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DRAFT 

Inclusive Sustainable Transport in support of action on  
Equity and Poverty (i-STEP) 

Sustainable transport is an important enabler of poverty alleviation and reducing inequality if done 
right. The SLoCaT Partnership on Sustainable, Low Carbon Transport (SLoCaT) has initiated the i-STEP 
program to safeguard that growing support for sustainable transport in global processes and sustainable 
development fully acknowledges the importance of, and support for, the role of both urban and rural 
transport in the alleviation of poverty, as well as the promotion of inclusive development and equality.  
The first phase of the i-STEP program includes: (a) a literature review on transport and poverty focusing 
on urban poverty; (b) a consultation process among SLoCaT members on level of interest in, and 
dedicated capacity for, transport and equity as an area of activity, and (c) a White Paper to present 
options for future work on transport, poverty and equity, including the future role of the SLoCaT 
Partnership for such accelerated work on transport, poverty and equity. 

The i-STEP program is supported by: 

www.caf.com  

CAF- Development Bank of Latin America promotes a sustainable 
development model through credit operations, non-reimbursable 
resources, and support in the technical and financial structuring of 
projects in the public and private sectors of Latin America. 

www.fordfoundation.org  

Ford Foundation’s mission is to reduce poverty and injustice, strengthen 
democratic values, promote international cooperation, and advance 
human achievement. 

www.hewlett.org  

The William and Flora Hewlett Foundation is committed to helping to 
reduce global poverty, limiting the risk of climate change, improving 
education for students in California and elsewhere, improving 
reproductive health and rights worldwide, supporting vibrant performing 
arts in our community, advancing the field of philanthropy, and 
supporting disadvantaged communities in the San Francisco Bay Area. 

The i-STEP program is implemented by: 

 

www.slocat.net 

The Partnership on Sustainable, Low Carbon Transport (SLoCaT) works to 
promote the integration of sustainable transport in global policies on 
sustainable development and climate change. 

http://www.caf.com/
http://www.fordfoundation.org/
http://www.hewlett.org/
http://www.slocat.net/
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1. Introduction 

 

1.1 Context 

With the launch of the 2030 Sustainable Development Agenda and the Paris Agreement on Climate 
change in 2015, the need to transform the transport sector to a more sustainable path is a given. 
Achieving sustainability and optimizing its social, environmental and economic dimensions, is 
challenging. It is essential that in the pursuit of sustainability that conscious attention to the mobility 
needs of the poor and vulnerable are given to ensure their benefits are maximized and not diminished 
by efforts to enhance the other dimensions.  

With support from the Ford Foundation, Hewlett Foundation and CAF Development Bank of Latin 
America, the partnership for Sustainable Low Carbon Transport (SLoCaT) is undertaking the i-STEP 
project to elevate poverty, equity and inclusion into global and national discussions on sustainable 
transport and climate action.  

The United Nations Secretary General’s 
High Level Panel of Eminent Persons on 
the Post-2015 Development Agenda 
stated that it is “our vision and our 
responsibility to end extreme poverty in 
all its forms in the context of sustainable 
development and to have in place the 
building blocks of sustained prosperity for 
all.”1 Transport’s key role, due to its 
crosscutting nature, is confirmed by the 
“The Future We Want”, that states that 
transport is “central to sustainable 
development”.2 The subsequent 17 
Sustainable Development Goals (SDGs) 
incorporate several transport targets, 
reflecting the key dimensions of 
sustainable transport, that contribute 
directly or indirectly to the achievement 
of eight SDGs as shown in Figure 1.1. 
However, it appears there is incomplete 
awareness of the SDGs among national/ 
sub-national transport agencies, the 
importance of sustainable transport and 
role in reducing poverty, improving equity 

                                                           

1
 “A New Global Partnership: Eradicate Poverty and Transform Economies through Sustainable Development”, 

http://www.post2015hlp.org.  
2
 “The Future We Want”, paragraph 132. 

Figure 1.1: SDG Goals and Associated Direct and Indirect 
Transport Targets 

Source: Partnership on Sustainable, Low Carbon Transport 

http://www.post2015hlp.org/


 

 

2 

 

and enhancing inclusiveness in many developing nations. Where there is awareness, there are 
knowledge, capacity and other barriers constraining implementation of effective sustainable transport 
actions that favor the poor and vulnerable, while addressing environmental and broader economic 
concerns. 

Further, research of the i-STEP program to date described in Section 3 shows that while the stated goal 
of the multi-lateral development banks (MDBs) and bilateral development agencies is to reduce poverty, 
approaches for enhancing transport to benefit the poor, enhance quality and inclusiveness, remain 
fragmented and not comprehensive.  

Supportive research for the i-STEP program3 confirms that: 

 Systematic approaches to address poverty, equity and inclusion in transport sector operations are 
rarely applied;  

 Best-practice methodologies for the evaluation of transport components targeted at the poor 
(such as non-motorized transport, safety, and basic access, are applied sporadically; 

 Poverty, equity and inclusion components of transport projects may receive less attention than 
‘economic efficiency’ to their detriment; and 

 Monitoring the impact of transport interventions on poverty, equity and inclusion should be 
improved and expanded. 

Apart from the MDBs, there are a variety of global research organizations, development agencies and 
others4 working on particular issues (e.g. rural transport). The research organizations tend to have a 
broad global sustainability agenda of which poverty and transport are but one part. The other 
organizations (NGOs, networks) tend to have a single issue focus with many having few resources. Other 
international development agencies AFD5, France; DFID,6 United Kingdom and GIZ7, Germany, have a 
special interest in transport – DFID on rural transport and AFD and GIZ on urban and rural transport in 
specific regions and nations. They commission important research, capacity building and 
implementation of projects across all the sectors in which they work.  

So far, international foundations and philanthropies, while substantially engaged in poverty, equity and 
inclusion-related efforts, and increasingly on sustainability and cities, have not had a strong focus on 
transport. Accordingly, there are identified gaps in current global and regional initiatives for enhancing 
the evidence base for sustainable transport, the SDGs, their role in addressing poverty, equity and 
inclusion, enhancing the knowledge and capacity of national and sub-national policy and 
implementation agencies and making a difference on the ground.  

                                                           

3
 Section 3 provides details. 

4
 For example, foundations, charities, and dedicated networks. 

5 Agence Française de Développement  
6
 The Department for International Development. 

7
 Deutsche Gesellschaft für Internationale Zusammenarbeit 
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It has been envisaged that a subsequent and new i-STEP program could systematically address these 
gaps8. But what specific activities should i-STEP address, what are the various options, and time 
implications?  

1.2 Objective 

A June 2016 Round Table meeting was convened in New York to address these questions.  The 
purpose of this White Paper prepared by SLoCaT as an input to the June 2016 workshop is to: 

1. Summarize and distill 

 Findings of i-STEP research to date on sustainable transport and poverty, equity and 
inclusion9 and relevance to the 2030 Sustainable Development Agenda and other global 
imperatives.  

 Draw on previous research in 2014 by SLoCaT on rural transport and poverty. 

 Analysis by SLoCaT in 2015 on transport’s representation, and potential, within the 
Nationally Determined Contributions (NDCs) for reducing greenhouse gas (GHG) emissions.  

 Highlight critical findings by SLoCaT on financing of sustainable transport undertaken over 
2014-2016. 

2. Identify potential i-STEP developmental activities to enhance sustainable transport’s impact in 
tackling inequality and poverty. 

3. Analyze options for action through global actors such as SLoCaT; and  
4. Suggest a preferred option(s) for the next stage of i-STEP. 

Accompanying documents: 

Work on i-STEP to date has focused on two components whose outputs are separately provided10: 

 SLoCaT’s literature review on transport and poverty incorporating recent references and 
focusing on urban poverty; and 

 Consultation document that provides initial assessment of sustainable transport and poverty 
and equity oriented organizations in transport and equity.  

The summary of the 2014 literature review on rural transport and poverty and the findings of SLoCaT’s 
analysis of sustainable transport’s mitigation potential within proposed NDCs and on the financing of 
sustainable transport are incorporated into the text of this White Paper. Working definitions used during 
the course of the literature review and our consultations in this White Paper are shown in Annex A. 

                                                           

8
 It is envisaged that a subsequent stage of i-STEP could consist of an in-depth program of global, selected regional 

and national activities over several years as discussed in this paper. 
9
 The focus is land transport not air or international maritime. The scope may include transport on inland 

waterways and coastal shipping.  
10

 Refer Section 3.1 and 3.3 for a detailed description of these reviews and companion documents. 
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2. Imperative for Sustainable Transport 

2.1 Current Trends and Challenges 

There are several trends and challenges that will influence the demand for transport in future or 
characterize its performance. As shown below, the demand for sustainable access will grow in urban 
areas and remain high in rural areas, and the potential negative impacts will rise sharply in the absence 
of remedial and transformative actions. The poor, women and youth and other vulnerable people have a 
high need for safe, convenient and affordable access but are at risk of being severely impacted by the 
negative impacts of growth of unsustainable forms of transport, likely focusing on excessive 
motorization and freight transport growth. These trends and challenges include: 

 Growing demand for better urban access and rural access due to growing urban and continuing 
rural poverty as the global population of 7.24 bn in 2014 is projected to growth to 8.42 bn by 
2030 with almost all of this growth occurring in urban areas but with the rural population 
remaining stable at 3.3 bn.11

 According to the most recent estimates, 850,000 people or 12.7% 
of the world’s population lived in poverty (below US$ 1.90/day) in 2012 down from 37% in 1990. 
There has been slower progress in South Asia and Sub-Saharan Africa where 78% of the global 
poor live. World Bank states “It is becoming even more difficult to reach those remaining in 
extreme poverty, who often live in fragile contexts and remote areas. Access to good schools, 
healthcare, electricity, safe water and other critical services remains elusive for many people, 
often determined by socioeconomic status, gender, ethnicity, and geography.”12 Sprawling cities 
intensity the mismatch between where people live, where they work and obtain community 
services and adequate infrastructure and services. 

 Persistent road safety issues are evident as 1.25 million people died in traffic crashes in 2013 
and many millions more were seriously injured –  continued road safety awareness and action is 
necessary to reduce this toll in the face of growing motorization. These impacts are incurred 
disproportionately by low-middle income countries, with a high proportion in urban areas. Road 
traffic injuries are the leading cause of death for young people aged (15-29).  Forty-nine percent 
of all road traffic deaths occur among pedestrians, cyclists and motorcyclists, most likely to be 
drawn from the poor and vulnerable but universal data on incomes of road death and injury 
victims is not available. 

 Almost 184,000 premature deaths in 201013 from motor vehicle-related air pollution most in 
developing nations and despite technological advances in improving fuels and reducing vehicle 
emissions these advances would mainly benefit the developed nations.  

                                                           

11
 United Nations (2014), World Urbanization Prospects (revision). Refer 

[http://esa.un.org/unpd/wup/Publications/Files/WUP2014-Report.pdf] accessed May 28, 2016. 
12 

World Bank (2016), refer [http://www.worldbank.org/en/topic/poverty/overview] accessed June 8, 2016. 
13 

World Bank (2014), “Transport for health: the global burden of disease from motorized road transport” prepared 
by the Institute for Health Metrics and Evaluation for the Global Road Safety Facility. Refer page 23 and Annex 2 
for Country Estimates. *World Bank (2014), “Transport for health: the global burden of disease from motorized 
road transport” prepared by the Institute for Health Metrics and Evaluation for the Global Road Safety Facility. 
Refer page 23 and Annex 2 for Country Estimates. [http://www-
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 Road fatalities and injuries and deaths from transport-related air pollution are estimated to 
reduce Gross Domestic Product (GDP) by 1% to 5% in developing countries14 straining health 
care systems and inflicting hardship on the most vulnerable.  

 A doubling of GHG emissions from transport over 2009-2050 under Business as Usual Scenario 
– cutting transport’s emissions to more than 80% below BAU by 2050 is needed to achieve the 
“well below” 2o Celsius warming scenario sought by the Paris Agreement on Climate Change15. 

2.2 Transport-relevant Global Agendas 

It is clear that sustainable transport is essential to securing the “The Future We Want” agreed upon in 
the 2012 Rio+20 Conference on Sustainable Development and the 2030 Agenda for Sustainable 
Development and associated Sustainable Development Goals (SDGs). It is also essential to contribute 
to the aspiration of “leaving no one behind.”16  

Sustainable transport is also critical to achievement of Paris Agreement under the United Nations 
Framework Convention on Climate Change and central to the achievement of the Decade of Action for 
Road Safety 2011-2020.  The upcoming Habitat III new urban agenda, the Addis Ababa Action Agenda 
on Financing for Development and the imminent 14th United Nations Conference on Trade and 
Development all have a significant emphasis on sustainable transport and its role in reducing poverty, 
improving equity and reducing negative social and environmental impacts as shown in Table 2.1. The 
development community has a responsibility to ensure that commitments in these agendas are 
implemented. 

