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Abstract
Objective: This study aimed to explore pedestrian experience on connectivity, mobility, 
comfort, aesthetics, personal wellbeing and socio-economic engagement while using walkways.
Methods: An on street questionnaire was applied to collect the perceptions 30
pedestrians had on connectivity, mobility, safety, aesthetics, personal

wellbeing and  socio-economic engagement. 
Results: In the aesthetics dimension over half of those interviewed (59.6%) agree (43.5%) 

or strongly agree (16.1%) that there are few trees, flowers, benches for resting and too

much litter on walkways. A significant number of pedestrians (74.1%) agreed (45%) and 

strongly agreed (29%) that noise pollution was present at unacceptable levels. However a 

strong majority (77.4%) agreed or strongly agreed that walking decreased their stress

levels and increased their feelings of good health (80.7%). In terms of safety, the speed 

of cars, walking at night  and crossing at roads junctions were perceived as safety concerns. 
Connectivity received majority agreement, except for mobility which was slowed down by
business activities, physical obstacles and the movement and number of people,

motorbikes and bicycles on walkways. In terms of walkway comfort, results were mixed

and even numbers agreed and disagreed about comfort.
Conclusions: These findings provide support for pedestrian awareness of the influence of NMT 
design, use and environment on their perception of personal wellbeing, sense of safety, which in 
turn indirectly impacts the frequency and type of interaction with socio-economic activities in a 

developing country context. 
Keywords: Pedestrian, walkways, perceived, safety, mobility, connectivity, personal

wellbeing, comfort, aesthetics, environment, physical infrastructure
INTRODUCTION
Walking and cycling are the principal modes of travel in developing countries, outnumbering motorized transport (MT) trips (Okoth, 2008). Almost half of all adults in Kenya walk to work and educational institutions (42%) compared to 48% who ride public transport (AUNEP, 2009; Mitullah and Makajuma, 2013; Salon and Gulyani, 2010; 2019; WHO, 2018).  In 2005, the majority of daily trips in Nairobi were by walking, 47-48%  and 40-50% of them being short distances of  less than 2 Kms while 40% were longer, 2-5 Kms with half the trips taking more than 30 minutes (SSATP, 2005). 
Walking is associated with economic status. In a county study, 52.9% of Nairobi pedestrians cited unaffordability as a factor in choosing to walk to work (NCG, 2015).  About 33% of households in Nairobi, live below the poverty line (Salon and Gulyani, 2019) and cannot access motorized transport. Private ownership of public transport in Kenya also prices out large sections of the poor (NCG, 2015).  Consequently, walking is disproportionately experienced by the urban poor and represented as an unattractive low-income mode of transport in Kenya, (Cresswell, 2010; Salon and Gulyani, 2010; Mitullah and Makajuma,2013). This socio-economic representation of walking underlies the existence and architecture of pedestrian space for the poor for whom walking is the major transport mode largely for functional purposes (UNEP, 2016). 
The growth of suburbanization has increased commuting distances and consequently increased transport costs particularly for the poor ((Salon and Gulyani, 2019). This is significant as 41% of the population in Nairobi live in high density pockets in poorly built housing in informal settlements, distant from workplaces. 
Studies show that apart from economic factors, individual (cognitive), social, economic and environmental factors also correlate with individual decisions to use non-motorised transport (Zhang et al., 2020: Mertens et al., 2017 and Kerr et al., 2016).  A study by Ranne (2019) showed that an individual’s experience of the built environment and by extension the natural environment rotated around  themes of the environment’s attractiveness, its coherence between various elements, its novelty, its stimulation during the use, the feeling of control and the sense of efficiency. The issue of connectivity efficiency between job locations and NMT in Nairobi was highlighted in a UNEP “Share the Road” study (UNEP, 2009). A survey on user perception of quality of NMT infrastructure in Nairobi found a majority considered it of poor standard (Ngira, 2013). 70% of pedestrians rated footpaths as poorly constructed compared to 5% who found them well-constructed. Mitullah (2012) in capturing spatial data through observation found over 90% of the road sidewalks within an area of study in Nairobi were heavily obstructed by informal businesses such as street vendors, trash and open sewer and drainage ditches. The same study showed 81% felt they did not have adequate facilities on their routes while 86% cited absence of safe crossings on their roads, as a safety concern. 

