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Introduction
If you cannot get to where you want easily and with-
in your means, then you can find yourself excluded 
from many of your economic, social and economic 
needs. Social exclusion in transport has been a top-
ic of concern in many wealthy countries (1-16), but 
surprisingly, not enough professionals and policy 
makers deal with this issue in India. As far back as 
2003, the government of United Kingdom (UK) pub-
lished a report that dealt with the links between so-
cial exclusion, transport and the location of services 
and the lack of opportunities that have an impact on 
life-chances, such as work, learning and health care 
(17). This report was prepared by the Social Exclu-
sion Unit of the government of UK and was initially 
part of the Cabinet Office and moved over to the Of-
fice of the Deputy Prime Minister in May 2002. The 
Unit’s task was to help improve government action 
to reduce social exclusion by producing ‘joined-up 
solutions to joined-up problems’. The report stated 
that problems with transport and the location and 
delivery of services contribute to social exclusion 
by preventing people from participating in work or 
learning and from accessing healthcare, food shop-
ping and other local activities, and that people in 
deprived communities also suffer the worst effects 
of road traffic through pollution and pedestrian ac-
cidents. They listed the following issues that are as-
sociated with transport and social exclusion in En-
gland:

•	 “Access to work: Two out of five jobseekers 
say lack of transport is a barrier to getting a 
job. One in four jobseekers say that the cost 
of transport is a problem getting to inter-
views. One in four young people have not 
applied for a particular job in the last 12 
months because of transport problems.

•	 Access to learning: 16–18-year-old students 
spend on average £370 a year on education- 
related transport, and nearly half of them 
experience difficulty with this cost. Six per 
cent of all 16–24-year-olds turn down train-
ing or further education opportunities be-
cause of problems with transport.

•	 Access to healthcare: 31 per cent of people 
without a car have difficulties travelling to 
their local hospital, compared to 17 per cent 
of people with a car. Over 1.4 million people 
say they have missed, turned down, or cho-
sen not to seek medical help over the last 12 
months because of transport problems.

•	 Access to food shops: 16 per cent of people 
without cars find access to supermarkets 
difficult, compared to 6 per cent of the pop-
ulation as a whole.

•	 Access to social, cultural, and sporting activi-
ties: 18 per cent of people without a car find 
seeing friends and family difficult because 
of transport problems, compared with 8 per 
cent for car owners. People without cars are 
also twice as likely to find it difficult getting 
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to leisure centres (9 per cent) and libraries 
(7 per cent).

•	 Impact of traffic on deprived communities: 
Children from the lowest social class are five 
times more likely to die in road accidents 
than those from the highest social class. 
More than a quarter of child pedestrian ca-
sualties happen in the most deprived 10 per 
cent of wards.

•	 These problems have an impact on the in-
dividuals concerned, for example by cut-
ting them off from jobs, education and 
training. This in turn prevents them from 
breaking out of the cycle of social exclu-
sion. The problems have costs for commu-
nities, which may be left isolated or unable 
to attract investment. They also undermine 
Government objectives that are essential to 
combat poverty and social exclusion like 
welfare to work, raising educational partic-
ipation and attainment, narrowing health 
inequalities, and reducing crime and antiso-
cial behaviour.”

Social exclusion due to transport problems can 
be complete or partial and due to a number of rea-
sons which can occur singly or jointly: 

•	 Travel distance.
•	 Cost of transport.
•	 Availability and physical accessibility of 

transport (including problems faced by the 
differently abled, children and the elderly).

•	 Safety and fear of crime and harassment 
on the road while walking/bicycling and in 
buses and metros.

•	 Fear of being involved in a road accident
•	 Social problems faced by women on the 

road and public transport vehicles.
•	 Availability of information regarding ser-

vices.
•	 Location of services like schools, hospitals 

and shopping areas.

Though studies and reports originating in high 
income countries have highlighted these issues for 
many years, it appears that not much progress has 
been made anywhere in the last two decades. Kam-
ruzzaman, Yigitcanlar (7) in their review of litera-
ture on the subject come to the conclusion that “…
social exclusion is often a misunderstood, poorly 
defined and poorly measured construct. As a result, 
an operational and theoretically sound measure of 
transport disadvantage in assessing social exclusion 
is almost absent”. Mees (18) goes further:

Social equity problems caused by transport have not 
gone away either. And equity would remain an issue 
even in the unlikely event that a non-polluting car could 
be invented. The car has increased mobility for those 
who can avail themselves of it, but the car-dominated 
city is actually less accessible for those without private 
vehicles. Land-use patterns are arranged to suit the au-
tomobile, with dispersed activities (fewer, and larger, 
shops, schools, hospitals, etc.) and wide roads and large 
car parks, which make walking impractical and cycling 
positively dangerous. Meanwhile, public transport is 
generally of such poor quality that, for most trips, it 
might as well not exist… Analysts tend to underestimate 
the number of people affected… Although it is widely 
acknowledged that they have been intellectually discred-
ited, the transport planning techniques developed in the 
1950s, and the inappropriate extensions of cost-benefit 
analysis developed in the 1960s, are still the basis of road 
planning in every Australian city.

The situation in India is probably worse for 
many reasons. Social exclusion resulting from lack 
of mobility and access options to participate fully 
in social and economic activities can be a result of 
a large number of factors including long distances, 
inadequate and affordable transport facilities, fear of 
crime and harassment, danger of accidents, and ease 
of reaching and moving. Within each of these rea-
sons we also have the associated problems faced by 
individuals because of their caste and class, religion, 
gender, age and physical disabilities.