The UN Secretary General’s High-Level Advisory Group on Sustainable Transport (HLAG ST) 2016 Global 
Outlook Report on Sustainable Transport underpins the SDG framework and the Paris Agreement. The 
partnerships and coalitions represented in the Lima Paris Action Agenda (LPAA)17 (and its successor 
initiative, the Global Climate Action Agenda (GCAA)), have been active in elevating the profile of 
sustainable transport that otherwise is at risk of fragmentation because of its cross-cutting nature. A 
major new Initiative on urban mobility initiated by Germany18 promises to provide a significant catalyst 
for developing and implementing significant sustainable transport projects on the ground. 

                                                                                                                                                                                           

wds.worldbank.org/external/default/WDSContentServer/WDSP/IB/2014/03/28/000333037_20140328141207/Re
ndered/PDF/863040IHME0T4H0ORLD0BANK0compressed.pdf] accessed May 28, 2016. 
14

 Ibid. 
15

 http://www.ppmc-transport.org/wp-content/uploads/2016/05/COP21-Final-Premiminary-Report-SLoCaT.pdf. 
16

 “A New Global Partnership: Eradicate Poverty and Transform Economies through Sustainable Development”, 
http://www.post2015hlp.org. 
17

 The Lima-Paris Action Agenda launched at the Lima Climate Conference in Peru, December 2014, has generated 
15 initiatives by transport stakeholders referred to as the LPAA initiatives for transport. By 2025, if implemented at 
scale, the initiatives can reduce the carbon footprint of an estimated half of all the passenger and freight trips 
made by 2025. 
18

 For Habitat III, Germany’s Minister for Economic Cooperation, Mr. Müller announced a new mobility initiative on 
June 1, 2016 that is intended to lend impetus to a global transformation of urban transport and traffic systems. It is 
understood that a significant multi-year financial commitment would be announced in the near future. The focus 
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Table 2.1: Global Agendas and Role of Sustainable Transport 
Global Agenda/ Initiative Description/ rationale 

2030 Agenda for Sustainable Development.  
Transport is directly or indirectly related to the 8 of 
the 169 targets of the 17 SDGs.   
[https://sustainabledevelopment.un.org/post2015
/transformingourworld] 

SDG targets for transport are directly relevant to 
several of the 17 SDGs: (i) SDG 2 end hunger; (ii) SDG 
3 health; (iii) SDG 6 clean water; (iv) SDG 7 clean 
energy; (v) SDG 9 innovation and infrastructure; (vi) 
SDG 11 sustainable cities and urban development; 
(vii) SDG 12 responsible consumption; and (viii) SDG 
13 climate action. Transport also contributes to 
several other SDGs including eradication of poverty 
(SDG 1), quality education (SDG 4), gender equality 
(SDG 5) and good jobs and economic growth (SDG 8) 
and others.   

Paris Agreement under the United Nations 
Framework Convention on Climate Change 2015.  
Of the proposed 159 Intended Nationally 
Determined Contributions (INDCs) at November 
2015, transport features in 77%.  
[http://www.ppmc-transport.org/overview_indcs/] 

Achieving a well-below 2
o 

Celsius warming scenario 
in the long term requires deep emission cuts across 
all sectors. Transport contributed about one quarter 
of energy-related global GHG emissions and about 
one fifth of energy use in 2009

19
. Land transport 

represents 70% of transport related energy use and 
GHG emissions that are projected to rise by nearly 
50% by 2030 and by more than 80% by 2050.  
Current actions on transport included in the NDCs 
are not on track to deliver the required emission 
reductions from the transport sector. 

Decade of Action for Road Safety 2011-2020. With 
the support of 200 countries, the UN ‘Decade of 
Action for Road Safety’ was launched through a UN 
General Assembly resolution in 2010. The goal 
aims to “reduce and stabilize the increasing trend 
in road fatalities.” 
[http://www.who.int/roadsafety/decade_of_actio

n/en/] 

Despite the preventable nature of many road traffic 
injuries, road safety had been neglected by global 
health and development agendas. Achieving the 
2020 target could save up to five million lives and 
prevent 50 million serious injuries. Safe and secure 
travel is a pre-condition for ‘universal access’.   

Habitat III New Urban Agenda (NUA) (draft). 
Anchored in the 2015 SDGs and Paris Agreement. 
Key means of realizing SDG 11 on sustainable 
cities. NUA gives important role for sustainable 
transport in ensuring access to opportunities for 
all. [https://www.habitat3.org/the-new-urban-
agenda] 

Focus on the needs of marginalized groups in policy 
and planning to tackle urban inequality. Envisages a 
‘paradigm shift’ to describe the necessary changes in 
urban development and transport planning and 
provision. Strong focus on finance, national urban 
and on implementation. 

                                                                                                                                                                                           

of the initiative is on developing countries and emerging economies and on enabling developments in transport 
and traffic that are socially compatible, innovative and climate friendly. Refer [http://www.ppmc-
transport.org/german-development-minister-muller-announces-a-new-mobility-initiative-in-support-of-global-
transformation-of-transport-and-traffic-systems/] accessed June 7, 2016. 
19

 International Energy Agency (2011), “Energy Technology Perspectives”. Page 423. 
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Global Agenda/ Initiative Description/ rationale 

Financing for Development: Addis Ababa Action 
Agenda

20
 Aims to mobilize public finance, set 

appropriate public policies and regulatory 
frameworks to unlock private finance, trade 
opportunities and technological development, and 
incentivize changes in consumption, production 
and investment patterns. Firmly linked to SDGs and 
means of implementation.  
[http://www.un.org/esa/ffd/wp-
content/uploads/2015/08/AAAA_Outcome.pdf] 
 

Investing in sustainable and resilient infrastructure, 
including transport is a key priority. Infrastructure is 
critical for reducing poverty and inequality, & 
ensuring environmental sustainability. There is a 
large financing gap in infrastructure, all financing 
sources: public, private, domestic and international 
will be needed. 

United Nations Conference on Trade and 
Development 14 (July 2016) (Draft Outcome 
Document). To focus on implementation of trade 
and transport reforms and actions to support 
implementation of SDGs. Specific emphasis on 
Least Developed Countries and marginalized 
groups. Draft Outcome Document raises 
importance of sustainable transport and setting up 
of expert group on transport. 
[http://unctad14.org/en/Pages/Home.asp] 

More than doubling of global and domestic trade 
and freight movements by 2030. Significant cost and 
physical land-side barriers between ports and 
hinterlands and across land borders. Impacts on 
rural and urban productivity but also has significant 
implications for negative social and environmental 
impacts.   

The integration of transport in a growing number of global developmental agendas allows the transport 
community to shift its emphasis from global advocacy in support of integrating sustainable transport in 
these global policies to advocating the integration of social, economic and environmental dimensions of 
transport in transport policies and investment programs at national and sub-national level. 

Research by SLoCaT shows that there is still low awareness of the SDGs and their contribution to 
poverty reduction, climate goals and road safety among national transport agencies and sub-national 
governments. Where there is awareness, there are fundamental gaps in terms of knowledge, capacity, 
finance and how to adjust enabling frameworks for identifying, designing, implementing and operating 
sustainable transport initiatives that have a strong pro-poor focus as well as the environmental and 
economic dimensions. Despite a few examples, generally it can be said that the social dimension of 
sustainable development is rarely included in transport in a systematic and meaningful way.   

The transport sector often operates in isolation from other sectors and has its own policy “silo”. 
National agencies involved in education, health and other social sectors, tend to have little interaction 
with the transport agencies. Where high level policies on each sector are formulated by national 
development agencies these may follow the ‘status quo,’ and are rarely systematically followed-up. Yet, 

                                                           

20 Inter-agency Task Force on Financing for Development (2016), “Addis Ababa Action Agenda: Monitoring 

commitments and actions: Inaugural 2016 report.” Refer *http://www.un.org/esa/ffd/publications/inaugural-
2016-iatf-report.html]. Accessed May 29, 2016. 
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it is clear sustainable transport is essential to achievement of the SDGs as shown in Figure 1.1 and Table 
2.1 above, as well as the other global agendas. But only if the necessary policies and programs are 
implemented under the leadership of national and sub-national agencies, with targeted support 
provided by the international community and ideally successful regional nations. 

2.3 Current Approaches to Sustainable Transport 

 

2.2.1 Definition of Sustainable Transport 

An extensive review by Bakker et al. (2014)21 found that there is no standard definition of sustainable 
transport, even though most definitions cover the three sustainable development pillars (social, 
environmental, economic). Overall, the 16 definitions identified, acknowledge the objectives of 
maximizing the positive contributions of transport to society, while minimizing the negative impacts. For 
example, they noted that: (i) the transport goal of the World Bank strategy is safe, clean and affordable 
transport that contributes to economic development; and (ii) that the Environmentally Sustainable 
Transport Forum22 states “sustainable transport: the provision of services and infrastructure for the 
mobility of people and goods needed for economic and social development and improved quality of life 
and competitiveness”. By way of comparison SLoCaT states “sustainable transport enables access to 
goods and services that support equitable development while limiting short- and long-term adverse 
consequences for environmental, social and economic services and systems.” 

Typical criteria for sustainable transport are shown in Table 2.2 although they are rarely universally 
applied in unison. Linkages between sectors and criteria may also be considered, for example, between 
all season rural road access and community and economic resilience in times of severe natural events in 
rural23 and urban areas; or between access and human rights and other sectors.24  

 

 

 

 

 

                                                           

21
 Stefan Bakker, Mark Zuidgeest, Heleen de Coninck & Cornie Huizenga (2014): Transport, Development and 

Climate Change Mitigation: Towards an Integrated Approach, Transport Reviews: A Transnational Transdisciplinary 
Journal, DOI: 10.1080/01441647.2014.903531.  
22

 Refer [http://www.unescap.org/events/environmental-sustainable-transport-forum]. 
23 Abla Safir, Sharon Faye Piza, Emmanuel Skoufias, (2013) “Disquiet on the Weather Front: the welfare impacts of 
climatic variability in the rural Philippines”. Policy Research Working Paper, World Bank. Washington DC. 
24 Human rights is one of three core principles along with equality and sustainability identified by UN System Task 
Team on the Post-2015 UN Development Agenda (2012), “Realising the Future We Want for All.” Page 23.  
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Table 2.2: Examples of Criteria Often Considered for Sustainable Transport 
Dimension Examples of Potential Criteria 

Social  Access to transport infrastructure and services 

 Access to opportunities 

 Affordability 

 Safety and security 

 Improved community resilience 

 Meets community defined priorities/needs 

Environment  Natural and built environment 

 Ambient air quality and noise, road dust along unpaved roads 

 Greenhouse Gas emissions 

 Resource efficiency 

 Resilience of infrastructure  

Economic  Freight transport connectivity  

 Urban and rural and linkage to other modes, sectors (e.g. industry, agriculture, and broader 
economy). 

 Passenger transport efficiency 

 Agglomeration economies 

As an example,  the Asian Development Bank (ADB), has attempted to translate its definition of 
sustainable transport (“accessible, safe, affordable, and environment-friendly”) into its project 
operations, through their Sustainable Transport Initiative (STI) initiated in 2010.25 STI elaborates 
sustainable transport as being inclusive transport that needs to: (i) “maximize employment and income 
opportunities, especially for the poor, excluded and vulnerable; (ii) provide access to basic social 
services and facilities (education, health, markets, leisure etc.); (iii) ensure affordability of transport 
services; (iv) ensure inclusive physical design of infrastructure and vehicles; (v) promote community 
cohesion and livability”; and by (vi) minimizing potential negative impacts (safety, human trafficking, 
communicable diseases, health) of transport services on people, especially on the most vulnerable 
members of society; resettlement, exposure to noise, vibration and air pollution).  