In measures of safety, pedestrians made up the highest percentage of road accident-related deaths at 37%. (WHO, 2018). A contributing factor to a high pedestrian accident rate, is lack of adequate pedestrian walk paths and cycle lanes separating and protecting users from the high speed of motorized transport. 

Insecurity and obstruction of walkways were also cited as factors increasing accident risk. 89.2% of pedestrians cited lack of supportive infrastructure for NMT and 78.5% of pedestrians felt motorized transport users did not respect them on roads (NCG, 2015). The same study found that accidents involving pedestrians  accounted for 71.7% of accident casualties.   . 

In 2016, Nairobi recorded 13,463 road fatalities (WHO, 2018) and pedestrians were the highest casualties at 37% and cyclists at 2%  (NTSA, 2016). A total of 186 people were  killed in traffic collisions in Nairobi between January and  July 2018, accounting for 22% of all traffic fatalities in Kenya (NTSA, 2018)
. Pedestrians and motorcyclists are the most seriously and frequently affected by road traffic collisions, and belong to the lowest income groups. 
Road infrastructure design also creates safety concerns for non-motorised travel as many are in close proximity to cyclists and pedestrians, resulting in mobility friction, discomfort, limited access and reduced mobility for walkers and cyclist (Cresswell, 2010).
In a research review on HIV treatment  and care in sub-Saharan Africa, (Lankowski et al., 2014) found that transportation related barriers have a significant influence on unfavourable HIV health outcomes, along the whole care period. The negative impacts of transportation were in terms of time, cost and quality of infrastructure. Patients reported delayed treatment, missing clinic visits, dropping out of care or forgoing HIV testing due to lack of money or poor road conditions and difficulty in accessing reliable transport. In the same field, Andrews et al. (2013) established that public transportation was a significant factor is sustaining tuberculosis rates in South Africa, due specifically to poor ventilation and high respiratory contact rates. 
High levels of noise pollution are associated with health problems such as cognitive impairment, stress, fatigue, and sleep disorders (Berglund et al., 1999; WHO, 2011). Transport time and length have been correlated to negative affective, cognitive and behavioural outcomes at the end of a trip (Hennessey, 2011).  Skinner, Wu, Schweizer,. According to UNEP, about 1.2 million MT related fatalities occur annually, mostly in developing countries, Residents in low-income neighbourhoods of Nairobi who frequently use footpaths parallel to gridlocked traffic experience high levels of pollution (Salon and Gulyani, 2010; 2019; WHO, 2018).

Availability of sidewalks, density of population and aesthetics quality may affect the frequency of daily walking by individuals (Roux, 2003). The spatial experience of NMT users (walking) as measured objectively by physical environmental variables have positively associated increased frequency of walking with transportation walking and sidewalk presence with frequency of recreational walking (Lee and Moudon, 2006). Transport is an asset that enlarges the boundaries of people’s freedoms, choices, opportunities and wellbeing by facilitating individual relationships with others and social institutions (Stock and Duhamel, 2005). In a cross-sectional study looking at correlates for transport walking, Lee and Moudon (2006) found higher social support seeking explaining people’s walking behaviour.

As such, transport provides avenues for people to be human, for themselves and for others (Brofennbenner, 2005). Indeed, physically and economically disadvantaged groups are able to build social capital, through social participation, mutual assistance and trust (Currie and Stanley, 2008). 

In Nairobi, workers residences and job locations are not well connected and low income workers travelling by foot are able to access on average less than 10% of jobs within an hour (Nakamura and Avner, 2021). This limits the accessibility of poor populations to economic opportunities in distant parts of the city, restricting their potential for upward social and economic mobility. Friendship and family interactions become less, decreasing social engagement, which in turn limits the level of social support, with potential negative consequences to mental health.

Consequently as transport infrastructure in Nairobi transitions to one that is more human oriented (Acevez-Gonzalez et al., 2020), it is hoped that equitable access to markets, products, services, social connections and recreational facilities will be planned, designed and built. It is hoped that the increasing attention given to good quality NMT facilities will result in visible cultural shifts regarding walking and cycling as non-segregate modes of transport and unrepresentative of the poor. Servaas (2000) suggests that too much focus on motivating non-NMT users to walk or cycle, ignores the imagery power of social status.  Efforts should instead  be directed at NMT road users (who are the majority) rather than trying to get MT road users out of their cars, by improving NMT transport facilities for ease, connectivity, comfort etc. (Wilson, 2002).