Traditionally, urban policymaking has been 
focussed on provision of mechanised transport for 
over a century. One of the main reasons is that the 
need to travel longer distances has become great-
er over the past century as our cities have become 
much larger in size and more complex as social and 
economic structures. In addition, almost all town 
planning models are organised around the car and 
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neighbourhood design favours those with access to 
these vehicles. These developments were heavily in-
fluenced by the ‘The Athens Charter’ published as 
conclusions of the fourth CIAM Congress in 1933. 
The charter wanted to replace the ‘chaotic’ jumble of 
streets, shops, and houses which existed in Europe-
an cities at the time with a zoned city, comprising of 
standardised dwellings and different areas for work, 
home, and leisure. The charter effectively committed 
CIAM to rigid functional cities, with citizens to be 
housed in high, widely-spaced apartment blocks and 
green belts to separate each zone of the city1. One of 
the most influential backers of this document was Le 
Corbusier who wrote that:

 Cities will be a part of the country; I shall live 30 miles 
from my office in one direction, under a pine tree; my 
secretary will live 30 miles away from it too, in the other 
direction, under a pine tree. We shall both have our own 
car.

Subsequently many planners objected to the idea 
of CIAM’s ideal city as they thought that it would 
lead to isolation and community breakdown. How-
ever, with the rise of automobile ownership in USA 
and Europe after the second world war these ideas 
continued to have a strong following and most cities 
around the world followed CIAM’s prescriptions. In 
the last two to three decades, modern town planners 
around the world rubbished many of these ideas and 
recommended the development of mixed land use 
human scale cities. Unfortunately, these ideas are yet 
to take the form of a movement in India.

Planners in India are still obsessed with provi-
sion of more and faster means of transport, an ap-
proach that has led to building of inner-urban high-
ways and gated communities (including university 
campuses and public and private institutions) that 
divide communities and make walking and bicy-
cling more time consuming, tiring and unattractive. 
It is because of these reasons that when we think of 
provision of access as a public good, we only think 
of buses and metros as public transport. However, 
in Indian cities almost 50 per cent of people walk 
or bicycle to work and a significant proportion use 

1 CIAM (Congres Internationaux d’Architecture Moderne). 
https://www.open.edu/openlearn/history-the-arts/his-
tory/heritage/ciam-congres-internationaux-darchitec-
ture-moderne

‘public transport’ options like rickshas, e-rickshas, 
and autos.

Here we discuss the special characteristics of 
transport in urban India in particular and for low 
and middle-income countries in general. The prob-
lems of dealing with transportation policies are dis-
cussed keeping in mind the issues thrown up that 
influence social exclusion due to problems in access. 
We discuss the issue of social exclusion in transport 
including all modes except private cars and motor-
cycles. It will be assumed that social exclusion in 
transport deprives people from one or more of the 
professional, social and economic activities listed 
above. We also assume that as far as mobility and 
access are concerned public goods include provision 
of safe and convenient walking and bicycling spaces, 
affordable government and privately provided trans-
port options like buses and metros, and privately 
provided intermediate public transport (IPT) modes 
like three-wheeled auto rickshas, cycle rickshas, 
electric riskshas, ‘tempos’, etcetera.

Systems have to be put in place that help peo-
ple choose less harmful modes of travel and reduce 
the need for long trips. The desired behaviour needs 
to be rewarded and harmful actions discouraged by 
negative feedback socially and financially.

Moving around in India
Modes of travel
Most Indian cities have expanded after 1960 and all 
have planned for multiple business districts. In the 
second half of the 20th century most families in Indi-
an cities did not own a personal vehicle and so most 
activities revolved within short distances around the 
home. In the past two decades, vehicle ownership 
has increased substantially in Indian cities. Delhi 
has by far the highest ownership levels with 15-20% 
of Delhi’s families owning a car and about 35% a 
motorcycle at a very low average per capita income 
level of about Rs. 50,000 per year. Such high levels of 
private vehicle ownership (including motorcycles) 
did not happen until incomes were much higher in 
western nations. Car ownership in all other cities 
of India is less than half of that in Delhi. The high 
ownership of motorcycles, non-availability of funds 
to build expensive grade separated metro systems 
and official plans encouraging multi nodal business 
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activity in a city has resulted in the absence of dense 
high population central business districts Our cities 
have developed urban forms that encourage sprawl 
in the form of relatively dense cities within cities. 
The absence of systems like metros (grade separat-
ed rail systems) that encourage long distance trav-
el, have helped in this form of development in most 
large Indian cities until recently. 

Even though motor vehicle use is increasing in 
Indian cities a very large proportion of people still 
walk and cycle to work. The Census of India 2011 
data informs us that for all urban areas combined 
the proportion of people who reported walking to 
work was 31 per cent and those cycling 18 per cent 
(19). People using buses was reported to be 15 per 
cent and tempos, taxis, autos 6 per cent. The use of 
metros is not reported separately as most cities did 
not have metro transport available in 2011. These 
data tell us that the number of people traveling to 
work by personal car and motorcycle in urban areas 

in India was 5 per cent and 21 per cent respectively. 
The issues of inclusion in countries like India, there-
fore, have to focus on the vast majority who do not 
have access to cars and motorcycles.