2.2.1 Emerging Planning and Assessment Approaches 

In seeking to propose ‘sustainable transport’ measures, emerging practice of the majority of 
international development agencies and stakeholders is to apply the Avoid Shift Improvement (ASI) 
framework. Intended primarily to reduce GHG and transport emissions (exhaust and noise), ASI assists 
in clarifying options that can shape land use favorably, modify travel behavior thus avoiding or 
minimizing the need for travel, improve the mix of transport modes and influence their efficiency. They 
may also enhance welfare and social inclusiveness, through improvements to accessibility enabled by 
transport, at the national or sub-national scales26. However, our review to date (Section 3.1) shows 

                                                           

25
 ADB (2010). “Sustainable Transport Initiative Operational Plan 2010-2020”. 

26
 As described by Dalkmann, H. and Sakamoto, K. et al. (2011), “Transport: Investing in energy and resource 

efficiency” these strategies are: (i) avoid or reduce travel and travel distance by motorized modes; (ii) shift to more 
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there is no universal agreement on how best to ensure meaningful social, poverty and equity impacts 
are considered in the ASI framework and in all stages of policy and project development and 
implementation. Further, at national and sub-national levels, there is till now little awareness of ASI and 
how it can benefit the selection of beneficial transport interventions from social, environmental, or 
economic perspectives. Also, our consultations (Section 3), shows that although increasingly popular ASI 
is not consistently applied by international agencies. 

In other words, there is no assurance that strategies selected according to the ASI approach would 
necessarily ensure that positive impacts on poverty and equity (social sustainability) are maximized. 
Our review of the literature shows that socially beneficial impacts may vary considerably from project to 
project and jurisdiction to jurisdiction. Transport’s potentially mixed results in addressing poverty and 
equity are not a surprise. Transport is cross-cutting and impacts across the social, economic and 
environmental dimensions. Transport may have potentially significant negative safety, health and 
climate impacts particularly, but not exclusively, associated with road-based transport. Further, by its 
nature transport is an enabler of access but that does not ensure jobs or social services will follow.  In 
practice, planning and assessment frameworks may trade the ‘social’ dimension off against the others. 

Our literature review (Section 3.1 and 3.2) indicates that ASI could potentially include social concerns 
(e.g. access, poverty etc.) through integration with appropriate planning methods and criteria.  Our 
current research for i-STEP indicates that careful attention to designing ‘sustainable transport’ is likely to 
improve the access of vulnerable groups to economic opportunities and essential services such as 
education and health27. The prospects of beneficial outcomes are enhanced if deliberate interventions 
occur at the outset of policy and project identification, and are continued through to implementation 
and operations. The outputs of the i-STEP program are expected to significantly inform the new 
frameworks that are necessary for sustainable transport in future.  

An essential addition to ASI (and other similar approaches), required to optimize its contribution to 
address poverty and equity, is the identification of relevant factors or criteria for design of 
interventions, preparation, effective implementation, sustainable operations, and monitoring and 
evaluation. While there is no agreement on what criteria are best there is no lack of available 
approaches and criteria to choose from. As one positive example, within the framework of the STI, ADB 
has attempted to incorporate social, environmental and economic criteria into a common framework of 
relevance to sustainable transport through its Sustainable Transport Appraisal Rating (STAR).28 The 16 
STAR criteria are relevant at all stages of the project development cycle from identification, preparation, 
implementation, operation and post evaluation and monitoring. A distinguishing feature of STAR is the 
consideration of the enabling environment (for sustainable transport) and associated risk criteria to be 
considered during design and evaluation, implementation and operation and maintenance of projects. 
Factors included in the risk assessment are: (i) policy, planning and design quality; (ii) social, 

                                                                                                                                                                                           

environmentally and socially-sustainable modes; and (iii) improve the energy efficiency of transport modes and 
vehicle technology. 
27

 Transport infrastructure and services may also need to provide better connectivity and efficiency for freight and 
long distance passenger movements. 
28

 ADB 2014 “Towards a Sustainability Appraisal Framework for Transport.” Working Paper No. 31. The Sustainable 
Transport Appraisal Rating (STAR). 
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environmental, economic and other assessments; (iii) institutional arrangements; (iv) governance 
arrangements; (v) human, technical and financial capacity; (vi) legal and regulatory framework; and (vii) 
financial sustainability. 
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3. Key Findings of i-STEP/ SLoCaT Research  

Full details of key findings of the literature review and consultations with stakeholders (two components 
of i-STEP) are provided in the relevant documents. Specific recommendations were made by the i-STEP 
urban transport literature review and associated consultations on current practices by stakeholder 
organizations.  

3.1 i-STEP Urban Transport Literature Review 

The i-STEP review of over 150 documents on sustainable transport and linkages to poverty, equity and 
inclusion29 in urban environments reiterates the findings of the available literature: that safe, affordable, 
available, frequent public transport services, and walking and cycling and other non-motorized transport 
(NMT) facilities, are essential to alleviating poverty and redressing transport inequity and exclusion.  

The recommendations of the review do not set out repeat earlier work but instead propose ways in 
which to act on the key questions and findings of the review: 

 What actions are required to move transport-related poverty, equity and inclusion higher up the 
global sustainability agenda; and  

 How do we ensure that these issues start to drive/influence investment decisions in transport? 

Although many of these recommendations are cross-cutting, they are divided into four sections below. 

Knowledge 

The findings indicate that actions to improve the lives of the poor and vulnerable by sustainable 
transport may have uncertain results because improved access to transport is only a first step to a wider 
range of cross-sectoral interventions. But this does not mean that we should not improve understanding 
and approaches to transport-related poverty, inequity and exclusion. Strengthening of policy making, 
government and institutional capacity for pro-poor transport planning, and better transport 
management are however considered fundamental.  

Particular recommendations are: 

 Understand barriers to walking and cycling and their improvement. The review found that 
cycling and walking remain a low priority in many jurisdictions despite decades of advice that 
these modes require urgent support. We therefore recommend an output specifically regarding 
this question (which would include primary research and outreach), with the intention to bolster 
the case for cycling and walking, based on an understanding of the political and other barriers. 

 Understand how particular interventions redressed transport inequity, and how can these 
interventions be replicated and up-scaled. There is a lack of comprehensive post-evaluations 

                                                           

29
 SLoCaT (2016) “Sustainable Transport in Support of Action on Equity and Poverty (i-STEP): Literature Review.” 

June.  
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and longitudinal (in time) impact evaluations of ‘interventions’ within developing and emerging 
economies, to strengthen the case for such interventions and enable evidence-based decision-
making. Further, this work could contribute to much needed capacity development by recruiting 
local researchers and assist with funding and training in monitoring and evaluation methods.  

 Identify preferred mechanisms to make public transport more affordable to the poor and how 
they can be best delivered. The question of subsidies (user-side and supply-side), payment 
mechanisms and integrated ticketing systems within developing and emerging economies is 
under-researched (or dismissed). It would be of value to prepare a review, and propose a 
number of viable mechanisms for consideration (for example, sustainable fare assistance to the 
urban poor, or payment mechanisms that do not require credit cards or bank accounts).  

Development of tools and materials 

 Develop a pro-poor tool for transport for developing and emerging countries.  Further 
research is needed on existing tools and strengths and weaknesses followed by preparing a new 
pro-poor, equity-based transport practical decision-making guideline and checklist for 
infrastructure/project evaluation.  Such a tool would assist in understanding the key questions:  

o who reaps these benefits of the intervention?  

o who are the poor who will benefit from the transport action or intervention, and how 
can these benefits be more equitably distributed? 

o who are the poor who will not benefit from the action, and how can these benefits be 
more equitably distributed?  

o where do the poor live and how can appropriate transport be provided? 

o how will the non-poor benefit from the action? 

 Develop a guideline or online tool to assist in decision-making trade-offs regarding the social 
equity impact of climate-interventions (e.g. electric vehicles), and the climate impact of equity 
interventions (increased public transport provision) – supported by training, conference 
presentations and workshops).  

 Prepare information materials mapping the current tools and methods used to audit 
accessibility (categorised and assessed by, for example, the level of expertise required, the 
technology required and availability thereof (cost, skills), the shortcomings and the most 
appropriate use for each). 

Capacity building 

 Diagnose how policy support and capacity building for monitoring and evaluation can be best 
delivered to developing nations (at national, regional or local level). Based on this diagnosis, 
develop appropriate guidelines, processes, tools and provide capacity building for planning and 
implementation (see below). 

 Understand how to deliver (and maintain) pro-poor interventions within a resource-
constrained environment.  The SLoCaT literature review focused particularly on ‘new’ 
sustainable transport solutions, such as Bus Rapid Transit, where there is an extensive body of 
literature, and on the revival of interest in bicycle mobility. A similar review would be useful 
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regarding pedestrian interventions, as well as regarding upgrades or service improvements of 
existing public transportation services or systems (incremental approaches to service 
improvement. 

Outreach 

 Prepare an appropriate outreach program to stimulate awareness of the importance of pro-
poor planning approaches in the transport community and civil society. Based on further 
research and consultation, develop media campaigns (social media) and possibly roving 
photographic exhibition (for workshops etc.) along the lines “what I want to be able to do is…”, 
to introduce the fine-grained human needs planners and decision-makers might forget in their 
quest for ‘world-class’ but unaffordable transport. What are the basics that a poor transport 
user wants? How are governments able to provide this?  

 Identify mechanisms for influencing political and other decision-makers to support equity 
impact assessment alongside the more usual social, environment or heritage impact 
assessment. Draft the relevant guidance documentation and online tool.  

 Conduct outreach on criteria by which to measure whether the distribution of access 
improvements is fair or equitable. There exist opportunities to facilitate workshops at global 
events such as Habitat III (2016), International Transport Forum (2017), or even VeloCity (2017) 
(cycle-specific) on this topic.   

3.2 Rural Transport Literature Review  

As a contribution to the goal of integrating poverty reduction into transport-related inputs for the post-
2015 policy framework, the UK Department of International Development (DFID) commissioned a 
review of existing research on the relationship between transport and poverty reduction.  This review of 
the poverty implications of urban and rural transport was requested by SLoCaT, contracted by UN-
Habitat and implemented by the Overseas Development Institute (ODI) with funding from UK 
Department of International Development (DFID). 30 

The review of the poverty implications of rural (and urban) transport included 360 studies of which the 
majority were focused on rural transport. The findings on rural transport are described below since the 
findings for urban transport were updated with i-STEP’s support.  

Recommendations were not made but key findings were: 

 Importance of connecting rural people to reduce the poverty of isolation. There is clear 
evidence that rural isolation is associated with low agricultural production and poor health 
(unnecessarily high peri-natal mortality) and low school enrolment. Rural isolation can imprison 
the elderly and people with disabilities.  

                                                           

30 Starkey, P and Hine, J (2014), “Poverty and sustainable transport: How transport affects poor people  

with policy implications for poverty reduction – A literature review”. October 2014.  
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 Connecting villages to the existing road network provides the greatest benefits from transport 
investment. Evidence from Ethiopia, Ghana, Nepal, Uganda and elsewhere shows that 
upgrading footpaths to basic motorable roads provides much greater benefits than upgrading 
existing rural roads to all-weather quality. Investment in rural roads, particularly the initially 
connectivity, leads to greater school enrolment (evidence from many countries including 
Bangladesh, Ethiopia, India, Morocco, Pakistan and Vietnam). Investment in rural roads also 
leads to better staffing at village primary schools (evidence from India, Zambia and elsewhere). 

 Involving rural people in road construction and maintenance. Evidence from many countries in 
Africa, Asia and Latin America shows that involving local people in labor-based road construction 
and maintenance can provide valuable employment for poor people and can help empower 
women and disadvantaged groups.  

 Rural transport services and intermediate means of transport (IMTs). In developing countries, 
few rural people own cars and mobility mainly involves walking, IMTs and public transport. Rural 
transport services are often provided by informal sector entrepreneurs using buses, trucks, 
pickups, ‘rural taxis’ (minibuses or estate cars), motorcycles, bicycles, tricycles, animal-drawn 
carts or pack animals. National transport authorities tend to neglect the importance of non-
motorized IMTs for poor people, as they are perceived as old-fashioned. However, bicycles and 
work animals can provide crucial mobility to access markets, healthcare and schools. They also 
provide employment opportunities, including bicycle taxi operations. Motorcycles are increasing 
rapidly in most developing countries, and motorcycle taxi services have often arisen 
spontaneously. The poorest people are unlikely to own such transport, but can benefit from the 
informal services (e.g. motorcycle taxis) provided by others. 

 Transport services do not necessarily follow from better infrastructure. Those investing in rural 
roads often assume that if roads are built, private sector transport services will develop 
spontaneously. This is not always the case. Many rural roads have no ‘conventional’ transport 
services at all. Poor transport is a gender issue, as women are less likely to travel when services 
are poor and unpredictable.  

