is very limited, and the
niche is still in a very early stage of learning.

Figure 21 micro-vehicles in Egypt. Glide's BB2 micro-vehicle (left), E-motion micro-vehicles in a show room in Alexandria (right)

7 Green Recovery, Covid-response, and calls by civil society
Throughout 2020-2021, there was substantial activism by civil society calling for improved road
safety and reclamation of public space. This was most prominent in the dense residential areas
where major road-widening interventions were implemented without safety measures, leading
to high rates of casualties, including among children.
Among the constructive activism efforts were the dissemination of street transformation case
Ahmedthe
El-Dorghamy
studies through social media (Figure 41 shows an example of case studies among
widely
circulated examples related to the themes of greenery, public space, and road safety). This was
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disseminated widely and continuously in groups such as those dedicated to cycling (e.g. Sekketak
Khadra and Tabdeel for promotion of cycling, and Trees of Egypt for conservation of urban green
space) as well as those dedicated to road safet (e.g. Association of victims Masr El-Gedida road
developments injuries and casualties) 31,32,33,34.

1990

Du s s e ld o rf,

20 19

Urban cycling Institute

Figure 22 An example of a meme widely circulated in Egyptian social media by civil society (Edited by Authors)

31

Trees of Egypt (Ashgarek Ya Masr) [FB civil society organization page]
https://www.facebook.com/groups/507271750082384/ Accessed: Dec. 01, 2021.

32

Association of victims Masr El-Gedida road developments injuries and casualties [FB civil society organization
page] https://www.facebook.com/groups/3745413018885484 Accessed: Dec. 05, 2021.
33

Sekketak Khadra [FB civil society organization page] https://www.facebook.com/sekkhadra Accessed:Dec. 07,
2021.
34

Tabdeel [FB civil society organization page] https://www.facebook.com/tabdeel4 Accessed: Dec. 02, 2021.
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The following illustrations aim to facilitate future discussions and reflect the observed concerns
and ambition of civil society, while illustrating possibilities of Egyptian streets passing through
the expected stages of development (rise and peaking of car-dependence, and eventual final
decline and recovery).
Illustrations build on a training program for sustainable mobility advocates held in spring of 2021
in a program jointly implemented by CEDARE and FES Egypt. This envisions a possible future of
stages of change as indicated in chapter-1 of this report. This is especially important in response
to the rising need to provide alternative modes of diversified mobility options amid the
precautionary measures needed to mitigate Covid-19 impacts, such as the ‘pop-up’ bike lanes
that have been rolled out in many cities around the world and other programs incentivizing
diversification of mobility options to ease pressure on crowded mass transit while encouraging
healthier and active lifestyles and climate-sensitive development.
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Heliopolis, Cairo 2012

[Sta g e 1]

Ab d e la ze e z Fa h m y s t.

Sarah Rifaat, 2012

Figure 23: Stage-1: Low car dependence in earlier days, abundant public space and greenery.

He lio p o lis , C a iro 20 20

[Sta g e 2- a ]

Ab d e la ze e z Fa h m y s t.

A safety hazard of
sudden presence of highspeed traffic in a
residential area.

Abdelrahman Emad, 2020

Figure 24: Stage-2A: Increasing car dependence, so planners prioritize more space for cars, but soon they
are filled up again and pollution continues to increase
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[Stage 2 - b – Fo re s e e n Induced Traffic ]

He lio p o lis , C a iro 20 24 ?
Ab d e la ze e z Fa h m y s t .

Figure 25: Stage 2B

[Sta g e 3 – Pro s p e c ts
fo r Gre e n Re c o ve ry]

He lio p o lis , C a iro 20 25 ?
Ab d e la ze e z Fa h m y s t.