Women traveling to work constituted only 
16 per cent of the total, or there were five times as 
many men traveling to work in urban areas as wom-
en. Table 1 shows the ratio of men as compared to 
women traveling to work by different modes. These 
data show that while men traveling to work com-
prise five times the number of women overall, the 
ratios are very different by mode of travel. Women 
are also hugely underrepresented as users of bicycles 
and motorcycles. We do not know how much of this 
underrepresentation of women travelling to work is 
due to issues concerning exclusion from transport 
or non-availability of jobs and other social concerns. 
However, this underrepresentation of women should 
be one of the foremost concerns in any discussion on 
exclusion in transport. 

Table 1. Ratio of number of men as compared to women trav-
elling to work by different modes in urban areas of India (19)

Mode of travel to work Ratio of
men:women
On foot 3
Bicycle 23
Moped/Scooter/Motorcycle 11
Car/Jeep/Van 5
Tempo/Autoricksha/Taxi 3
Bus 3
Train 5

Table 2. Proportion (per cent) of commuters traveling by  
different modes and distance to work (19)

Mode

Distance travelled in km
0-1 2-5 6-10 11-20 >20

On foot 53 31 16 0 0
Bicycle 16 54 17 5 8
Moped/Scooter/Motor Cycle 14 41 22 12 12
Car/Jeep/Van 8 27 22 18 24
Tempo/Autoricksha/Taxi 8 40 24 11 17
Bus 4 23 26 20 27
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Table 2 shows the distance travelled to work by 
different modes. If we assume the average speed of 
walking, cycling and mechanised modes as 5, 10 
and 20 km/h respectively in urban areas, then it ap-
pears that the proportion of people spending more 
than two hours per day in commuting would be: 
walking-16 per cent, bicycle-13 per cent and mech-
anised modes 12-27 percent. Ideally people should 
be spending much less than two hours per day on 
their commute to work. It appears that more than a 
quarter of people are spending undesirable amounts 
of time in their commute to work.

The data presented above are for all urban ar-
eas combined in India. Actually, the proportions of 
modes used and distances travelled also differ with 
size of city and availability of public transport and 
IPT services. However, these average values do give 
us an idea about issues that may be of importance 
in discussing transport exclusion in the country. 
Transportation “needs” cannot be considered an in-
dependent variable. These needs are also influenced 
by urban form and size. For example, in very small 
towns and villages most destinations can be accessed 
by walking or cycling and in medium sized cities 
IPT may serve the purpose. It is only in larger cit-
ies (say population greater than 1-2 million persons) 
that formal public transport services may become 
a necessity.  We take the position that technologies 
and associated knowledge systems are not necessar-
ily neutral socially and they influence societies dif-
ferently according to the prevalent social structures 
and economies. In the next few sections we discuss 
the different aspects of social exclusion in transport.

Indian city structure and travel needs
How people travel in cities is decided by a balanc-
ing of economic compulsions, comfort and safety. 
Studies of travel behaviour around the world suggest 
that people do not necessarily minimise time spent 
on trips. Most seem to have a personal travel time 
budget preference and utilise it fully except when 
circumstances do not permit them to do so (20). 
If provided affordable faster modes of travel, many 
chose to live further away from work. Public transit 
is used mainly by those who do not have access to 
a private vehicle for personal use or when car/mo-
torcycle use is very inconvenient (irritating driving 
conditions, very long-distance travel), time wasting, 

impossible (no parking at destination) or very unsafe 
and unaffordable. Exclusion takes place when people 
are forced not to travel, limit their travel, or spend 
too much time or money on travel. The problem of 
exclusion also arises partly with the need for people 
to travel long distances for work, shopping and en-
tertainment. The need to travel longer distances also 
emerged when Indian cities changed in character, 
form and the built environment under British rule.

Indian cities changed when the British estab-
lished a new city adjacent to the old one for them-
selves in most district headquarters and the national 
capital. This is where they lived and worked and this 
new city included the ‘civil lines’, all government of-
fices and army cantonments. This city was physical-
ly separated from the older city where the ‘natives’ 
lived. For the next century or so, the old city was 
neglected, did not get adequate municipal services, 
and decayed physically. Consequently, after Inde-
pendence, the Indian elite took over the British city 
and the decay of the old city continued. As our cities 
expanded after the 1950s, it was not easy for most 
people to settle in the bureaucratic city and they did 
not want to live in the old congested ‘dirty’ city. A 
third city came into being, which surrounded the 
earlier two. This historical development of our cit-
ies has to be taken into account to understand the 
difference in mobility patterns between Indian cities 
and mature European cities. This separation of peo-
ple by occupation, trade, and also religion increased 
travel distances. The occupation of large tracts of 
land by the armed forces inside the city also sepa-
rated communities and their activities and increased 
trip distances.

After independence, the emergence of a rela-
tively soft state and frequent elections have ensured 
that western inspired master plans could not be im-
plemented in totality. This has made it possible for 
our cities to have mixed land use (often illegally) and 
the possibility for the poor to live interspersed with 
the rich. Since most of the inhabitants do not pos-
sess cars and motorcycles and cannot afford public 
transport fares, they try to live close to their places of 
work. Slums have come up all over large cities in this 
effort to be close to work. Zoning has been defeat-
ed by emergence of illegal businesses, shops, kiosks, 
street vendors and night markets around residential 
areas. Most low income neighbourhoods include all 
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kinds of small business and industrial enterprises. A 
development in line with the prescriptions of mod-
ern urban planners promoting mixed land use. Our 
cities have grown somewhat organically due to the 
pressure of people’s needs in spite of the short-term 
vision of bureaucrats and businesspersons.