 Policy implications. Rural roads undoubtedly benefit impoverished communities and poor 
households, but they do not alter structural poverty. Rural roads may lead to overall poverty 
reduction but not poverty eradication, nor socio-economic equity. Rural roads programs need to 
be integrated with other measures to increase equity and to minimize the potential for negative 
socio-economic and cultural effects on some rural women, men and children. Infrastructure 
construction and maintenance should be based on participatory planning, involving rural 
communities (disaggregated appropriately by gender and disadvantage) and key service 
providers (health, education, agriculture, water, electricity) to maximize the social and economic 
benefits and help eradicate poverty. 

 Planning and assessment tools. Conventional socio-economic surveys and evaluations may not 
provide the necessary data required to understand the pro-poor benefits of rural roads. The 
adequacy of rural transport services must be assessed when measuring the impact of rural 
roads. Reliable information on rural transport services is seldom available or collected.  
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3.3 i-STEP Expert Consultations  

To assess how poverty and equity are presently being integrated into transport projects, and how 
current practices may be improved, interviews were conducted with 18 international organizations that 
are members of SLoCaT as part of the initial work on i-STEP31. The organizations represent a broad 
spectrum of key players including development and funding agencies, such as the multi-lateral 
development banks, implementing agencies, city networks and foundations. 

Significant differences between the developed and the developing world were observed from the 
interviews. Almost all those interviewed without exception agreed that assessing poverty and equity 
aspects of transport was complex although the poor and vulnerable were dependent on ‘sustainable 
modes’ such as walking, non-motorized transport and the various formal and informal forms of public 
transport. This was not made any easier by the variety of types of transport intervention, different 
stages of development, characteristics of implementing agencies and the local context.  The lack of a 
‘joined –up’ or coordinated approaches was frequently mentioned – this included approaches within the 
transport sector itself and also across sectors at national level.  

Generally, it was felt that despite poverty alleviation being a core value of many organizations, poverty 
reduction strategies were rarely included as a core component of major transport project development. 
From the interviews (and also the literature reviews), there appears to be a gap in research and 
methodologies on how to systematically evaluate the positive or negative impacts on poverty, with any 
real detail or certainty of the distribution effects of specific transport projects. Presently most 
organizations use the ‘lowest common denominator’ approach which means that benefits accrued from 
any project have assumed to have a positive trickle-down effect, while there is little knowledge to what 
extent these benefits are indeed being enjoyed or if small changes in the project preparation could have 
delivered significantly more (e.g. in relation to gender). There appears little evidence that SLoCaT 
members consulted are using consistent methodologies to evaluate, monitor and measure poverty and 
equity changes across the range of their transport projects. 

Overall it was agreed that there is also a lack of deep understanding and capacity on how to address and 
find solutions to alleviate the different burdens that those that are transport disadvantaged carry. More 
often than not – the poor were bundled as one rather than designing projects that would help specific 
groups. Gender can be considered the exception as there are a growing number of project that try to 
include a gender dimension, that said there is still a lot of work still to do before one can say that we 
have gender sensitive transport planning or delivery. However, there were also many positive 
references to change within organizations that ultimately should help increase action to really address 
these topics with sustainable transport.  

                                                           

31 SLoCaT (2016), “Sustainable Transport’s role in tackling poverty and inequality – A review of SLoCaT member’s 

work on tackling poverty and equity.” June 2016.  Unpublished draft. 
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From this work it is clear that there is a knowledge gap on the value-added of understanding how 
sustainable transport can serve those on low incomes, beyond just the fact of a better level of 
connectivity.  

Key areas of action were identified for SLoCaT and its partners to include in their work programs in 
future:   

 Strengthening international, national/sub-national institutions on the potential for sustainable 
transport to support the poor, equity and inclusion;  

 Promoting pro-poor policies and a better understanding of the distribution of the benefits;  

 Strengthening capacity at national and local levels including community, non-governmental 
organizations and grass roots capacity; and 

 Building a better evidence base for decision making, including documenting successful case 
studies. 

It was felt that SLoCaT is in the privileged position having representatives of all the modes of transport 
as members to take a lead in this area. It was suggested that by working with this international 
membership promising areas and opportunities could be jointly explored and further built on to create a 
more robust body of international evidence that can be used for policy and project development and 
guidance.  

The key recommendations from these consultations are set out below. 

 Improve supportive and inclusive policies and institutions  

 Improve institutional cross-sectoral and horizontal decision-making to better include the three 
main dimensions of sustainable development – economic aspects (affordability, access to 
opportunities), social concerns (health, safety, noise, increased active travel (for some) and 
transport independence irrespective of age or gender), and environmental protection (clean 
non-polluting transport options, land take and efficiencies) takes extra effort. There is a general 
lack observed for this to happen at either national or local level, and without this imperative and 
framework for action it is difficult to inclusive policies to be multi-sectorial.  

Increase understanding of the distribution of impacts  

 Increase and deepen understanding about the positive impacts of sustainable transport (to 
whom and why) as well as increasing knowledge about who is able to take up the opportunities 
that improved connectivity and transport options brings is seen as being helpful. The 
unintended consequences of development, densification and other forms of development 
designed to provide greater economic opportunities and efficiencies, can also damage people’s 
well-being, quality of life and autonomy, especially for those who maybe disadvantaged in some 
way, by increasing levels of violence and/or degrading the environment, and this is often 
overlooked in project evaluations.  

 Monitor progress on the sustainable development goals (national/ but also sub-national 
levels) in terms of transport improvements to help create a body of knowledge and also cross 
fertilise ideas across sectors, modes and regions.  
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Develop more robust tools for measuring impacts 

 Undertake in-depth research and adapt existing tools to improve the understanding of the 
expected benefits and actual impacts of transport interventions on people. More attention to 
disaggregating data by income, gender and other aspects, would be helpful to better 
understand they projects may contribute to poverty alleviation and equity. These tools can help 
realign transport policy, project and programs to be more socially sustainable. 

 Document case studies and good practices more thoroughly. There is presently a paucity of 
transport examples that have benefitted the poor most to showcase.  

 Initiate and promote pro-poor technology solutions relevant for the developing world. The 
poor and those that are today mobility disadvantaged risk to suffer even more as transport 
moves into the digitalised universe. Car and bike share schemes usually require home based 
Internet access; smart phone capability, identity cards, bank references and credit or payment 
cards in order for people to be able to join the scheme. This can be a significant barrier to the 
poor who may not have a legal residence. Overcoming such issues are not insurmountable but 
will require attention and innovation as well as proper legal frameworks.  

3.4 Analysis of Nationally-Determined Contributions 

Nationally-Determined Contributions (NDCs) represent a unique opportunity to increase bold mitigation 
and adaptation measures in transport and other sectors, as for the first time, Parties to the United 
Nations Framework Convention on Climate Change (UNFCCC) countries have communicated their 
commitment to reduce emissions and increase resilience on sectorial scales in the context of the 
UNFCCC system. NDCs present an opportunity to raise collective mitigation and adaptation ambition 
through appropriate low-carbon transport strategies, as demonstrated in bold submissions from 
countries across global regions and at varying levels of development. 

As at 1 June 2016, 159 NDCs representing 186 countries have been submitted of which 75% explicitly 
identify the transport sector as a mitigation source, and more than 60% of NDCs propose transport 
sector specific mitigation measures. The transport-related NDCs being proposed by nations include both 
national level and sub-national level actions. While having a climate-focus, they would also have impacts 
on mobility and accessibility this having social and economic dimensions. So far, no dedicated impact 
analysis has been conducted of transport related poverty and equity impacts. 

Based on SLoCaT’s review32 of the then INDCs submitted by November 201533 the findings were: 

                                                           

32 
SLoCaT (2015), “Intended Nationally-Determined Contributions (INDCs) Offer Opportunities for Ambitious Action 

on Transport and Climate Change”. Prepared for the Paris Process on Mobility and Climate with support of the GIZ 
TRANSfer Project. November 24, 2015. 
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 Proposed transport mitigation measures are featured in more than half of submitted NDCs, 
which focus primarily on urban transport, heavy rail, and waterways, and secondarily on freight 
transport, walking and cycling and high-speed rail. 

 Transport sector targets (with varying baselines) have been included in a smaller number of 
NDCs, including both direct GHG emission reduction targets, and indirect targets based on 
transport mode share, renewable energy share, or fuel efficiency. 

 According to a separate SLoCaT analysis, transport related targets and measures in NDCs do not 
reflect the full mitigation potential of the transport sector, and thus it will be necessary to 
intensify low carbon transport strategies well beyond those included in NDCs in order to achieve 
a GHG trajectory well below a 2°C global warming scenario. 

 Transport adaptation measures generally contain less detail than mitigation measures in NDCs 
submitted, which reflects a similar prioritization of adaptation relative to mitigation at an 
economy-wide level. 

Recommendations 

 Ratcheting up transport sector measures and levels of ambition in successive NDC revisions can 
maximize sectorial leverage to reduce economy-wide emissions.  

 Taking a more balanced approach to transport mitigation in NDC implementation plans, 
including integrated ‘Avoid,’ ‘Shift,’ and ‘Improve’ strategies, that can create multiplier effects, 
and could increase overall emission reduction impact (and likely enhance social outcomes).  

 Quantifying investment requirements for proposed low-carbon transport measures in NDC 
implementation plans is a key step towards generating needed funding. Strategies to generate 
additional funding could be complemented by elimination of fossil fuel subsidies, which could in 
turn be invested in sustainable transport measures.  

 Compiling country-level transport data at more regular intervals could facilitate more effective 
MRV of transport sector contributions during NDC implementation.  Emerging technologies 
could help to improve the quality, frequency, and affordability of collecting and analyzing 
transport data. 

 NDCs could spur regional dialogue among countries to implement a more comprehensive set of 
transport measures based on common demographic trends and development priorities. This 
could benefit the ratcheting up of transport mitigation and adaptation measures in NDCs. 

 NDCs could be used to stimulate ‘matchmaking’ among national and sub-national entities. NDCs 
represent ‘demand-side’ commitments that can be complemented by ‘supply-side 
commitments’ represented by a series of low-carbon transport commitments under the Lima-
Paris Action Agenda (LPAA)34. 

                                                                                                                                                                                           

33
 Following the substantial ratification of the Paris Agreement on Climate Change the INDCs are now being called 

NDCs. 
34

Lima-Paris Action Agenda.  http://newsroom.unfccc.int/lpaa/ and www.ppmc-cop21.org/transport 
commitments. 

http://newsroom.unfccc.int/lpaa/
http://newsroom.unfccc.int/lpaa/
http://newsroom.unfccc.int/lpaa/
http://www.ppmc-cop21.org/transport
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 The global sustainable transport community could support countries in shaping detailed 
implementation plans for general mitigation and adaptation strategies proposed in NDCs.  
Global expertise could be leveraged to help refine and expand country-specific transport specific 
mitigation and adaptation strategies. 

 Parties could further leverage emerging quantitative tools to help optimize transport sector 
mitigation ambition in INDCs. The Paris Process on Mobility and Climate (PPMC) is creating a set 
of knowledge products that can be used to assist national climate planning entities in 
determining transport sector mitigation potential and ratcheting up transport mitigation targets 
in successive iterations of NDCs.  

3.5  Financing of Sustainable Transport 

A financing paper35 was prepared to provide input to the discussions on infrastructure financing to take 
place in 2016 as follow up to the Addis Ababa Action Agenda (AAAA) on financing for development), the 
2030 Sustainable Development Agenda and Sustainable Development Goals (SDGs) and the Paris 
Agreement on Climate Change.  The paper builds on research undertaken by SLoCaT since 2014. 

The paper identifies the key issues and, more importantly, the principal actions that could unleash the 
potential of current institutions, including the private sector for the development of infrastructure 
(which is taken here to include associated transport services). The paper also makes suggestions for 
applied research in support of the recommendations for scaled up investments on sustainable transport 
infrastructure. The paper notes that much has been achieved in advancing the framework within which 
the development and delivery of enhanced sustainable transport needs occur. But considerably more 
needs to be done. There is a need to accelerate sustainable transport infrastructure development for 
two reasons. The first is to meet present unmet and future accessibility needs by expanding transport 
infrastructure and services, especially in emerging economies and developing countries. The second is to 
strengthen the sustainability of the transport system, which requires doing transport differently. 

The findings of this work reiterated recent work of SLoCaT36 from a climate-perspective that investing in 
(climate-friendly) sustainable transport is a long term commitment which requires building trust and 
long term relationships. Four areas of key action were identified as being needed: (i) appropriate policy 
development; (ii) expanded volumes and quality of sustainable transport projects; (iii) increased private 
finance; and (iv) increased relevance of technical assistance and capacity building. These four focus 
areas apply equally to sustainable transport with a poverty, equity and inclusion focus.  