Figure 26: Stage-3
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8 Policy Recommendations

Policy recommendations are provided as follows, with respective visions and examples for
explanatory purposes.
● Sustainable Urban Mobility Plans (SUMPs) Mandates: Require SUMPs (or equivalent) to be
developed in all major cities (e.g., capital cities of all governorates) as a prerequisite to future
sustainable mobility interventions and allocation of resources in the transport sector in the
governorates, and for integration with urban upgrade plans.
o Vision & Examples: A future where transport plans are within a broader framework
of sustainable mobility and aligned with the SDGs and the Paris agreement as well as
sustainable cities concepts. Examples of possible implications are as follows:
▪ Governorates have allocated budgets to develop SUMPs and are empowered
through capacity building and gradual decentralization of governance.
▪ For example, the large cities of Tanta and Mansoura (for example) in 2025
want to introduce modes of mass-transit (e.g. tramways, metro, BRT, etc).
Here, they would be required to first demonstrate a prerequisite SUMP, and
show that this project is part of this holistic plan. This aims to confirm
integration into a carefully developed broader SUMP before receiving
approvals. The approach avoids ad hoc projects being implemented, and to
ensure integration with other modes and ensure incorporation of last mile
needs and consideration of walking, cycling, and other elements that ensure
commuters’ safety, comfort, and enjoyability beyond the scope of each
individual project.
● Data and information sharing: Policy development is largely depending on reference to
international trends and expert opinions. However, for effective development of plans
policies and programs, there is a need for evidence-based planning, enabled by provision of
accessible updated data, and policies of sharing of information and avoiding redundancy in
data collection and limited quality control and standardization. This ensures cost- and impacteffectiveness and relevance of interventions. Capacity building in this respect and exchange
of experience is recommended, along with capacity building on security and privacy
regulations practiced in leading countries, aligned with national visions of digital
transformation and youth empowerment.
o Vision & examples: The vision is a future where data related to mobility is available
in reader/user-friendly and researcher-friendly form, supporting all stakeholder
groups interested in sustainable mobility and enabling the growth of upcoming young
leaders, scientists, innovators, and entrepreneurs. This caters to the private and public
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sector, NGOs, students, etc. An example of data subject to disclosure and accessibility
are as follows (selected examples):
▪ Total vehicle stock separated by vehicle type (technical criteria not
administrative criteria) including two-wheelers, three-wheelers, and bicycles,
and historical trends, geographic segmentation, etc.
▪ Disaggregated data of mobility indicators (e.g. clearinghouse or data
warehouse for data and studies related to age- and gender-disaggregated data
of trip choice, vehicle ownership, etc, and other forms of disaggregated data
related to vulnerable groups, other socio-demographic segments, etc).
▪ Open-source Street network and classifications data.
▪ Disclosure/provision of data for Egyptian case studies for academia and
localized curriculum development and accumulation of practical experience
and linking academia to practice empowering future generations of academics
and professionals.
● Traffic Departments of the Ministry of Interior and Governorates: Ensure that concepts of
Sustainable Mobility in its broader sense and it’s relevant sub-topics associated with urban
planning, climate change, gender mainstreaming, road safety, behavioral change, urban
sociology, etc., are all gradually mainstreamed into the relevant authorities’ awareness and
mandates. There has been much progress in this respect. However, in observing the limited
recognition of pedestrians and cyclists in (1) Existing laws and regulations, and (2) Authorities’
written mandates and Key Performance Indicators (KPIs), it is notable that acceleration of
such mainstreaming is still needed, before venturing into more advanced steps such as
incorporation of micro-mobility, electrification, etc. Here, a key beneficiary of capacity
building and experience-exchange is recommended to be the Traffic Departments and local
governments, in parallel with interventions in the legal framework, authority mandates, and
KPIs. An institutional set up is recommended (e.g., focal point, unit, or department dedicated
to Sustainability or Climate Change is to be established).
o Vision & examples: A future where improving traffic also means improving pedestrian
traffic and bicycle traffic, and a future where the commuter experience (and not only
speed and time) is what is being measured as an indicator of success through
adequate indicators. This implies a future where authorities responsible for traffic are
empowered (through capacity building, experience exchange, and legal/regulatory
empowerment) to safeguard the comfort and safety of pedestrians and all vulnerable
groups and with the equitable distribution of space. An example of the outcomes of
such a shift is as follows (selected examples):
▪ Traffic is improved by widening a sidewalk to improve pedestrian-traffic safety
and comfort. This intervention (in the envisioned future) is then part of the
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performance indicators for traffic authorities reviewed in their evaluation of
performance.
▪ Roads in residential areas are subject to speed-limits and traffic calming
measures, including speed humps and safe pedestrian crossings (e.g. elevated
zebra crossing), with enabling legal and regulatory interventions to govern
street-calming and road safety measures. This intervention (in the envisioned
future) is then part of the performance indicators for traffic authorities
reviewed in their evaluation of performance.
▪ Traffic impact assessments and Environmental and Social Impact Assessments
(EIAs/ESIAs) and other types of assessments, incorporate the mobility of
pedestrians, cyclists, and vulnerable groups including women, children, elders,
and disabled persons (and not only vehicle traffic) championed by local
authorities that are empowered to adopt such expansion of scope.
● Trees and ecological assets: Protection of trees, green spaces and their associated human
rights aspects are referred to in the Egyptian constitution (articles 27, 32, 45, 46 and 78) as
well as the Egyptian criminal code of 1937 (articles 162 and 376), and Environmental Law
No.4/1994 (articles 27 and 28) including references for the protection of wildlife biodiversity
and their habitats, as well as article 10 referring to Environmental Impact Assessment
mandates. In this respect, policy development and legal frameworks are not the identified
gap in protection of trees but mainly awareness among all stakeholders about the range of
legal and regulatory provisions and the empowerment of relevant authorities for
enforcement. This can be initiated with needs assessment and capacity development.
o Vision & Examples: A future where trees (and green spaces as well as public space in
general) are firmly established as a natural asset, an element of sustainability of the
city and pedestrian-friendly streets (shading, thermal comfort, psychological
wellbeing, aesthetics, etc), and a habitat for urban wildlife, and where protection by
law is enforced, and compensation for losses is ensured and accounting of natural
assets (e.g. digital mapping, valuation, etc) is mainstreamed.