Data from all cities indicate that a majority of 
trips are less than 10 km in length even in large cities 
(21). A sprawling city in India is not like Los Ange-
les in the USA. In Los Angeles everyone goes long 
distances from everywhere to everywhere. Whereas 
large Indian cities function as a conglomeration of 
a large number of ‘cities’ within a metropolis. Most 
people work, live and socialise within their own 
‘city’. Indian cities are in an enviable position of hav-
ing the possibility to evolve into sustainable habitats 
with human scale living environments if we change 
our mind-set and start looking at their positive attri-
butes along with their shortcomings. This is an ideal 
situation to work toward a very sustainable future by 
embracing policies that do not force people to travel 
long distances.

However, with increasing disparities in income 
in India (22), gentrification of urban areas, intro-
duction of gated communities, displacement of low 
income residents due to construction of metros and 

highways inside cities, and increasing polarisation 
among communities, it appears that social exclusion 
due to transport problems may be increasing in In-
dian cities. We discuss some of these issues in the 
following sections.

Social exclusion and its components
Travel distance
Details of how different people travel for professional 
and personal reasons are not available for most cit-
ies in India. The 2011 Census of India collected data 
on how people travel to work and this was released 
in 2017 (19). Figure 1 shows the mode used when 
traveling to work in urban areas in India in 2011. 
This shows that almost half the workers either walk 
or bicycle to work in Indian cities. The ratio would 
be somewhat different from city to city, but even in 
a large city like Delhi this ratio works out to be 38%. 
If such a large proportion of people are walking or 
cycling in Indian cities it is not likely to be by choice 
as facilities for walking and bicycling are not safe, 
convenient or pleasant (23). Further, if the distance 
to work makes commuting more difficult, it can re-
sult in social exclusion of a number of individuals as 
walking or cycling may not be a convenient option. 

On foot
31%

Bicycle
17%

Moped/Scooter/
Motor Cycle

22%
Car/Jeep/Van

5%

Tempo/Autoricks
haw/Taxi

4%

Bus
15%

Train
6%

Figure 1: Mode of travel to work in urban areas in India (Source: Ref 19)
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If we assume that people should not spend more 
than an hour traveling to work and back every day, 
then it would mean that the work place should not 
be more than 3 km away for those who walk (at 
walking speed of 6 km/h) and 6 km for those cy-
cling (at 12 km/h). Table 2 shows that on an average 
about a third of those walking and cycling may be 
exceeding this limit. This indicates that millions of 
Indians who walk and cycle to work spend far too 
much time doing so and thus get deprived of time 
that they need for other family and social activities. 
Similarly, if we assume that average speed of moto-
rised modes is about 20 km/h in urban areas, then 
those traveling by motorised modes should not live 
much more than 10 km from work. Table 2 shows 
that the proportion of workers exceeding this limit 
are 47% for bus users, 42% car users, 24% for motor-
cyclists, and 28% autorickshaw users. The worst off 
are public transport users with almost a half of them 
spending more than one hour commuting every day. 
This could be one of the major reasons why mid-
dle class and richer people tend to shift to personal 
modes of transport as soon as they can afford them. 
However, car owners seem to be opting for a larger 
commute time as they may have preferred locations 
for where they choose to live.

Large commuting times for the low-income 
groups have been reported to cause more hardship 
and exclusion as they do not have any help at home 
and have to spend more time on managing their 
household activities (24-27). Therefore, need for 
greater commuting distances hits the lower income 
groups harder than the rich.  Not only do they suffer 
from time poverty, but they are also forced to spend 
money on public transport or buy a cheap vehicle to 
access work (3, 28-30). This extra expenditure eats 
into other needs that they may have.

Low income groups are also forced to trav-
el long distances in metropolitan cities as many of 
them are displaced to peripheries of the city in ‘slum 
clearance’ policies and campaigns promoting ‘world 
class cities’ (31-37). These policies end up in social 
segmentation of the metropolitan space by pushing 
the poor from the central areas to the periphery of 
the city. This forces the displaced residents into sit-
uations where they face segregation, polarisation, 
and socio-spatial fragmentation. Detailed studies on 
displacement of low-income groups to the periphery 

of Delhi show that such policies result in isolation, 
poverty and reduced educational opportunities due 
to inaccessibility or high costs of transportation (38-
40). These studies show that land use accessibility 
deteriorates as distance to schools, health services 
and other urban services increased for 52%, 63% 
and 52% of the households respectively. Transport 
accessibility also deteriorated as distance to bus 
stops increased for 72% of the households and the 
bus frequency decreased, on an average, from 5 min-
utes to 63 minutes (almost 13 times). The mobility 
indicators for travel to work – distance, time and 
cost – increased for 83%, 82% and 61% of the house-
holds respectively. There is no reason to believe that 
forced evictions of ‘slum’ residents have not had sim-
ilar effects of social exclusion in other cities in India.