The analysis of infrastructure financing needs also indicates that current default approaches are unlikely 
to achieve the scale of investment and the rate of change in the transport sector that is needed to meet 
the sustainable development goals and ensure that transport is on course to meet the targets set by the 

                                                           

35 
SLoCaT (2016), “Spending more, spending better on sustainable transport”. (Draft)

 

36 SLoCaT (2015), “A Systematic Approach for the use of Climate Finance for Sustainable Transport” prepared for 

GIZ’s TRANSfer II Project. December. 

 

http://ppmc-cop21.org/
http://ppmc-cop21.org/knowledge-products/
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Paris Agreement on Climate Change. Amongst other matters, this paper suggests three broad actions 
that could lead to more and better sustainable infrastructure projects in the transport sector: 

 Assist countries to prepare enhanced plans for the development and use of sustainable 
transport infrastructure. 

 Leverage development assistance to secure a more substantial impact in the transport sectors 
of participating countries. 

 Find practical ways to increase the role of the private sector, including institutional investors, 
to improve transport outcomes, reduce costs and increase the funding available for 
development of sustainable infrastructure.  

Areas where research could help identify practical ways forward to substantially increase investment in 
sustainable transport infrastructure were described as follows: 

 Identify models of private sector investment that work. Research could identify the models for 
private sector participation in transport infrastructure and operations that have been most 
successful and reasons for their success, and to develop a suite of practical models that could be 
used to support sustainable transport in the future. 

 Reconcile the availability of private sector finance and worthwhile sustainable transport 
infrastructure projects. Research could identify the key actions needed to secure the funding 
needed to support these projects where the financial rate of return is insufficient to attract 
commercial private sector finance. Essential to this research is a need to identify the user 
charges and other fiscal instruments that can be used to monetize community benefits and thus 
reduce demand for unsustainable transport and increase the financial resources available to 
support the projects. 

 Develop practical approaches to developing infrastructure plans. Upstream activities are 
critical to the identification and preparation of sustainable transport investment projects and 
related initiatives. Yet there is commonly not a shared understanding of what, in particular, an 
effective strategic development plan and a prioritized medium term investment program should 
look like. Research could identify the essential elements of a strategic development plan and to 
develop practical tools to assist in identifying and develop prioritized sustainable transport 
investment programs. This would include drawing on various approaches that have been 
developed to assess the sustainability characteristics of projects.  

 Setting out an approach for enhanced Project Preparation Facilities (PPFs). PPFs can play a 
critical role in developing the characteristics of sustainable transport infrastructure projects and 
how they might be implemented. While they have received increasing attention, further work is 
needed to ensure that they adequate consider social and climate considerations not just focus 
on good quality infrastructure and those with a potential for private sector investment.
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4. Potential i-STEP Activities and Actions 

 

4.1 Activities and Recommended Actions 

Section 2 provided our current assessment of future challenges for sustainable transport and current 
approaches formulating sustainable transport measures. It appears that there is no widely agreed 
approach and that while ‘social’ aspects may be considered side by side with environmental and 
economic factors, the social side and associated poverty, equity and inclusion concerns may lose out in 
such assessments. Section 3 summarized the findings of i-STEP research to date on poverty, inclusion 
and equity and associated relevant work of SLoCaT on the transport content of NDCs and findings on 
financing needs for sustainable transport in future. While there is similarity between the findings and 
conclusions of the work on urban and rural peoples’ mobility needs, and the practices of key 
stakeholders when considering and implementing sustainable transport, there are also differences. 
Further, the nature of transport proposals within NDCs to date, and the scaling-up of financing, need to 
be considered at the same time. The financing work identifies that meeting the financing challenge to a 
large extent involves ‘doing transport differently’.  

For the purposes of this White Paper, the relevant findings have been summarized and recommended 
follow-up actions generalized under five categories of activity, and 18 sub-categories. These categories 
are: 

A. Knowledge Management Activities 
B. Information and Tool Development 
C. Capacity Building Activity 
D. Governance Support Activity 
E. Policy and Project Development Activity   

The five categories and the 18 identified sub-categories are summarized in Table 4.1 while Table 4.2 
provides further details of recommended actions within each of the sub-categories. 

Table 4.1: Summary of Potential i-STEP Activities 
A. Knowledge Management Activity  
A.1 Strengthening of the Evidence base  
A.2 Research on particular questions/ futures scans  
A.3 Dissemination of information  

B. Information and Tool Development   
B.1 Results frameworks (project, program, SDGs) 
B.2 MRV systems     
B.3 Improved tools 

C. Capacity Building Activity  
C.1 Capacity support for SDGs/poverty & transport  
C.2 Stakeholder engagement 
C.3 University networks  
C.4 Center of Excellence  
C.5Systematic HR development/ leadership 

programs 

D. Governance Support Activity 
D.1 Institutional   
D.2 Procedural 
D.3 Probity  

E. Policy and Project Development Activity 
E.1 Project/policy/program design 
E.2 Preparation 
E.3 Implementation 
E.4 Independent peer review/ MRV assessments 

 



 

 

23 

 

The specific recommended activities in Table 4.2 identified under each sub-category are organized 
under three headings based on the key topics covered in Sections 2 and 3:  

 Poverty, equity and inclusion37; 

 NDCs/ Climate; and 

 Finance. 

Further, within the description of the recommended actions under these headings we use two 
additional ways to describe and characterize the recommended activities: 

  the relevant geographic focus (national/ sub-national, regional, global); and 

 how they may support ‘improved’ implementation of sustainable transport projects and 
programs of complementary initiatives (e.g. German Mobility Initiative, other) at national or 
sub-national levels especially those under Category E. Policy and Project Development Activity, 
but also others such as capacity building, audit, knowledge sharing and monitoring and 
evaluation, for mutual benefits among i-STEP and other stakeholders. 

This format is considered to be useful for this paper to enable potential suitable roles for foundations 
and philanthropies to be articulated as shown subsequently in Section 5.   

 

                                                           

37
 Road safety and security concerns while very important are covered in detail by the Decade of Action on Road 

Safety as identified in the Global Status Reports prepared by WHO. Relevant road safety actions for i-STEP concern 
understanding the poverty, equity and inclusion dimensions of road safety and its implications under “Poverty, 
Equity and Inclusion.” 
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Table 4.2: Key i-STEP/ SLoCaT Findings & Indicative Recommended Actions 
Potential 

Category of 
Activity 

Sub-category  Indicative Recommended Actions Based on Findings (Sections 2 & 3)  

A. 
Poverty, equity and inclusion 

B. 
NDCs/ climate 

C. 
Finance 

Knowledge 
Management  

Evidence base  • Regional & selective sub-
national research on barriers to 
walking and cycling/ NMT and 
improvement directions 

• Regional & selective sub-
national research on how 
particular interventions 
redressed transport inequity, 
and how they can be replicated 
and up-scaled 

• Regional & selective sub-
national research mechanisms 
to make public transport more 
affordable to the poor and how 
they can be best delivered. 

• Regional & selective sub-
national research on link 
between improved access and 
other sectors (e.g. education)  

• Sub-national/local multi-year 
Impact Evaluations to support 
evidence base. Can also be tied 
to projects implemented by 
complementary programs. 

• Sub-national analysis of 
transport fatalities/ injuries 
related to different transport 
modes and policies. Can also be 
tied to projects implemented by 
complementary programs. 

• Further analysis of 
updated NDCs and how 
proposed measures 
affect social outcomes 
(e.g. removal of fuel 
subsidies) 

• Diagnose knowledge of 
national/ sub-national 
agencies on climate-
proofing/ adaptation/ 
community resilience. 
Remedial measures – 
refer ‘Technical 
Knowledge’ below.  

• Global and regional 
tracking/ consultation 
with ICT firms and 
stakeholders for use of 
BigData in GHG 
measurement but also 
poverty, equity and 
inclusion/ access for 
detailed project planning 
but also climate/ SDG 
monitoring. Can be tied 
to projects implemented 
by complementary 
programs. 

• Regional analysis of 
effectiveness of national 
transport strategy & 
investment plans (both 
implementation and 
outcomes)  

• Regional and selective 
national/sub-national 
analysis of effectiveness 
and efficiency of 
involving private sector 
in Sustainable Transport. 

• Regional and selective 
national/sub-national 
analysis of current 
project preparation 
facilities & whether they 
adequately promote 
Sustainable Transport. 

 Initiating new • Futures scanning – key trends at • Global and regional • Global & regional 
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Potential 
Category of 

Activity 

Sub-category  Indicative Recommended Actions Based on Findings (Sections 2 & 3)  

research on 
particular 
questions  

global, regional levels – future 
energy prices, role of EVs, ‘peak 
car’, ICT and transport including 
distributed networks (e.g. car 
sharing, taxi hire) societal 
changes such as new family 
structures, wealth gaps and 
urbanization challenges 
including age-related transport 
challenges. 

• Global/ regional research on 
equity implications of Electric 
Vehicles etc. 

• Global/ regional research on use 
of new technologies for public 
transport and impact on the 
poor 

• Selective sub-national research 
on linkage between provision of 
adequate transport 
infrastructure & subsequent 
improved transport services  

research of effectiveness 
of current GHG 
calculators for city-level 
multi-sector analysis and 
standards and influence 
on sub-national political 
leaders 

research on readiness of 
sub-national 
governments in 
developing countries for 
“Green Bonds”/ other 
debt instruments and 
necessary policy/ 
enabling regulations/ 
capacity building – output 
could be an audit tool 
and means of prioritizing 
bodies close to being 
‘ready.’ 

 Dissemination of 
information 

• Development of regional/ 
national peer exchange 
programs/ e-platforms to 
transfer knowledge and best 
practices. Can also be tied to 
projects implemented by 
complementary programs. 

• Component of dissemination to 
include evidence on transport 
and cross-sectoral relevance in 
support of SDGs 

• Local language publications (e-

• As for A 

• Monitor and publish 
information on status of 
INDCs and outcomes 
(GHGs, social) – global/ 
regional 

• As for A 

• Monitor and publish 
information on readiness 
of sub-national 
governments for issuing 
green bonds 
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Potential 
Category of 

Activity 

Sub-category  Indicative Recommended Actions Based on Findings (Sections 2 & 3)  

version/blogs & traditional) 

Information and 
tools 

Results 
frameworks 

• Resources for design of relevant results frameworks with actionable reporting of intermediate 
results – including SDGs, climate, safety and other targets at local and national levels 

 Measurement, 
reporting and 
verification 

• Develop tools for improved MRV including Impact Evaluation (global/ regional) 

• Design/ organize regional training workshops 

 Improved technical 
tools 

• Develop a pro-poor tool for transport planning for developing and emerging countries (regional 
focus but can be customized to local levels) 

• Develop resources and tools for improving poverty and social assessments, etc. – for example, 
stakeholder participation, citizen empowerment, planning, demand assessment by beneficiary, 
preparation & business case. Regional focus but can be customized to local levels. 
 

Capacity Building Capacity support 
for SDGs/poverty 
& transport 

• Assess awareness of SDGs by 
national/ sub-national transport/ 
development agencies 

• Based on regional/ sub-national 
analysis, assess knowledge of 
wide sample of transport 
agencies in all aspects of 
sustainable transport including 
social/ safety. Develop 
assessment method & prioritize 
knowledge gaps. 

• Undertake selected analysis of 
transport agencies in several 
countries/jurisdictions to 
identify critical features 
affecting planning & 
implementation. Subsequent 
preferred approaches to be 
developed & can be ‘piggy 
backed’ to complementary 
project implementation. 

• Understand how to deliver (and 

• Identify how social 
impacts should be 
incorporated into GHG 
calculators and 
monitoring tools based 
on research at left.  

• Diagnose how policy 
support and capacity 
building for monitoring 
and evaluation (for 
environment/social) can 
be best delivered to 
developing nations (at 
regional, national/ 
subnational) levels –  
subsequent preferred 
approaches to be 
developed under ‘tools’. 
Diagnosis can be ‘piggy 
backed’ to 
complementary project 
implementation. 

• Develop training 
modules and knowledge 
products on how 
sustainable transport can 
be promoted within PPPs 
directly or indirectly 
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Potential 
Category of 

Activity 

Sub-category  Indicative Recommended Actions Based on Findings (Sections 2 & 3)  

maintain) pro-poor 
interventions within a resource-
constrained environment 
(regional level) – subsequent 
preferred approaches. Can be 
refined/ trialed in conjunction 
with project implementation. 