The Kenya Alliance of Resident Associations (KARA) in collaboration with  the Nairobi County Government (NCG) and United Nations Environment Programme (UNEP) developed a Non-Motorized Transport (NMT) Policy for Nairobi in 2015. The Nairobi city county NMT policy objective is to increase mobility and accessibility by increasing modal share of walking from 47% to 50% for trips less than 5 kilometres by 2025. It is expected, this will reduce pedestrian fatalities from 500 to 50 per year by 2025. To enable diverse income groups choose NMT as mode of movement, a dedicated NMT fund to accelerate NMT infrastructure growth was set up. (KARA,2020.)
This paper adds to the body of research by increasing measures of the range of pedestrian experience variables when using transport infrastructure in an under resourced NMT context. This will provide evidence for infrastructure and environment enhancement, making walkways more human centered in design (Aceves-Gonzalez et al., 2020).  Mittulah and Makajuma (2009). call for more holistic research of entire environmental factors that cover NMT user experiences as perceived by pedestrians in Nairobi city, beyond security, safety, comfort and convenience. Lee and Mouton (2006) also called for further research in social variables within the realm of  social support and their association with  walking and walking frequency.  The perspective of the user experience  becomes an opportunity for urban design research (Liu et al., 2018) to improve the NMT user experience by integrating the physical, social, economic, ideological and historical contexts (Cresswell, 2010) in infrastructure design.
This study extends the research to include how the built and natural environment transforms personal wellbeing among resource constrained users and  builds equitable access to socio-economic activities. This study can contribute to theory development in the field of non-motorised mobility, whose scarcity has hampered the development of infrastructure that is useful and safe for cyclists and pedestrians (Koglin and Rye, 2014).  In methodology, previous studies have focused attention exclusively on NMT in low income neighborhoods. This study expands the socio-economic dimension by covering five corridors in upper middle income areas bordering high density low income “slum” settlements.
Methods
This study involved an on street questionnaire that collected the perception  of 30 pedestrians on connectivity, mobility, safety, aesthetics, personal wellbeing  and  socio-economic reasons for using walkways. An individual’s subjectively experienced feelings are important in evaluating a built environment (Hosany et al., 2007). The sampling method was convenience because of the need to capture a representative sample.
Study design

An on street questionnaire was applied to collect the perception of 30 pedestrians 
on connectivity, mobility, safety, aesthetics, personal wellbeing  and  socio-economic impact 
 in 3 middle and lower income neighbourhoods in Nairobi ; along Thika highway,

Kasarani, Ngong road in Kilimani and Ring road in Kileleshwa.  (all representing high 
walkability areas). Walkability was by the availability of concrete walkways along the roads. 
The three areas were selected because of  heir large middle income populations  next to large 
settlements of low income populations thereby creating a more representative income population.

Study site

The population for this study were pedestrians along four select road corridors in Nairobi that have been designed and built with separate pedestrian, cyclist and motorized lanes, namely: 1) Thika Highway (Kasarani); 2) Ngong Road –(phase one from Kenya National Library to Prestige Plaza), Western Ring Road (Kileleshwa), Jogoo Road (Makongeni) and United Nations Road (Gigiri) as shown and respectively numbered on the map below.  
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Study site
1) Thika Highway from Ngara to  Kasarani ( in Ngara street patterns are regular, while irregular in Kasarani and Jogoo road from Donholm to Kaloleni ( Street pattern largely irregular)