Safety
Cars also function as ‘agents’ infecting the population 
with ideologies and social values that may be detri-
mental to the evolution of egalitarian and healthy 
transportation and urban policies in that society. 
Advertising and marketing policies of transnation-
al corporations promote the car and the motorcycle 
in ways that can encourage speed and risk taking as 
a desirable way of life. Ownership of cars and mo-
torcycles by a significant minority of the population 
in India sets in motion evolution of policies that are 
determined by properties that are inherent in these 
vehicles. Groups infected by these values favour pri-
vate transport over public transport, construction of 
a few high-speed highways over a widespread road 
network, and isolation of wealthy neighbourhoods 
in cities. Poor populations are adversely affected by 
these policies as they have less access to jobs, live in 
more polluted environments and have a dispropor-
tionate involvement in road traffic crashes as pedes-
trians and bicyclists (41).

Safety on the road emerges as a very important 
issue, especially for women, children and the elder-
ly. Unless a trip is safe from accidents, harassment, 
and crime, people avoid walking, bicycling and us-
ing public transport. This can result in exclusion of a 
majority of people living in the city. Therefore, safe-
ty emerges as a precondition for promoting public 
transport use (42-47). No urban rail project or bus 
transport authority in any city in India has made a 
special effort to ensure provision of safe walking and 
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bicycling facilities in the vicinity of every station. 
Unless there are wide sidewalks with a treeline, ded-
icated bicycle facilities and frequent safe road cross-
ing facilities on the surface of every arterial road, 
women, children, the elderly and the mobility disad-
vantaged will suffer social exclusion due to limited 
access to jobs and other daily needs.

Fear of being involved in a road accident and 
absence of safe and convenient facilities for pedes-
trians and bicyclists forces many to opt for private 
transport or not travel at all. Pedestrians and bicy-
clists do not use these modes by choice and generally 
belong to the lower income strata of the population. 
Since they generally do not have health insurance 
or receive free medical care, the economic impact 
of road traffic injures affect them to a much greater 
extent than the higher income groups. There is some 
evidence that one disastrous episode of ill health, 
like poly-trauma due to an accident, can destroy a 
low-income family for ever. The experience of poor 
communities in coping with medical catastrophes is 
very different than that experienced by economically 
well-off communities. The special problems faced by 
poor families can include the following (48):

•	 Reallocation of labour of family members 
and reduced productivity of whole family

•	 Permanent loss of job for the victim even if 
he/she survives

•	 Loss of land, personal savings, household 
goods.

•	 Poor health and educational attainment of 
surviving members

•	 Dissolution or reconstitution of household

In addition to road accidents, safety from crime 
and harassment is a major concern for children, 
women, and the elderly  and discourages them from 
venturing out alone, walking or public transport. 
Forty seven years ago, in her book The Death and Life 
of Great American Cities, author Jane Jacobs suggest-
ed that crime could be reduced by having ‘eyes on 
the street’ (49). This book is quite possibly the most 
influential American book on urban planning to this 
day. By ‘eyes on the street’ Jacobs meant shops on 
ground floors abutting the side walk, abundance of 

kiosks and cafes and a vibrant walking atmosphere. 
She was quite clear it could not be done by policing 
alone. The way our cities are planned and are being 
planned ignore these concerns completely. Though 
the experts have ignored these aspects of town plan-
ning, we are fortunate to have these ‘eyes’ on all our 
streets (except in very rich neighbourhoods) in the 
form of hawkers and vendors. Without them, our 
streets would not provide the relatively crime free 
atmosphere we have. These vendors then become es-
sential as a part of our transportation planning pro-
cess (50). It is not very difficult to plan for them as 
every road needs a treeline which occupies a corri-
dor of 1-1.5 m of space on the pedestrian path. Ven-
dors only need 1-1.5 m and they can occupy spaces 
between trees without bothering pedestrian traffic.

A report from U. K. suggests that  “there might 
be as much as a 15 percent increase in passengers 
for all rail journeys if a range of anticrime initiatives 
were successfully implemented” (51). Many urban 
planners, street furniture and public facility design-
ers around the world are also working on designs 
that automatically reduce incidence of crime and 
perception of risk by road users. Studies show that 
reduced fear of crime and higher levels of consumer 
confidence at railway stations had an effect of 33% 
increase in annual passenger flows on the local com-
muter trains (52, 53). Principles used in such designs 
include the following:

•	 Natural Surveillance. The placement of 
physical features, activities, and people in 
such ways as to maximize visibility. This 
also involves the lighting of public spaces 
and walkways at night. 

•	 Natural Access Control. The physical guid-
ance of people entering and exiting a space 
by the judicial placement of signs, entranc-
es, exits, fencing, landscaping, and lighting. 

•	 Territorial Reinforcement. The use of phys-
ical attributes that express ownership, such 
as fences, pavement treatments, artwork, 
signage, landscaping, and placement of 
buildings. 

•	 Image/Maintenance. Allows for the contin-
ued use of space for its intended purpose 
and serves as an additional expression of 
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ownership. This also involves supporting a 
positive image through the selection of ma-
terials, design, and scale.

Road safety and roads free from crime and  ha-
rassment by design could be treated as a special case 
of public good that needs to be promoted in all ur-
ban areas. 