• Develop & deliver regional and 
sub-national training modules 
addressing prioritized topics 
above. Can be linked to projects 
implemented by complementary 
programs.  

• Develop regional training 
for sub-national and 
national agencies in 
climate proofing and 
strengthening 
community resilience 

 Stakeholder 
engagement 

• Develop/ deliver 
regional/national outreach 
programs to stimulate 
awareness of the SDGs, 
sustainable transport & 
importance of pro-poor 
planning approaches in the 
transport community and civil 
society. 

• Develop/ deliver 
regional/national programs for 
stakeholder engagement for 
identification, targeting and 
preparing interventions 

• Develop/ deliver regional 
programs targeted to media, 
politicians etc. (social/ climate 
etc.) 

• Facilitate side-events at global 
meetings to support adoption 
of criteria/ standards on equity 

• Develop outreach/ 
support programs to 
national bodies 
responsible for NDCs. 

• Otherwise, similar to A 

• Develop outreach/ 
support programs to 
national/ sub-national 
bodies responsible for 
finance and 
implementation of 
sustainable transport 

• Otherwise, similar to A 
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Potential 
Category of 

Activity 

Sub-category  Indicative Recommended Actions Based on Findings (Sections 2 & 3)  

of access 

 Leadership 
development 

• Develop multi-year regional 
leadership programs (in 
possible association) with 
Centers of Excellence (below) 
and leading regional universities 

• Leadership programs 
(under A) to include 
climate/ environmental 
aspects 

• Leadership programs 
(under A) to include 
financing/ 
implementation aspects 

 Assess regional/ 
national 
universities 
capacity and 
potential for 
strengthening  

• Assess key universities capacity for transport and poverty/ equity etc. Provide as an input to 
‘Center of Excellence’ FS below. 
 

 Center of 
Excellence 

• In Phase 1 of i-STEP undertake a FS for the potential for Center(s) of Excellence for Sustainable 
Transport across all dimensions 
 

Governance 
arrangements 

Institutional • Diagnosis of institutional and governance arrangements in a sample of national/ sub-national 
agencies – regional activity with methods developed. 
 

 Procedural • Diagnose current procedures for management of the ‘project 
cycle’ in a sample of national/ sub-national agencies e.g. quality 
project/program preparation, procurement, implementation, 
MRV/ Impact Evaluation –  regional activity with methods 
developed. Quality assurance procedures should be included. 
 

• As for A except focus to 
include PPPs alongside 
publicly funded projects 

 Probity • Diagnose adequacy of governance, transparency, and probity based on new and existing 
assessments of MDBs (national/ sub-national governments) – regional activity with methods 
developed. 

Policy and 
project 
development 

Project/policy/pro
gram design for 
success 

• Develop good practice ‘Project/policy Assurance Framework’ for applying to project/ program 
cycle (regional) – based on assessments above covering all stages of the cycle (as below) 

 

 Preparation • Mobilizing additional resources for bringing current project preparation procedures in a 
jurisdiction to ‘good practice standard’ above 

 Implementation • Mobilizing additional resources for effective and efficient procurement & supervision of 
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Potential 
Category of 

Activity 

Sub-category  Indicative Recommended Actions Based on Findings (Sections 2 & 3)  

implementation quality 

 Independent peer 
review, validation 
and MRV 

• Mobilizing additional resources for independent peer review of concepts, appraisal, key 
milestones and MRV 
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4.2 Potential Options for future i-STEP Program 

Due to the fairly wide gaps resulting from the i-STEP research a significant number of recommended 
actions to address poverty and equity issues within a wider framework of sustainable (social, economic 
and environmental) transport were made in Table 4.2.   

To provide some clarity on how these recommendations may be grouped together to provide a 
coherent whole, five options for a future i-STEP program were formulated as shown in Table 4.3. Each 
has a different geographical focus, different degree of administrative complexity, and different potential 
outcomes and financial implications (latter unknown). 

The five options shown in Table 4.3 are in part organized on a regional basis and in part on basis of 
prioritization: 

Options organized on regional basis include: 

A. Global –  global focus with relevant regional components of activities. 
B. Regional –  regional focus with relevant national/global components of activities. 
C. National – focus on selected countries with potential link to implementation of complementary 

programs and other sectors (e.g. sustainable transport projects and urban development). 
D. Regional Program linked to project implementation by complementary initiatives. Would 

consists of activities as in Option 3 plus those for linking to relevant implementation of 
complementary initiatives. 

 
The fifth option driven by prioritization: 
 

E. Select group of ‘important’ activities – choose a set of primarily global / regional actions and 
focus solely on them. 

In Table 4.3 we have arranged the main categories of possible i-STEP activities (Knowledge 
Management, Information and Tools, Capacity Building, Governance Support, and Policy and Project 
Development) along the 4 regional options and the prioritization option. In addition, we also assess 
which of the options make most sense from the perspective of the SLoCaT Partnership.   

For the reasons set out in Table 4.3 under the column ‘assessment’ Option 4, Regional + is preferred for 
its potential for significant impact. We acknowledge however that this would have greater cost and 
potentially a significant amount of administrative complexity. A viable alternative would be Option 5 
with a limited selection of activities at global/ regional level (shown indicatively in Table 4.3) that 
would have less impact but be relatively straightforward to manage. 
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Table 4.3: Potential i-STEP Options  
Option Activities Assessment 

1. Global  Global focus with relevant regional 
components of Activities 
 
A. Knowledge Management 
A.1 Evidence base   
A.2 Research on particular questions/ 
futures scans  
A.3 Dissemination of information 
B. Information and Tools (part)  
B.1 Results frameworks (SDGs) 
C. Capacity Building (part)  
C.1 Capacity support for SDGs/poverty & 
transport 
C.2 Stakeholder engagement (region) 
 

 Global activities are necessary to give a 
profile to poverty/ equity/ inclusion 
issues in sustainable transport but run 
the risk of duplication of efforts of 
other international efforts 

 The delivery of the SDG's provide a 
good framework for action 

 Best tied to regional activities where 
substantial ‘content’ can be gained from 
engagement with governments and 
projects ‘on the ground’ 

 

2. Regional Regional focus with relevant 
national/global components of Activities 
 
A. Knowledge Management 
A.1 Evidence base  
A.3 Dissemination of information 
B. Information and Tools   
B.1 Results frameworks (project, program) 
B.2 MRV systems    
B.3 Improved tools 
C. Capacity Building Activity 
C.1 Capacity support for SDGs/poverty & 
transport  
C.2 Stakeholder engagement  
C.3 University networks  
C.4 Center of Excellence  
C.5Systematic HR development: 

leadership programs  
D. Governance Support Activity  
D.1 Institutional   
D.2 Procedural   
D.3 Probity 
E. Policy and Project Development 
Activity  
E.1 Project/policy/program design 

(assessments/ procedures) 

 A focus on regions (group of countries/ 
single large nation) is likely necessary 
for an effective i-STEP program  

 Involves selective engagement with 
nations/ sub-national entities 
dependent on their interest. Increases 
chance of local ownership. 

 Provides opportunity to learn & 
develop relevant approaches for 
capacity building, governance and 
project/program development from 
experiences across the region. 

 Provides opportunity to develop tools 
matched to the needs & competences 
of national agencies 

 

3. National  Focus on selected countries: Could consist 
of most activities under regional (optional 
2).  Could be linked to relevant project 
implementation of complementary 
initiatives, so it could provide resources 
for improved aspects of:  

 Putting emphasis one too few 
countries would likely detract from i-
STEP’s aim to elevate poverty, equity 
and inclusion issues 

 Some regional activities may not be 
ideal across disparate nations – e.g. 
Center of Excellence that does not 



 

 

32 

 

Option Activities Assessment 

E. Policy and Project Development Activity 
E.2 Preparation 
E.3 Independent peer review/ MRV 

assessments 

appear suited to a single nation 

 Involves selective engagement with 
nations/ sub-national entities 
dependent on their interest. Increases 
chance of local ownership. 

 Provides opportunity for in-depth 
understanding of one nation and the 
enabling environment 

4. Regional + Regional Program linked to project 
implementation by complementary 
initiatives. Would consists of activities as 
in Option 3 plus those for linking to 
relevant implementation of 
complementary initiatives, thus providing 
resources for improved aspects of:  

E. Policy and Project Development Activity 
E.2 Preparation 
E.3 Implementation 
E.4 Independent peer review/ MRV 

assessment 

 Enhances already strong benefits of a 
regional approach by selective linking 
to real projects on the ground and the 
opportunity to learn from, engage 
with, and influence, the enabling 
environment for sustainable transport 
in relevant jurisdictions. 

5. Selected group 
of ‘important’ 
activities  

Focused and integrated set of activities 
based on those set out in Tables 4.1 and 
4.2: 
 

1. Raise awareness on poverty, 
equity and inclusiveness in the 
context of the SDGs 

2. Develop evidence base and 
narrative on poverty, equity and 
inclusiveness for several types of 
sustainable transport 
intervention 

3. Improve planning and evaluation 
methodologies for 
comprehensive treatment of  
poverty, equity and inclusiveness 
concerns in design of sustainable 
transport policies, strategies, 
programs and projects  

 

 Straightforward and beneficial set of 
activities to raise awareness of the 
importance of poverty, equity and 
inclusiveness alongside environmental 
and economic concerns, to strengthen 
the evidence base for sustainable 
transport and to improve planning and 
evaluation methodologies 

 Assumed to be applied at a global/ 
regional level  

 Administration of the program would 
be relatively straightforward compared 
to the Regional or Regional + programs 

Conclusions: 

 Option 4, Regional + preferred for potential for greater impact 

 Option 5, selection of a group of activities at global/ regional level would have less impact 
but be relatively straightforward to manage 
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5. Conceptualizing a Future i-STEP Program 

It is clear that more international effort is needed to incorporate poverty and equity concerns into 
national, regional and global agendas on sustainable urban transport. There is potentially a large gap 
and a carefully designed i-STEP can potentially address many of the key recommended actions set out in 
Section 4.  The two options considered that offered potential for a future i-STEP program in Section 4 
are elaborated in subsequent sections. For convenience these are summarized again: 

 Both of Option 4, Regional + preferred for potential for greater impact; and 

 Option 5, selection of a group of activities at global/ regional level would have less impact but be 
relatively straightforward to manage. 

Factors that influence how these options could be organized and delivered are described below. 

5.1 Elaboration of Option 4, Regional + 

5.1.1 Factors Influencing Scope 

Option 4 – ‘Regional +’ would be relatively complex program, and irrespective of the discussion below, 
at a later stage careful consideration would be needed to the final selection/ design of activities and 
how they would be organized.  

For i-STEP Option 4 (or other complex option) to maximize its chances of success it would need to 
span several years. The Theory of Change set out in Ann B that applies to Option 4 – ‘Regional +’ shows 
that effecting substantive change in awareness/ capacity of decision makers and technocrats, revising 
current practices, designing and implementing new policies and projects, would require at least over five 
years to achieve substantial impact.  

It is assumed, but not essential, that the proposed activities (refer Table 4.2) be undertaken with 
proposed complementary initiatives (such as the new urban Mobility Initiative by Germany) but there 
would be valuable synergies with them, as there would be with the project development and 
implementation activities of MDBs, bilateral development agencies, national and sub-national 
governments and programs by SLoCaT members such ECF, EMBARQ/WRI, FIA Foundation, and ITDP as 
well as the transport initiatives under the LPAA. 

Consequently, i-STEP Option 4 would desirably consist of two initial consecutive phases taking up to 
six years to implement: 

 First stage of iSTEP (at least 3 years) would mainly involve knowledge enhancement, awareness 
raising on SDGs, capacity-building, design and early implementation of new governance 
arrangements for managing of the sustainable transport ‘project cycle’, development of new 
tools for supporting the project cycle, and design of modalities for tapping more financial 
resources. It could also contribute to improved social design and implementation of on-going 
projects by complementary/other initiatives. 
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 Second stage of Option 4 (years 4-6 for example) could laying the basis for substantive impact 
by improving and support the identification, design and implementation of a new generation of 
sustainable transport projects, and policies. 

 Later stages of Option 4 following detailed evaluation of the program to that point but mid-
term review after the first phase. 

As identified in Section 4, the preferred i-STEP Option 4 program would potentially have a: 

 Regional focus – as above, but with selective drilling down to individual nations/ sub-national 
level but with 

o Global elements – research, stakeholder engagement, information dissemination, and 

o National and sub-national level – selective basis for impact assessments, capacity 
building and potentially in association with project development and implementation by 
complementary and other initiatives. 