2) Ngong road from Kenya National library to Lenana school exit  (From Ngong road regular grid pattern and irregular towards Lenana school) and the Western Ring Road  from Westlands roundabout to Kileleshwa, Hurlingham and Lavington  (From Westlands to Lavington, largely regular grid).
3) Two corridors: The western ring road from Westlands roundabout to Kileleshwa, Hurlingham and Lavington  and Ngong road from Kenya National library to Lenana school intersects with high density upper middle income neigbbourhoods as well as high density low income slums such as Kibra, the largest slum settlement in Kenya is within close proximity of Ngong road and another high density small slum at the edge of Lavington and lower middle income settlements close to Lenana High school. 
The study areas are similar in that they have newly built walk ways leading directly to the city centre and away from city centre directly to the neighbourhoods or their periphery. Two corridors, Thika highway from Ngara to Kasarani and Jogoo road from Donholm to Kaloleni cut through high density largely low and lower middle-income neighbourhoods, interspersed within proximity with very small pockets of low density high-income areas such as Muthaiga and Garden estate
Participants on street questionnaires
An on street questionnaire was given to a convenient sample of 30 pedestrians. Participants were walking on the road and questionnaires were given face to face. Selection of participants was done off peak hours and it was noted that there were few pedestrians and most were male. To avoid bias (Robson, 2011) through non-representation of population segments, every person was invited to be part of the survey. If a pedestrian refused to participate, the next pedestrian was approached.
Participants were informed of study objectives, confidentiality, number of survey questions, and their right to refuse to participate at any time during the process. The questionnaire (Fig I)  in Appendix ) comprised of six socio-demographic questions on age, gender, occupation, area of residence and rent bracket. The second part comprised of transport destination questions and their frequency. The third part comprised of 33 questions to be responded with responses on a five point scale, “strongly disagree”, “disagree”, “neither agree or disagree”, “agree”, “strongly agree” with a column next to each statement to  provide explanations if desired
Data analysis
Quantitative data from the questionnaire was analysed using SPSS software. Statements

were classified as categorical variables. Data with a responses of  1 and 2 were recorded as

negative ratings and 4 and 5 as positive ratings and vice versa if the statements were

framed negatively. The Chi-squares and Yates correction to determine the

significant difference in frequencies of occurrence among participants statements was not 

done. The reason was to prevent estimation of statistical significance for small data (in this 
case N = 30). Another reason is that some cells on the contingency table had counts smaller 
than 5,  yet a Yates correction  requires a minimum of 5 in each category. A smaller number 
may lead to an overcorrection. 
 value of Cronbach’s alpha coefficient  r was .454 for the items in the mobility
dimension on Likert scale, .329 for safety and security and .337 for personal wellbeing
For a  good measure of internal validity and reliability r should be .70 or above.  A low
Cronbach coefficient in this study may be explained by the low number of questions per
dimension. For example, connectivity had 3 questions and mobility 6 questions. Few 
question may result in a low Cronbach coefficient. Increasing more questions per
dimensions may have increased the  r value. 
Qualitative data from The explanations of some respondents was captured and analysed 
thematically using Nvivo.
On street questionnaire statistics
      Gender distribution was 83.3% male and 16.6 female. In the survey 76.7% of the respondents 
were below 35 years while 23.5 % were above 35 years. The participants who had university 
level of education comprised 33.3 %, college 26.6% , secondary school, 26.6% and primary 
school 6.7% and others 3.3%.  Participants (53.3%) above the age of 35 years strongly agreed or 
agreed they experienced noise pollution compared to 20% below 35 years. The difference was 
statistically significant though those over 35 years were only 16% of the sample population .The 
results may therefore be skewed due to the small sample of respondents, location and times of 
survey. The most dominant reasons for walking was to work, 74.1%, physical activity at 61.2%, 
shopping and restaurants at 61,2%. 
Looking at results from indicators of walking, in the aesthetic dimension, 50% of 
participants with university education  agreed or strongly agreed that flower beds were insufficient compared to the percentage among those without university education at 81.3%. More than 86.7% of respondents agreed or strongly agreed that benches were needed along the walkways. Given that 74.1%, of the participants walk the distance to work and back two times a day, the need for cool rest full places is perceived as useful to their potentially long distance movements. 