Public transport
Various studies show that government operated 
public transport buses account for 5% of trips in 
some of the smaller one million plus cities to about 
20-25% in the 5 million plus cities (54, 55). Almost 
none of the cities with less than 1 million population 
have government provided public transport ser-
vices. Even where subsidised bus and metro services 
are provided the costs of commuting are still too ex-
pensive for low income households. A typical lower 
middle class family in Delhi has an income of less 
than Rs 20,000 per month and low skilled workers 
less than Rs 10,000 per month. If we assume mini-
mum family expenditure on food, housing and other 
necessities in large cities to be Rs 5,000, 3,000 and 
2,000 per month that leaves very little for children’s 
education, medical care, etc. Quite obviously indi-
viduals belonging to low income households should 
not be spending any amount of money on transport 
and be able to live close to their places of work and 
educational institutions. If they have to travel long 
distances not possible by foot or bicycle, then pub-
lic transport ticket prices would have to be heavily 
subsidised.

In Delhi and other metropolitan cities a trip 
greater than 5 km costs Rs. 600 or more by bus and 
Rs. 2,500 or more by metro for a monthly commute. 
This is clearly unaffordable by low income family 
members. Even middle class families are expected 
to spend less than 10 percent of their income on 
transport. Which indicates that the metro is not a 
comfortable option for families earning less than Rs 
30,000-40,000 per month. It is only the middle-class 
professionals and students of the city who are the 
main users of the metro system. It is not surprising 
that the metro accounts for only 6 per cent of all 
trips (including walking and cycling) or about 12-15 
per cent of motorised trips in Delhi.

The marginal cost of running a motorcycle is 
about Rs 1 – 1.5 per km and this is about three times 
cheaper than using a public bus and 6 times less 
than metro fares. With the introduction of shared 
taxi services like Uber and Ola a significant number 
of middle class professionals prefer these to public 
transport as taxi use has become more convenient 
and not much more expensive than metro systems. 
This availability of relatively cheap personal trans-
port has reduced the middle class demand for effi-
cient public transport services in India. The world 
over, public transport systems give free or heavily 
subsidised fares to students and senior citizens. Most 
public transport systems in India do not, including 
the Delhi metro.

At present only Delhi and Mumbai have train/
metro systems that cover large parts of the city and 
another dozen or so cities are building or planning 
to build one. Therefore, we cannot expect these sys-
tems to be the main solution for mobility and acces-
sibility for Indians in most large Indian cities over 
the next decade or two. Reasonably efficient public 
bus systems also do not exist in more than a dozen 
cities in India. Most of the city bus companies are 
struggling with lack of finances, adequate number 
of good quality buses and professional manage-
ment systems. For public transport issues to be re-
solved in medium and large size cities we will have 
to depend on promotion of affordable, efficient and 
widespread public bus transport systems. To attract 
passengers in the future, these systems will have to 
run low-floor air-conditioned buses with fares that 
are cheaper than cost of motorcycle operation (Rs 
1/km at today’s prices). These buses will also have 
to run dedicated lanes on main arteries of cities to 
reduce travel time. All this is not possible without 
public transport companies being heavily subsidised 
by the city. At present the administrative and finan-
cial mechanisms that will enable this are not avail-
able  with city administrations and will need to be 
established with strong political backing. The details 
for the same are beyond the scope of this paper.

As long as we think of public transportation 
systems like buses and metros as the main tech-
nologies for accessibility in Indian cities we will be 
missing some of the solutions that already exist here. 
The problems associated with lack of state provided 
public transport are ameliorated somewhat by the 
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availability of intermediate public transport (IPT) 
options in all our cities, peri-urban locations and 
rural areas (56-67). All these are privately owned 
and operated and have to abide by local and state 
regulations. In effect they probably transport many 
more people every day than officially provided pub-
lic transport options. For example, there are about 
100,000 auto rickshas in Delhi and at least 100,000 
(estimated) cycle rickshas and e-rickshas. It is pos-
sible that they transport about 40-45 lakh people a 
day compared to the 27 lakh passengers per day by 
the Delhi metro.

While in large metropolitan cities IPT provide 
mobility in addition to formal public transport sys-
tems, in medium and small towns they are the only 
form of ‘public transport’ available. In these cities it 
may not be possible to run affordable public bus ser-
vices efficiently and economically. For public trans-
port to be attractive, vehicles must run at frequent 
intervals, on all routes and for about eighteen hours 
day. For these reasons large buses would be unviable 
in smaller cities. 

All IPT services provide access and mobili-
ty to middle and lower middle class citizens of the 
country that would otherwise not be available to 
them and hence reduce the extent of social exclu-
sion. However, in order to provide services that are 
affordable, it becomes necessary that these vehicles 
are overloaded, minimise maintenance, capital and 
labour costs. They also avoid less profitable routes. 
This automatically makes it easy for police and mu-
nicipal authorities to project them as law breakers 
and harass them. Additionally IPT modes are con-
sidered a nuisance by car owners, and so they op-
erate under unhospitable social conditions. All this 
results in the system being suboptimal and neglect-
ed. There is a need to consider IPT services as a very 
important component of public transport policy and 
evolve rules and regulations that promote the evolu-
tion of these modes in a healthier manner.

It is quite clear that the provision of public trans-
port that is affordable, available everywhere at all 
times and can be used by all citizens including the 
young, elderly and mobility disadvantaged is just not 
a matter of provision of buses and trains. It is a much 
more complex issue involving the role of the state in 
providing subsidies and financing for the system and 
the infrastructure around it. As of today, people are 

finding their own ways to survive in a socially and 
physically hostile environment. They are able to do 
so with accompanying hardships because our cities 
with somewhat soft governments have developed 
organically. Illegal settlements, illegal trade and the 
informal sector have made our cities develop more 
logically and in a more sustainable manner. The 
poor live closer to work, spend more time at home 
until they get displaced. The politics of sustainable 
transport will revolve around the power the poor-
er sections of the population can exert on decision 
making. Wherever the lower income groups are able 
to get themselves heard we are more likely to have 
more sustainable cities as they will need facilities 
for walking, bicycling and public transport closer 
to place of work and shopping and leisure activities 
around their homes. This will influence what sus-
tainable cities will look like in the future. The upper 
class is unlikely to do it willingly.