  5.1.2 Governance and Management 

A complex program of i-STEP activities such as Option 4 that would likely be funded by several 
partners would also need: 

 A well-considered governance, management and implementation mechanism – a Governing 
Council and a managing agent (contractor) that is a common mechanism for managing 
development assistance Facilities for example by USAID and other development agencies.  This 
approach is likely to be more efficient and require less overhead than use of multiple bodies for 
implementation or for each partner to do their own implementation. The managing agent would 
engage appropriate bodies for delivery of key services e.g. regional and international experts, 
consulting firms, universities, and in some cases Foundations/ Philanthropies directly. 

 Recognizing that some funding partners, may would wish to retain ‘hands on’ control, then 
the possibility for them to ‘parallel finance’ should be considered. 

 Independent quality assurance / quality control process.  

 Common results framework, evaluation mechanism, and day to day business rules.  

While it is likely that the majority of the activities will be implemented directly by i-STEP as articulated 
above it is possible that some could be implemented through co-financing with other partners. 
Consideration of the use of small scale grants for civil society organizations could also be considered in 
certain cases.  

SLoCaT’s mandate does not facilitate it taking on a key implementation role for national/ sub-national 
activities but would have a natural fit with global and several of the regional activities. SLoCaT has a 
track record in global and regional awareness raising, knowledge development/dissemination, 
stakeholder engagement, mobilizing development partners, and global/regional quantitative analysis. 
The last item is wide ranging covering climate impacts, the role of INDCs, development of results 
frameworks for social, environmental and economic impacts (global, regional and local levels) and 
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identifying financing needs and new facilities and modalities.  It also works with selected national 
governments on similar topics under regional approaches.  

5.1.3 Principles for Strengthening Option 4 

The design of the range of activities embodied in i-STEP Option 4 requires that flexibility is built into the 
implementation arrangements.  A subsequent design phase is needed to refine and scope activities, 
roles and implementation arrangements. The following principles appear to be relevant to guide this 
design phase: 

 Confirm priority topics and global/ regional, country/ sub-national focus – likely focusing on 
gaps and leveraging other efforts/ focus on poorest countries? Those with most potential for 
rapid urbanization? 

 Have multi-jurisdictional and cross-sectoral efforts in countries – national and local – because 
sub-national transport outcomes are always subject to national enabling regulations. 

 Identify roles and interests of stakeholders/ partners in relation to topics (initial assessment 
below but topics not prioritized); 

 Have a medium term perspective – 5 to 10 years (since substantive change takes time). 

 Design i-STEP (initial stage) with a firm program of activities with flexibility within activities  

 Be results-oriented. Focus i-STEP activities on the upstream knowledge, capacity and 
governance activities rather than project implementation although i-STEP is envisaged to have a 
useful role of bringing on-going/ new projects ‘up to standard’ with substantial benefits for i-
STEP, implementing agencies and local communities. 

 Foster local communities to express views and shape i-STEP through the proposed i-STEP 
activities. 

 Consciously, identify and facilitate private sector firms (national) and international to 
contribute to i-STEP via complementary activities or direct investment in projects. 

 Consider the budget and potential risk/outcome implications of the above. 

5.2 Elaboration of Option 5, Selection of a Prioritized Group of Activities 

If it would be decided to go a for a less ambitious approach it would be important to select a coherent 
set of activities to address barriers that may have constrained the comprehensive treatment of poverty, 
equity and inclusiveness concerns in the context of sustainable transport hitherto.  Three activities have 
been identified that would be applicable to developing and developed countries. Proposed to be 
implemented over three years these activities are: 

 First, an activity that addresses gaps in knowledge and awareness of poverty, equity and 
inclusiveness concerns among decision makers and technocrats is important particularly within 
the context of the SDGs but also their relevance to other global agendas.  

 Second, strengthening the evidence base for several types of sustainable transport measure is 
important to support the first activity and for wider dissemination.  

 Third, assessment of current tools and methodologies, and development of improvement 
guidelines, for planning and evaluation in general and for targeting poverty, equity and 
inclusiveness concerns offers a practical way to improve desired outcomes when implementing 
sustainable transport. 
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This simpler program to be implemented for at least a period of three years could be managed by the 
SLoCaT Partnership with support from a few key i-STEP partners.  SLoCaT could cooperate with one or 
more small dedicated secretariat (s) housed in preferably regional centers, e.g. universities.  Also, in this 
less ambitious approach it is recommended to use a common results framework and integrated business 
planning approaches. However, further consideration of what could be delivered for an available budget 
would be needed.  

 Table 5.1 sets out the proposed scope of the three identified activities within Option 5. 

Table 5.1: Proposed Scope of Activities for Option 5 

Activity 1: Raise awareness on poverty, equity and inclusiveness in the context of the SDGs 

Rationale: 
It is assumed that while poverty, equity and inclusiveness are likely to be considered prominent 
development issues among decision makers and technocrats there may be gaps in knowledge in how 
to advance desired improvements in the context of sustainable transport. The SDGs on the one hand 
identify urban access and rural access38 as important targets but on the other the need to reduce 
greenhouse gas emissions, air pollution and improve road safety, and improve the resilience of 
communities and infrastructure to climate change.  
 
The Paris Agreement under the United Nations Framework Convention on Climate Change 2015 
focuses on reducing greenhouse gas emissions while the Nationally Determined Contributions by 
their nature have both climate, social and economic impacts. Other global agendas focus on particular 
issues e.g. road safety and international trade. 
 
In part, the gaps in knowledge may arise from a lack of up to date documentation of the impacts of 
different types of sustainable transport, the challenges in balancing poverty, equity and inclusiveness 
at the same time as addressing environmental, economic and other objectives or the lack of up to 
date knowledge of the tools and methods that can assist to better plan and evaluate sustainable 
transport. 
 
Objective and outcome:  
The objective is to design and implement over three years a targeted program of awareness raising 
and knowledge dissemination to improve poverty, equity and inclusion when making decisions on 
transport.  
 
The envisaged outcome is widespread awareness and knowledge among key audiences on how to 
enhance poverty, equity and inclusion through decisions on more sustainable transport, the types of 

                                                           

38
 Although SDG Target 9.1 addresses cross border movement “Develop quality, reliable, sustainable and resilient 

infrastructure, including regional and transborder infrastructure, to support economic development and human 
well-being, with a focus on affordable and equitable access for all” it has adopted as its primary metric the Rural 
Accessibility Index stated as “Proportion of the rural population who live within 2 km of an all-season road”. 
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transport measures most relevant and the relevant tools and methods to both support ex ante 
decision making and evaluate post implementation impacts. 
 
Tasks:  

 Develop partnerships with key research institutions, foundations and development agencies 
working on sustainable transport and sustainable development and their interface over the 
course of the 3 year program. 

 Desk research first 6 months on assessment of gaps in awareness on poverty, equity and 
inclusiveness, awareness of relevance to the SDGs and other global agendas, awareness of 
range of sustainable transport interventions and their impacts and use of tools and methods 
among development agencies, governments and regional practitioners and view on strengths 
and weaknesses. 

 Design and run an international workshop towards end of year 1 on gaps to validate the desk 
research out of which the priorities for the subsequent two years would be confirmed. 
Participants that cannot attend in person should be accommodated using Internet-based 
video conferencing.  

 Undertake workshops, webinars and prepare and distribute outreach materials to support 
conclusions/ directions of the international workshop over the subsequent two years of the 
program. 

 During year 2 develop a one week leadership course based on the learnings from all three 
activities and hold it in in the first half of year 3. 

 Based on feedback on the course, develop improvements and develop web-based training 
materials for subsequent regular use. 

 Towards the end of year 3 hold a final workshop/ webinar to conduct a stocktake of work to 
date and strategic actions for subsequent progressing of the agenda. 

Activity 2: Develop evidence base and narrative on poverty, equity and inclusiveness for several 
types of sustainable transport intervention 

Rationale: 
There is a shortage of up to date comprehensive information on the social impacts of different types 
of transport measures from around the world. While research papers exist they may not be up to 
date or adequately cover the range of measures that could be considered, or have sufficient 
geographical coverage. Further, many in-depth evaluations are often undertaken by development 
agencies or by governments but the findings are often not disseminated. Examples of evaluations 
undertaken by development agencies include completion reports, independent evaluations and 
impact assessments. It would be desirable to collate the most relevant of these documents and distill 
their findings. There are also a range of measures that are relevant to the SDGs and NDCs proposed to 
reduce climate impacts. Some of these potential initiatives such as removal of fuel subsidies while 
having benefits for sustainable development may impact on the poor. Other initiatives such as electric 
vehicles appear to offer few benefits to the poor although they may still be valuable in their own 
right. 
 
Objective and outcome:  
The objective is to collate research and evaluations on five or more relevant sustainable transport 
initiatives – those with some widespread potential for application – and distill the findings in 10 page 
knowledge briefs. The envisaged outcome of having these knowledge briefs is more informed 
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decision making on sustainable transport from a poverty, equity and inclusion perspective and the 
means to strengthen the desired impacts. 
  
Tasks: 

 Select and agree on 5 or more types of sustainable transport interventions towards the end of 
year 1 that could for example include walking/cycling; BRT/ rapid transit; public transport in 
general; transit-oriented development; demand management; green freight; and fuel 
subsidies removal and electric vehicles. 

 Update the literature review of academic literature for the selected range of sustainable 
transport interventions including broadening the scope to include non-English language 
literature where relevant. 

 Compile and synthesize relevant completion reports, independent evaluations and impact 
assessments of international development agencies and governments. 

 Identify / generalize range of impact channels and how they have or have not been supported 
by policy / other supporting measures. 

 Prepare check lists/ templates for characterizing each sustainable transport intervention in 
the prevailing context and therefore to identify relevant impact channels and policies that can 
be applied to improve poverty, equity and inclusion outcomes. 

 Design and run an international workshop towards end of year 2 on findings seeking 
feedback. 

 Update knowledge briefs and prepare webinars to aid dissemination over year 3. 

Activity 3: Improve planning and evaluation methodologies for comprehensive treatment of 
poverty, equity and inclusiveness concerns in design of sustainable transport policies, strategies, 
programs and projects  

Rationale: 
A range of tools exist for targeting transport interventions to improve social outcomes. They often 
require extensive data which may have limited their usefulness in developing countries where up to 
date data sets may not always be available. A range of methods of triple-bottom line assessments 
(social, environment and economics) also exist that can assist to design sustainable transport 
interventions and to evaluate them, but there is often no guarantee that poverty, equity and inclusion 
would be ‘traded-off’ against other concerns in some situations. Further, new technologies (mobile 
phone crowd sourcing applications) may assist to provide more up to date data on needs and the 
quality and quantity of facilities in particular environments, and so better assist the design and 
evaluation of sustainable transport interventions. In other cases, a particular tool or tools may be 
combined with an overall appraisal methodology with different advantages and disadvantages. It 
would be valuable to audit the currently available tools and methods assess their strengths and 
weaknesses from the perspective of decision makers and practitioners and to identify barriers to 
more widespread use. From this work, it appears likely guidelines for improved tools and methods 
can be developed.  
 
Objective and outcome:  
The objective is to audit current tools and methods in conjunction with those who make use of them 
and to develop improvement guidelines taking into account the potential for new technologies to 
assist.  
The envisaged outcome of having this up to date audit and improved guidelines is an improved 
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potential for designing sustainable transport measures that enhance poverty-reduction, equity and 
inclusion.  
 
Tasks:  

 Audit of current tools and methods in last half of year 2. 

 Survey / seek feedback from users on pros and cons and also from decision makers who are 
presented with the results of such tools 

 Identify barriers to use and opportunities for improvement including through use of new 
technologies.  

 Hold a workshop/ webinar to validate the findings to date early in year 3. 

 Development of a best practice impact assessment and monitoring approach and survey 
method for advancing poverty, equity and inclusion concerns for sustainable transport (likely 
supporting current method but with possible modifications) by end of first quarter year 3. 

 Through i-STEP partners, initiate trials of the proposed method on selected sustainable 
transport measures to end of 3rd quarter, year 3. 

 Report findings at final stocktake workshop/ webinar under Activity 1 towards the end of year 
3.    
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Annex A: Definitions 
 
‘Accessibility’ 
 
1. ‘Accessibility’ as applied in ‘Accessibility Planning’, ‘planning for accessibility’ is a performance 

measure aimed at analyzing how well the combined transport networks and land use pattern 
serves users (Envall 2007, citing Cervero 1996, Levine & Garb 2002). Universal Access, on the other 
hand, usually refers to inclusive planning for people with mobility constraints. It can broadly be 

defined as ‘the ease of reaching desired destinations from a particular location, given a number of 
available opportunities and the difficulty or impedance) of reaching them. Usually, opportunities 
are measured in terms of employment positions, and impedance in units of distance or time. 