Most pedestrians also fall within the lower income bracket as seen in low rental 
payments, where 100% of pedestrians interviewed in Kasarani and Ngong paid rent of less than 
$155/month and 70% and 90% in Kileleshwa. A slight majority, 56.6% however agreed that

Zebra crossing were not safe for pedestrians to cross.
Table 1.  Study area and survey respondent characteristics
	Characteristics
	Survey of respondent characteristics

	
	
	Kileleshwa neighbourhood
	Kasarani neighbourhood
	Ngong neighbourhood

	
	
	
	Lower 

Income %
	Higher

 Income %
	
	Lower       

Income %
	Higher

Income %
	
	Lower

Income %
	Higher

Income %

	Number of 
Respondents
	11
	10
	5
	5
	10
	10
	0
	10
	10
	0

	% of male
	83.6
	80
	40
	40
	81
	100
	0
	90
	100
	0

	% of female
	16
	20
	10
	10
	18
	100
	0
	10
	100
	0

	Age % less than 35
Years
	80
	70
	40
	20
	100
	100
	0
	70
	100
	0

	Age % above 35 years
	16.6
	30
	20
	20
	0
	0
	0
	20
	100
	0

	% university education
	33.3
	40
	10
	30
	27
	100
	0
	30
	100
	0

	% college and below
Education
	64.3
	40
	80
	20
	73
	100
	0
	80
	100
	0

	% of monthly house
rent of  less than
25,,000 shillings
($155) per month
	74.3
	50
	50
	0
	73
	100
	0
	100
	100
	0

	% of monthly house
rent of  more than
25,,000 shillings
(over $155) per month
	16.6
	50
	0
	50
	0
	0
	0
	
	0
	0

	% students
	19
	10
	10
	20
	27
	100
	0
	20
	100
	0

	% formally 
Employed. Incomplete

Survey answers
	45.3
	60
	70
	30
	36
	100
	0
	40
	100
	0

	% informally
Employed. Incomplete

survey answers
	25.6
	30
	90
	10
	27
	100
	0
	20
	100
	0

	Unemployed
	0
	0
	0
	0
	0
	0
	0
	0
	0
	0


Note*  Income brackets used as proxy for lower or higher incomes. Lower income  25,000 or less. Higher income above 25,000.
The results on connectivity were significant as 80.5% of respondents strongly agreed or agreed

that the walkways were seamlessly and quickly connecting them to their destinations as well as

to public transport at 58.4%. “Accessible to all areas”. A slight majority,48.4% felt business 

activities on walk ways impeding their movement “A lot of interference coz you don’t move” 
but providing access to much needed products and services, 
“They enable us to access necessary resources such as markets  that sell food drinks, 
household equipment, electrical appliances aesthetic products like tapestry and fishtanks”

Motorbikes on walkways were perceived as hindering movement at 58% compared to those in

disagreement at 35.5%. In the qualitative analysis they were associated with the theme of

endangering lives. “Especially Boda boda they endanger my life too. Especially boda boda 
who are in a hurry”
There's a general consensus that features like barrier separation from roads and traffic
lights along walkways contribute positively to safety perception. In this study there is a

statistically significant response. Those who strongly agree or agree, 74.2%

compared to 7% who don’t, that barriers are an effective protective shield from physical harm. 

Traffic lights are generally associated with safety, however in this case only 38.7% feel that 
traffic lights heighten their perception of safety, while a lower percentage at 29.1% feel traffic 
lights do not support their sense of safety. “We don’t have much traffic lights and most drivers 
don’t adhere to them”. The perception differences are not significant, suggesting traffic lights 
do not play an important role in pedestrian mobility as they are not integrated Reasons for this 
anomaly would be useful to address.

Crossing road junctions from walkways and the speed of cars are aspects that have

mixed responses indicating areas of safety concern for pedestrians and potential areas

for improvement. “There are a lot of hit and runs especially on weekends” 35.5% of the 

respondents don’t feel safe with the speed of cars while 45,1% feel safe. In the qualitative Nvivo 
analysis, there were 13 direct references to speed. There is need to determine whether crossing at 
junctions is perceived as safer with installation of traffic lights and also the potential paradoxical 
impact of installing traffic lights  when almost half of users feel traffic lights do not enhance 
physical safety. 
Zebra crossing, a feature designed for safety has a relatively low lower perception of

safety compared to other features with  a significant percentage indicating

disagreement or strong disagreement. “I do not feel safe because sometimes even vehicles are 
not able to stop at zebra crossings”
Each category: trees, cleanliness, flowers, and resting benches. The categories represent
different aspects of the environment that contribute to the overall aesthetic perception.
The majority of respondents’ perceived trees positively in terms of aesthetics as 61.2% agreed

there was unsatisfactory tree coverage. For cleanliness responses are evenly distributed with a