9 Other recommendations for future policy development research

● Microvehicles and job creation for women and men: Throughout the research process and
stakeholders consultations it was noted that despite the limited availability of data on trends
in job creation and gender mainstreaming, it is notable through expert interviews, field
observation, and mainstream media observation, that there is a rapid increase in the use of
microvehicles for income-generation (as well as re-purposed vehicles, utility vehicles, and
motorized two-wheelers, etc). Secondly, a notable penetration of females into this job market
is observed, although in very early stages. Such observations reinforce the need to enable
continuous monitoring of mobility trend and accessibility to such information for researchers,
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as well as stressing the need to cater to this segment of commuters and initiate the discussion
of regulations and policies to ensure their safety and rights, and to enhance the inclusivity of
such new areas of job opportunities, i.e., at this stage what is recommended is to ensure
recognition and initiation of discussions. Technology may provide improved comfort and
inclusion (e.g. pedal-assist hybrid electric cargo bikes, etc.), but the enabling physical and
cultural environment as well as adequate laws and regulations are fundamental parallel
measures to guide the developments of this emerging phenomena through a sustainable
pathway.
● Car parking regulations and public space reclamation: A key challenge in conserving public
space is the accelerated car-ownership trend and car-dependence, which is also threatening
the future of walking, cycling, and other modes of micro-mobility, as well as safe access to
transportation services (metro, monorail, BRT, etc.). It also threatens other elements of
sustainability such as the observed drive to remove trees and green spaces and sidewalks in
order to park cars or to store old or discarded cars for free. Accordingly, important
accompanying measures and prerequisites for true impact is the gradual development of
national and city-level strategies for parking policies following international best-practices
and building on the accumulation of local know-how and experiences of trial-and-error
interventions. At the present early stage of this pressing issue, a dedicated baseline study is
necessary first to enable further planning. This may be part of the SUMP products or a
separate activity.
● Mainstreaming NMT in plans of New Urban Communities: Although pedestrianization and
micro-mobility interventions are foreseeable in existing cities with substantial compact and
mixed-use development (relatively old cities), the new urban community authority (NUCA)
may face a significant challenge in developing successful interventions in its new settlements
that have been already developed with segregated land uses and sparse development. Even
if bicycle lanes and high-standard sidewalks and pedestrian safety interventions are all
implemented, the next question to answer shall be about distances, thermal comfort given
the lack of shade, and sense of personal safety given the lack of natural surveillance found in
vibrant streets (safety in numbers) and prevalence of extensive fences of the gated
communities limiting accessibility.
Distance is among the key factors: how will urban planning be improved to reduce distances
to various destinations in new settlements? This can at least be done in settlements that are
still in the planning stage. Accordingly, development of a national strategy for NMT to support
this effort is recommended so as to gradually mainstream such considerations in planning for
sustainable cities.
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