Accessibility is thus determined by three main elements: land use, transport, and the individual 
characteristics of the person. (Venter and Cross 2012) 

 
2. Accessibility is a product of mobility and proximity, enhanced by either increasing the speed of 

getting between point A and point B (mobility), or by bringing points A and B closer together 
(proximity), or some combination thereof. In this sense, an accessibility- based approach gives 
legitimacy to land-use initiatives and urban management tools. (Cervero 2005) 

 
3. Accessibility refers to people’s ability to get to ‘key services at reasonable cost, in reasonable time 

and with reasonable ease. (Social Exclusion Unit 2003) 
 
Mobility refers to a group of users' ability, tendency and/or need to move, resulting in a transport 
demand. Mobility therefore primarily refers to the demand side of a transport system. (SSATP 2015) 
 
Social sustainability describes the extent to which a project will benefit the poor, vulnerable and 
marginalized; contribute to creating safe and socially inclusive communities; and, minimize adverse 
impacts, such as resettlement. (Multilateral Development Bank Working Group 2015) 
 
Equity (also called vertical equity, social justice, or environmental justice) is concerned with the 
distribution of impacts between individuals and groups that differ in abilities and needs, in this case, by 
income or social group. By this definition, transport policies are equitable if they favor economically and 
socially disadvantaged groups [such as women, immigrants, children, the disabled, the elderly, the 
poor], therefore compensating for overall inequities. (adapted from Litman 2012).  
 
Equality (also called horizontal equity, fairness and egalitarianism) is concerned with the distribution of 
impacts between individuals and groups considered equal in ability and need. According to this 
definition, equal individuals and groups should receive equal shares of resources, bear equal costs, and 
in other ways be treated the same. (Litman 2012) 
 
Poverty can be defined in either relative or absolute. The World Bank defines ‘poverty’ as the situation 
when a person lives on or less than $1.90 per person per day. However, poverty can also be defined as 
whether households or individuals have enough resources or abilities to meet basic needs such as food, 
clothing, and shelter; inequality in the distribution of income, consumption or other attributes across 
the population (relative poverty); and vulnerability, defined here as the probability or risk today of being 
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in poverty or falling deeper into poverty in the future.  People can be disadvantaged in a variety of socio-
economic terms if they fall below prevailing standards of living in a given societal context. This can be in 
relation to income, time and level of accessibility. This report incorporates a broad definition of poverty, 
and includes social inclusion as an indicator of poverty (note: social exclusion may exist among people 
who are not poor) and the term ‘poor’ is used interchangeably with ‘poverty’. 
 
Spatial inequity or disparity (transport–related): -refers to the geographical location of an individual, 
group or region affected by a transport infrastructure project. (Thomopoulos, 2009) 
 
Social exclusion: For some, social exclusion is synonymous with poverty. Others emphasise inadequate 
social participation, lack of social integration and lack of power. While related to poverty, social 
exclusion is a distinct concept that is linked to the important notion of social capital. (Alan Hayes, 
Matthew Gray and Ben Edwards (2008) Social inclusion: origins, concepts and key themes). Thus it can 
include the lack or denial of resources, rights, goods and services, and the inability to participate in the 
normal relationships and activities, available to the majority of people in a society, whether in economic, 
social, cultural or political arenas. It affects both the quality of life of individuals and the equity and 
cohesion of society as a whole.’ the UK Department of Communities and Local Government (DCLG) 
Levitas et al (2007) [note – in the developing world, this is more likely to be the majority] 
One of the more in influential definitions is that of the UK Social Exclusion Unit (1997): ‘a shorthand 
label for what can happen when individuals or areas suffer from a combination of linked problems such 
as unemployment, poor skills, low incomes, poor housing, high crime environments, bad health and 
family breakdown. 
 
Social inclusion is seldom defined in the literature, with the focus being on the definition and redress of 
social exclusion. Essentially, to be socially included means access to opportunities for earning a living, 
accessing services, connecting with others, and having the resources with which to deal with life shocks 
such as ill-health, bereavement, or unemployment, and the opportunity to participate in governance 
and civil-society decision-making (adapted from Hayes et al, above) 
 
Transport-related social exclusion: The process by which people are prevented from participating in the 
economic, political and social life of the community because of reduced accessibility to opportunities, 
services and social networks, due in whole or part to insufficient mobility in a society and environment 
built around the assumption of high mobility’. (Lucas 2012) 
 
Transport disadvantage or transport poverty: There are no universally accepted definitions of transport 
poverty or transport disadvantage, but the terms generally refer to people or households unable to 
make the journeys necessary to meet their needs (whether for employment or income-generation, 
health-care or other needs, or to participate in society). This may be for financial, mobility-impairment, 
age or other reasons. A consequence is likely to be transport-related social exclusion, and a 
reinforcement of poverty. 
 
Time-poverty: A computation based on the time in which a person spends on activities such as travel, 
working, domestic and other duties (Lawson, year) 

Paratransit: Paratransit describes a flexible mode of public passenger transportation that does 
not necessarily follow fixed schedules, typically in the form of small to medium buses. Paratransit in the 
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developing world is sometimes also referred to as ‘informal’ transport (Behrens 2016). Paratransit in this 
definition does to refer to transportation for people who are disabled.
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Annex B: i-STEP’s Potential for Making Transport Sustainable and Inclusive – towards a 
Theory of Change  

A program of activities that may be undertaken by i-STEP would likely have at least an initial three year 
phase. In that time, that the complementary initiatives, to which it may be associated, would be unlikely 
to do very much ‘on the ground’ implementation. Although these initiatives, may include on-going 
projects at various stages of planning and implementation, to achieve ‘additional’ improvement, they 
would necessarily have to identify, prepare and implement new projects, that may take several years. 
Within a three year i-STEP program, it may be expected that some on-going projects may make progress 
with implementation, and some new projects could be prepared and procurement arrangements made. 

For i-STEP itself, it would need a certain amount of ‘orientation’ as the implementing bodies (for i-STEP) 
mobilize, recruit staff and initiate initial activities. Because of the lead time required to develop 
substantial new infrastructure and transform current practices, the initial outcomes of a first phase of 
iSTEP would mainly involve knowledge enhancement, capacity-building, design and early 
implementation of new governance arrangements for managing of the sustainable transport ‘project 
cycle’, development of new tools for supporting the project cycle, and design of modalities for tapping 
more financial resources. However, it could also contribute to improved social design and 
implementation of on-going projects. 

How would i-STEP contribute to longer term goals for sustainable transport with poverty, equity and 
inclusion well integrated?  To assist to gain an understanding of how a subsequent i-STEP program of 
activities can influence transport’s move to a (more) sustainable development path, including full 
consideration of the needs of the poor and vulnerable, a tentative Theory of Change (or Program Logic) 
has been formulated as shown in Figure A.1. 

The following terminology has been adopted in Figure A.1: 

 Activities: proposed tasks to be performed utilizing inputs (such as human resources, materials 
and budgets that are not documented here and are presently not known precisely). Potential 
activities are identified in Section 4 and summarized below for convenience.  

 Outputs: products and services delivered by the i-STEP Activities and complementary initiatives 
such as the German Mobility Initiative. During the initial period of Activities that may be as 
short as three years there is unlikely to be very much implementation of investment projects on 
the ground by complementary initiatives. 

 Initial outcomes: expected changes occurring by the end of the initial i-STEP Program (likely to 
be 3 years or longer) and accompanying initiatives, as a result of use of the outputs. 

 Intermediate outcomes: step-wise changes required before initial outcomes lead to the desired 
sustainability outcomes for the transport sector and societies as a whole (long-term in nature). 
In between Initial Outcomes and the long-term Goal of a Sustainable Transport Sector two 
intermediate states are identified: 

o Intermediate Outcome 1 (implementation of infrastructure and services is completed) 
occurring on a substantial basis after the completion of a second stage of i-STEP and 
complementary initiatives. To the extent that i-STEP can improve the implementation 
of on-going projects, and a later stage (years 4-6 for example) could improve and 
support the identification, design and implementation of a new generation of 
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sustainable transport projects, then i-STEP/ plus complementary initiatives may achieve 
(i)improved accessibility for targeted groups; (ii) avoided emissions, minimal 
transport footprints and enhanced resilience; and (iii) improved connectivity and 
efficiency; and 

o Intermediate Outcomes 2, representing a state where the poor and vulnerable on a 
wide-spread and on-going basis commence to experience improvements in inclusive 
accessibility in response to reforms to the transport sector practices and incentives. 

Also considered are: (i) assumptions: any external factors affecting change outside the i-STEP Program’s 
control and if they do not hold true are risks; and (ii) drivers: external factors affecting change that the 
intervention can influence.  The i-STEP program itself is a key driver during implementation of i-STEP as 
the effectiveness of its design and implementation will largely determine whether the initial outcomes 
and subsequent Intermediate Outcome 1 are successful.  

As identified in the Theory of Change, enhanced capacity, knowledge and resources, on a sustained basis 
permits on-going identification and implementation of sustainable transport measures that matter to 
the poor and vulnerable and more sustainable management of the transport sector. Through effecting 
favorable agency capacity, a virtuous circle of improvement is envisaged (as shown in Intermediate 
Outcome 2) that in turn motivates responsible agencies, provokes favorable responses from households, 
businesses and investors, and ultimately re-invigorates political support. 

Given the conceptual nature of the current Theory of Change and the lack of current agreement on the 
shape and duration of i-STEP, relevant indicators have not been chosen in detail at this stage.  
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Figure A.1: Indicative Theory of Change 

 

ASSUMPTIONS DRIVERS

 

LONG-TERM GOALs

Supporting favourable policy 
initiatives promote fair, 
sustainable social & economic 
development

Vibrant democratic process 

GOAL FOR SUSTAINABLE 
TRANSPORT SECTOR

Sustainable infrastructure 
connectivity benefitting trade 
competiveness & businesses by 
more sustainable supply chains

INTERMEDIATE
OUTCOME 1 - i-STEP & COMPLEMENTARY PROGRAM INFRASTRUCTURE & SERVICES

Wide-spread, sustainable and 
inclusive access for households 
and vulnerable groups to 
transport/other infra. services, 
jobs and desired community 
services

Accessibility & connectivity 
enhancements are sufficiently 
widespread & not eroded by 
growth & associated congestion

Improved 
connectivity & 
inclusivity drives 
political & technical 
support

Social
• Improved accessibility to, 

affordabilty, transport 
services fori-STEP  target 
groups

• Improved accessibility to 
jobs, education & health 
services etc.

• Avoided fatalties and 
injuries

• Improved community 
resilience/ security

• Political mandates  sufficient to 
sustain national & sub-national 
agency interest through i-STEP

INITIAL OUTCOMES OF INITIAL PHASE  i-STEP PROGRAM

Legal and funding base is 
strengthened & Adequate 
incentivisation of  responsible 
agencies for follow-through with 

A. Enhanced community/ political demand for sustainable transport
B. Application of improved tools and MRV on all activities connected to i-STEP (e.g. SMI/ 
Other)
C. Embryonic but growing capacity for  policy and project management/ development at 
national & sub-national levels
D. Strengthened arrangements for transport sector management, policy/ project 
development, implementation and procurement (SMI/ other)
E. Improved policy and project development to best regional standard
F/G: Improved complemenatry project development (as for D)

Scaling up of Social, Environmental & 
Economic Impacts beyond i-STEP program/ 
complementary programs 

INTERMEDIATE OUTCOME 2

Human development

• Adequate capacity & 
financial resources for 
impementation (public & 
private)

• Adequate O&M for public 
investment, PPP contracts 

Sustainable 
economy

• Political support is reinvigorated 
and sustained

• Policy & actions to improve 
transport infrastructure 
accessibility, inclusivity & 
connectivity continously 
implemented

• Corruption is reduced improving 
quality

Environmental 
• Reduced GHG & local 

emissions
• Reduced impact on natural 

environment/ improved 

urban environment
• Enhanced resource 

efficiency
• Improved climate-proofing 

of infrastructure/ 
catchments

Economics
• Improved connectivity / 

efficiency of trade and 
freight transport services

• Improved efficiency of 

passenger transport 
services

• Enhanced agglomeration 
econonomies

Activities of i-STEP & 
complementary 
programs receive 
widespread political & 
public support and shift 
political agendas 
supportive of SDGs & 
sustainable transport