slight majority of 45.2% agreeing that the walkway environment is clean. A majority of
respondents strongly agree that there are not enough flowers 61.4% indicating that flowers are 

perceived positively in terms of aesthetics. A significant percentage, 86.7%  agree that benches 

along the walkway would be desirable and contribute positively to personal wellbeing. “This 
makes the tired and sick people to relax before they continue their walk” compared to 6% 
disagreeing. Overall, trees, flowers, and the availability of resting benches are perceived 
positively with significant majority of respondents 61.4% indicating dissatisfaction 
with the absence of flowers and or dissatisfaction with their lack of presence.

However, it's important to note that the interpretation of aesthetic perception can vary 

among individuals and may be influenced by factors such as personal preferences and cultural

background. Approximately one third of respondents (32.2%) of respondents agree air pollution 
is a problemWhile more than two thirds, 74.1%  feel the levels of noise pollution are high. 77.4%

associate walking on walkways with reduced levels of stress. Equally important is 80.7% of 
respondents attribute good feelings to walking. The perceptions of noise pollution indicate a 
significant concern among respondents. On the other hand there is positive perception regarding 
stress reduction and promotion of good health through walking with a majority of respondents 
agreeing that these health benefits are experienced when using the walkway. The results of the 
relationship between walking and stress showed that 86.7% agree that walking decreases stress 
levels with 10% saying it led to increased stress. “It increases my stress because I see myself 
poor and cannot afford to board a vehicle”

The safety perception analysis shows that people generally feel safer walking during the day at 80% compared to the night at 12.9%. A significantly higher percentage strongly disagrees

with feeling safe at night at 32.2%  compared to day at 3.2%. Among those above 35 year, 57%

did not feel safe walking at night while 43% among those younger than 35 years felt unsafe. The 
difference is not wide suggesting that safety at night is a concern to all age groups. Kileleshwa 
had the highest perception of insecurity at night at 70%. It is a middle to upper Income 
neighbourhood and this perception may be explained by the existence of fewer 
commercial activities, more residential housing and quieter streets that influence safety 
perceptions, especially if there are non-functioning street lights and less pedestrian traffic. 
Insecurity perception for Ngong was at 60% which may be partly attributed to bordering the

biggest informal settlement (slum) in with high poverty levels. This compares to Kasarani a low 
income to lower middle class neighbourhood with the highest levels of perception of safety at 
night at 20%. This may be explained by the walkway bordering a  highway and many 
entertainment  and informal businesses operating at night, therefore high pedestrian traffic.

Qualitative data and reasons for significant perceptions

Statistically significant percentages in categories of well being: benches needed 86.7%,

80.7% attributing good feelings to walking, 77.4% reducing stress, 66% desiring more flower beds. In safety zebra crossings were a safety concern, 56.6% while connectivity was almost largely  agreed as efficient at 80.5% and barriers protecting from physical harm at 74.2%. There were 10 mentions of boda bodas, public resources 11, necessary resources 13, noise pollution 6 mentions
Discussions
The aim of this study was to explore user perception of pedestrian experience using built 
walkways, an uncommon feature, along selected neigbourhoods in Nairobi city and on how this 
can help improve the design of walkways and the environment to support personal 
wellbeing and socio-economic life.

Regarding perception of pedestrian connectivity, more than half agreed or strongly 
agreed with connectivity to destination 80.5% and to public transport 58.4%. Availability of road signs to support movement was at 38.7%, as pedestrians named them as important elements in helping them regulate their speed and direction. In the mobility dimension boda bodas were referenced as slowing pedestrian movement at 58%. Boda bodas made pedestrians slow down because of physical safety concerns. In the safety dimension, while only 30% felt unsafe using zebra crossings, and 56.6% felt safe, this figure is not high enough as it suggests there’s a significant percentage for whom the zebra crossing does not serve its predictable safety purpose and respondents suggests that drivers ignore the zebra crossing’s function. For 58% the speed of cars not make them feel safe and only 50% feel traffic lights make them feel safe. 