Gender issues
Levy (68) states:

The distributional aspects of transport are cross cutting, 
and go beyond the disaggregation of transport users by 
social relations such as class, gender, age and ethnicity. 
The social identities of transport “users” are deeply em-
bedded in social relations and urban practices, the lat-
ter ranging from the everyday lives of people to urban 
policies and planning. Furthermore, in transport, these 
social relations are played out in public space, with im-
plications for how diverse women and men, girls and 
boys are able to exercise individual and collective “travel 
choice” and negotiate access to essential activities in the 
city. Recognition of these processes, as reflected in the 
“deep distribution” of the transport system, is essential to 
reframing the notion of “travel choice” and, ultimately, 
to urban transport and urban planning that is commit-
ted to social justice in cities.

Within all this, gender issues play a very import-
ant rule. A large number of studies done around the 
world including India point out the following issues 
(69-92):

•	 Gender differences arise in (a) the distance 
travelled, (b) the mode of travel, and (c) the 
complexity and purpose of trip making.
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•	 Women appear to be more risk averse than 
men. Risk aversion may affect women’s trav-
el decisions when security becomes an issue.

•	 Family pressure and social norms inhib-
it women from venturing out alone on the 
road.

•	 Women face harassment on the road and 
while using public transport.

Table 1 shows that men outnumber women by 
a factor of more than 10 in use of motorcycles and 
bicycles and more than 3 for all other modes on the 
road. This is probably a reflection of low participa-
tion of women in the work force in urban areas but 
also problems associated with anti-women social 
norms compounded by lack of safety while mov-
ing around. Phadke and Roy (93) state these issues 
succinctly: “In India, there has always been great 
anxiety about the presence of women in public, in-
cluding in protest spaces. Part of the anxiety is that 
women will be harassed, even assaulted. Another 
unspoken concern is that the presence of women in 
public as political agents, making claims as citizens, 
will lead them to ‘get above themselves’.” Mahadevia 
(89) summarizes the following as gender and trans-
port linkages that may influence social exclusion:

Income poverty: Lack of access to work for wom-
en exacerbates income poverty

Expenditure: Transport expenses crowd out oth-
er expenditures in household budgets, often pushing 
women to walk long distances and compromise their 
health and education.

•	 Lack of capabilities: Lack of access to social 
services is a deterrent to improving capabil-
ities, more so for women than men.

•	 Lack of functioning: Due to lack of access 
to employment opportunities, health care, 
education, etc. This is more pronounced for 
women in a patriarchal set-up.

•	 Time poverty: Due to inappropriate trans-
port paradigm, which emphasizes mobility 
but not accessibility and causes fatigue and 
unfavorable time allocation for women, who 
are either forced to walk or wait for cheap 
public transport if available.

•	 Energy poverty: Caused by the need to walk 
long distances due to unaffordable transport 
options 

•	 Safety poverty: Caused by to lack of safe 
walking and cycling infrastructure, which 
also impacts access to and from public tran-
sit.

Gender issues influencing transport choice and 
mobility are not likely to be solved by technical quick 
fixes. While prevention of crime against women can 
be influenced by urban and street design (46, 51, 94, 
95), much more social and political action will be 
needed in the coming years to make streets and pub-
lic transport safer for women.

Religion and caste
With India attaining independence and increasing 
urbanization and education we expected that over 
time caste and religion would cease to be factors de-
termining settlement patterns in Indian cities. Many 
recent studies suggest that cities in India are high-
ly segregated along caste, community and religion 
(96-100). Bharathi, Malghan (100) conclude that 
“our results pose a significant challenge to one of the 
bedrock normative promises of urbanization in In-
dia – the dilution of caste boundaries. Indian cities 
(at least the cities presented in the paper, and there 
is no reason to believe the results will be very differ-
ent in other urban centres) remain highly segregated 
along caste lines”. Sidhwani (101) using ward-level 
data released by the Census, carried out an inter-city 
comparison of the levels of spatial segregation in 10 
big Indian cities, and found that there is significant 
residential segregation by caste and also by access 
to in-house drinking water, a basic public good. A 
recent study confirms that caste-based spatial segre-
gation, largely assumed to be a characteristic of ru-
ral societies, is reproduced in urban spaces as well, 
and a large population of Dalits continue to inhabit 
segregated settlements in the metropolitan cities of 
the country (102). Studies also report that segrega-
tion by religion may be increasing in Indian cities 
and Muslims cannot buy property or rent housing in 
many locations in cities and get confined to ‘ghettos’ 
(98, 103-105).
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There are no studies that explore the effect of 
this spatial segregation by caste and religion in In-
dian cities on commuting patterns of residents and 
consequence regarding social exclusion. However, 
there is no reason to believe that this kind of seg-
regation would not increase distances to work, have 
effects on availability of public transport and accessi-
bility to jobs, education and other social needs.

Road, street design and urban form
It has been shown that presence of a greater propor-
tion of wide roads with long block lengths is associat-
ed with higher crash rates in cities (106). This seems 
to suggest that city structure, modal share split, 
exposure of motorists and pedestrians, may have a 
greater role in determining fatality rates than vehi-
cle and road design alone. Since perception of safety 
plays a reasonable role in whether people walk, cycle 
or use public transport, existence of more hazardous 
streets would certainly deter many people (especial-
ly the young and elderly) from making some trips 
leading to their exclusion from many activities.

Cities with narrower streets and smaller blocks 
are likely to experience fewer road traffic fatalities, 
and would promote the concept of cities with high-
er densities, mixed neighbourhoods and streets de-
signed for pedestrians and bicyclists, in consonance 
with sustainable development goals (88, 107-119). 
These suggestions have important implications for 
cities in India, where urban areas are expected to ex-
pand significantly in the next few decades. 

Cities across the world are trying to come to 
terms with issues pertaining to sustainable public 
transport and safety on their streets. There is grow-
ing awareness that urban living needs to be more 
compact and friendly, less destructive of the envi-
ronment. People are happier and healthier when 
they walk, talk and mingle. Policing is most effective 
when common values are reinforced through natu-
ral equations and shared spaces. The modern city, 
invented in the twentieth century, with wide sweep-
ing roads and impersonal housing, is being discard-
ed for a friendlier urban form, which was interwo-
ven and organic. The built environment has a direct 
bearing on the quality of life. Short blocks, space for 
pedestrians, effective lighting and safe public trans-
port provide a sense of well-being.  

Fear of violence impedes activity levels and the 
ability to move outside freely, especially among pop-
ulations that are more vulnerable to violence such as 
children, women, people with disabilities, and old-
er adults. Placing public transportation where it is 
equitably responsive to community needs and pro-
vides links to vibrant centres is valuable. Communi-
ty involvement and comprehensive approaches and 
multiple sectors working together are essential for 
designing safer streets. Effective and safe road de-
sign and transport planning have to address a set of 
conflicts implicit in the social context within which 
roads are built and transport is provided.

Role of the state and recommendations  
for the future
It is quite clear that the state and its functions are 
intimately associated with its all the issues that are 
connected with transport and social exclusion. Pro-
vision of easy access to work, education, shopping, 
healthcare and social, cultural, and sporting activ-
ities for all would require that we treat access and 
mobility as a public good. This will not be possible 
unless urban municipalities are strengthened signifi-
cantly, provided adequate funding from local taxes 
and staffed by professionals who are given respect-
able job opportunities. Some of the ways forward are 
summarised below.

•	 Urban planners need to give up strict zoning 
policies and promote actual mixed neigh-
bourhoods in cities.

•	 Ensuring that streets are safe from road ac-
cidents would require the implementation 
of traffic calming techniques (107, 120, 121) 
and avoidance of very wide roads with un-
crossable medians. All arterial roads need 
to include wide and convenient pedestrian 
facilities and bicycle paths. An essential part 
of making roads safer is strict control of ve-
hicle speeds – less than 50 km/h on arterials 
and 30 km/h in residential areas.

•	 Adoption of principles enunciated in crime 
prevention through environmental design 
would go a long way in ensuring safety in 
public spaces without the intrusive adop-
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tion of CCTV cameras and active policing 
(44, 46, 47, 94). This includes better light-
ing systems, existence of shops/restaurants/
businesses along arterial roads and arrange-
ments for spaces for street vendors. These 
arrangements will also make streets much 
safer for women, children and the elderly.

•	 Easy availability of government provided 
public transport will only be possible if we 
move away from a singular focus on intro-
ducing metro systems in all our cities. It is 
absolutely necessary that we refocus on evo-
lution of policies that would make it pos-
sible to introduce efficient bus services in 
cities that are subsidised by local revenue 
generation. It is possible to operate a bus 
based public transport system without in-
curring losses at present levels if the systems 
are exempt from all taxes (20% of expens-
es). We estimate that if we wanted to raise 
20%-30% resources from sources other than 
the fare box (pollution tax, employment tax, 
and so on), we would need about 50% of the 
families in a city to pay about Rs 1,200-2,400 
per family annually. This would be less than 
1% of annual income for this group of fam-
ilies (122). It is quite clear that the amounts 
needed are reasonable and within the realm 
of possibility. Therefore, it is quite possible 
to run low-floor and semi-low floor air-con-
ditioned buses amortised over 15 years in all 
cities of India.

•	 The important role of IPTs is not likely to di-
minish in the near future. In small and me-
dium sized cities it is not possible to provide 
high frequency public transport options 
with buses. In all these locations, efficient 
public transport systems with reasonable 
frequency can only be designed with low 
capacity and low-cost vehicles. It is abso-
lutely necessary that we establish task forces 
to come up with new ideas and policies that 
make it possible for IPT services to operate 
more efficiently (including safety and pollu-
tion issues), sensibly and with greater digni-
ty for their operators.

•	 Subsidised public transport systems cannot 
be made cheap enough for them to be af-

fordable by the low-income groups in India. 
The only choice they have is to walk and cy-
cle to work. This is only possible if they can 
and are allowed to live all over our cities and 
not displaced to the periphery. 

Transport related social exclusion affecting 
women and minorities is a result of adverse social, 
political and economic trends in our society and 
cannot be resolved by technical fixes. This is actually 
true for many of our other concerns also. We have to 
decide what kind of a city and society we want. The 
rest might fall into place – with a little bit of luck.
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