The majority of respondents felt that the walkways were aesthetically not meeting their
 need to rest by having resting benches, trees to reduce the effects of intense heat, flowers
 to provide a sense of positivity and a clean environment. Walking seemed to mitigate the 
pollutive effects of noise by reducing stress levels and increasing feelings of positivity 
among  pedestrians. 
While this study was not designed to quantify differences between groups of participants

results it highlight that some characteristics may influence their views. Overall, results show that older people are more likely to have elevated safety concerns at night  than younger populations 
suggesting walkway designs with less negative impact on older people’s mobility decisions.

An important result was that Zebra crossings and traffic lights do not give a sense of security to 
an overwhelming majority of pedestrians. The idea that the built environment does not guarantee 
safety without the willingness or enforcement of participation by both drivers and pedestrians. 
Lack of respect for pedestrian freedom, safety, traffic rules, speeding rules and reckless driving 
were identified as safety concerns. The perceptions on walking are also  influenced by the 

cultural meaning given to it as a mobility mode-choice  associated with low economic status 
(Cresswell,2010).
One of the most significant findings has been pedestrian need for spaces for personal 

health and wellbeing. Suggestions included being aware of the walking population being tired 

from walking to and from work as the majority, shown by this study and also providing resting 
space for the sick or elderly. Further research is needed in identifying enforcement measures 
around traffic lights and zebra crossings to improve the safety of pedestrians. This data provides 
useful and relevant information on designing  human centered walkways that align  the built 

environment, the behavioural environment and the aesthetic environment to personal well being 
and socio-economic health. 
This study supports involving pedestrians in highlighting areas of concern and the fact 
that pedestrians are aware of their challenges and what they need to contribute to their success as 
individuals.Increasing safety measures especially during the night to address the disparity in 
safety perception. Enhancement of features such as barrier separation from roads and traffic 
lights  and other enforcement measures requiring with compliance of travel safety rules would

improve overall safety perception. A reevaluation and possible redesign of zebra crossings to 
increase safety perception and actual law enforcement of safety of these locations. Lastly 
addressing concerns related to road junctions and speed of cars will increase safety perception 
and actual safety at these locations
Table 2. Challenges in pedestrian perception of walkability dimensions

	Statement problems
	Ethical oriented solutions

	Road signs

Personally I  have never come across
one

less signs on the side walk
Motorbikes (Bodaboda)

they endanger my life too

boda boda are in a hurry

reckless riders

bodas along sidewalk 
Zebra crossings

Vehicles and riders don’t observe road 
signs

Lack of bumps. 
Some aren’t marked well

vehicles are not able to stop at zebra crossings
Traffic lights

Riders don’t use traffic lights properly

Not much traffic lights 
 most drivers don’t adhere to them

It takes much of my time

I have not seen traffic lights at this
Speed of cars

drivers are reckless. 
They overspeed leading to accidents
 lot of hit and runs especially on 
weekends


	Build more signs and information  for 

direction identification and speed 

management by pedestrians               

Enforce law on no boda boda on walkways

Boda boda should be compelled to follow traffic rules at intersections and traffic lights

Law enforcement officers at  Zebra crossings to normalize it as giving priority to pedestrians

Traffic fines for non compliance

Cameras at intersections and zebra crossings

Increase traffic lights to control behaviour

Law enforcement at traffic lights

Install speed cameras especially at crossings

Pedestrians to only cross at intersections or zebra crossings




Policy in the county government of Nairobi, needs to shift form viewing walking as a 
mobility activity to one whose foundation is ethically based supporting  economic development, 

boosting individual wellbeing and reducing the risk of sedentary diseases and isolation 
related mental health conditions.
Conclusion

In terms of physical connectivity, mobility, security and comfort the mobility needs of 
pedestrians are being met. The built environment, according to pedestrians is meeting their
 access needs. However mobility plays other functions. It is connected to social, mental
, emotional and physical wellbeing. Pedestrians walkways will better serve communities if 
they are desiged with different goals in mind that build and strengthen personal wellbeing.

 Policy makers and transport departments now need to further focus on designing and
 building walkways  in collaboration with sociologist and psychologists so that they address
 the emotional and physical needs of pedestrians. In laying a balanced emphasis on a 
balanced view of mobility: emotional, physical, economic, more people may be drawn to
 walking to reduce high levels of stress ,  generate more positive feelings and consequently
 lead to reduced incidence of lifestyle diseases associated with physical and mental health.
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