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here is the good news, and there is the bad. As pollution, congestion
and unsafe conditions take a stranglehold of our cities, there are a
few that are striving to break the grip. However, in doing so, many
of these cities are rapidly changing policies, encouraging car use in the
process. This is filling them with millions of tailpipes spewing toxic gases,
choking roads and urban space, leading to fuel splurge and snuffing out
lives.
Cities of India are locked in a motor race at a time when air pollution has
already become the fifth largest killer and seventh biggest illness burden in
the country — as estimated by the Global Burden of Disease (GBD) report,
released in early 2013. Scarier is the evidence from the new cancer registry
released by the Indian Council of Medical Research in 2013, which points
to a high incidence of lung cancer in cities.
Though a very large number of people in our cities commute by walking,
cycling or on public transport, motorisation is galloping at a rate faster than
population and urbanisation (see Graph 1: How people travel in Indian
cities and Box: The face of motorisation). This, in turn, is hurtling cities
towards massive energy use and large-scale generation of heat-trapping
gases. India is faced with the challenge of importing almost all its crude oil by
2030, hence saving fuel and energy independence have become urgent
concerns. But the motorisation trends in urban India are making this more
and more difficult (see Box: Fuel frenzy).
Smaller cities are experiencing a more rapid shift to personal vehicles, as
they have not invested adequately in organised public transport. Twowheelers, whose numbers are growing in these cities, are the stepping
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Graph 1: How people travel in Indian cities
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stones towards personal motorisation. If their numbers are added to that of
cars, the rate of personal motorisation in Indian cities exceeds that of cities
in the West.
In fact, many Indian cities were originally designed with small block sizes
and high street density; they did not require a car for commuting. But these
walking and cycling cities are rapidly transforming. Urban sprawl and
flyovers are increasing distances, while one-way streets, subways and foot
overbridges are pushing people, hawkers and street activities out. At the
same time, roads designed to encourage acceleration of car speeds are
increasing accident risks.

THE FACE OF MOTORISATION
Vehicles, the face of unsustainable growth: Motorisation is the face of growth in India. In the decades
1961-2011, while urban population increased by five times and the number of cities and towns by three
times, the number of vehicles went up 214 times!
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Metro cities in grip of rapid motorisation: Predictably, vehicle numbers have grown more rapidly in
mega and metro cities. Delhi has the highest number of vehicles among all metro cities. Growth has been
the fastest in this city, which has delayed decisions on public transport and has encouraged low-density
urban sprawl increasing distances.
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Smaller cities with more vehicles per 1,000 people: If all vehicles are taken together, vehicles per
thousand people are higher for many smaller cities compared to metro cities. The impact of motorisation
in smaller cities will thus be equally devastating.
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Cars vs two-wheelers in cities: While in most cities, two-wheelers overwhelm the personal vehicle
sector, in some cities, the share of four-wheeled personal vehicles is higher as in Kolkata, Srinagar,
Jamshedpur and Dhanbad. Motorisation in these cities is more car-based.
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More explosive increase in smaller cities: The rate of increase in personal vehicle share is higher for
smaller cities of India. Over the last couple of years, the motorisation rate in second rung cities such as
Allahabad, Kochi, Ghaziabad, Tiruchirapalli, Madurai etc, has hit two-digit growth as opposed to single
digit growth in metro cities.
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FUEL FRENZY: MOVING TOWARDS ENERGY INSECURITY
AND CLIMATE RISK
More than 40 per cent of oil and oil products in India go into running vehicles. In fact, fuel guzzling in the
transportation sector can seriously upset the country’s energy security and undermine the vision of energy
independence that the Government of India has set. It can also endanger the co-benefits of reducing toxic
emissions and public health risks, as well as the climate change risks as underscored in the National Climate
Change Plan. If fuel guzzling in the transportation sector continues unabated, it can wipe out the gains
of fuel savings from all other measures.
India currently imports about 80 per cent of its crude oil; but there is no serious effort to prepare a fuelsaving roadmap for all modes of transport (including road, non-road, railways and aviation). The country’s
oil import bill is already close to seven per cent of its GDP. Imports have made India vulnerable to oil price
shocks. At the same time, the Union ministry of environment and forest’s inventory shows that the
transportation sector is the fourth largest emitter of heat-trapping greenhouse gases in India, and the key
emitter of toxics. In Delhi, the transport sector is responsible for close to half of all CO2 emissions.
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The car represents individual and exclusive motorised travel and is the
primary reason for the transformation of cities. City authorities are
changing road design to accommodate more cars, and allow high vehicular
speeds and unbridled run through signal-free corridors and flyovers. Gated
communities are putting up walls around large blocks and neighbourhoods
for exclusive urban environment and security of cars. This is severing
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neighbourhoods and cutting off access for walkers, cyclists and public
transport users. It is also making the urban landscape more unsafe.

THE STUDY

In a way, cars are also cheap to run and own. Taxes, fuel pricing and
parking charges for cars do not cover the cost of the damage they impose
on the society. On the other hand, mass carriers like buses are made to pay
more taxes for carrying more people as the government treats them as a
commercial enterprise, and not as a matter of public good which needs to
be supported.

RETHINK
Urban growth focused on vehicles is not inevitable; it is reversible. If Indian
cities think that managing urban mobility to reduce dependency on cars is
idealism, then they should think again. It is a hard reality that other
countries have taken cognisance of. Across the world, rich cities have
started to take action to reverse the trends in travel choices. Denmark and
the Netherlands, where the share of bicycles had declined rapidly until the
1970s, have reversed the trend. In Amsterdam and Copenhagen, the share
of bicycle ridership has increased to 38 and 35 per cent respectively; cars
have been displaced in these cities. This is much more than the share of car
trips in most Indian cities.
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Similarly, New York is reclaiming space from cars to make pedestrian and
public spaces safer, and it has one of the best public transport riderships
among US cities. London charges cars for congestion in the heart of the city
and is integrating bicycles with its trains. Other European cities are
changing road and urban design to allow people to walk and cycle safely.
They have stopped building flyovers. In the Netherlands and Denmark,
roads with more than four lanes are banned inside cities, and all roads are
designed with dedicated walking and cycling lanes, safe crossings and
markings. Cities are now fixing the speed limit for vehicles to 40 km per
hour (kmph) inside the city; Stockholm (Sweden) is considering a limit of 30
kmph. Several cities in Europe and the US now limit the number of parking
spaces, and charge them high to restrain parking demand and vehicle
usage. In Singapore, cars have to pay for entering core commercial areas.
People have to buy bids to buy cars, which makes the total cost of cars
prohibitive.
The most dramatic turnaround comes from the cities of China. Shanghai and
Beijing have put a cap on the number of cars that can be sold in a year. The
experience in Beijing has shown the challenge of latent demand for cars; if
allowed, it can bring the city to a standstill. Beijing now allows 240,000 new
cars to be sold in a year as opposed to 800,000 sold in 2010; the city’s actual
demand is 1,515,449 (see Box: Capping the numbers in Beijing).

ACTION AGENDA

The global trend indicates the shadow of things to come. The demand for
restraints on personal vehicle-based mobility will get even sharper, as
clean air and climate change policies begin to get more aggressive with
time. The World Health Organization (WHO) also considers traffic-related
deaths and injuries as a public health challenge, as they add to the
disability burden of the country. This means measures should be put in
place to change urban design to make cities safer, more walkable, and
public transport-friendly.
Change in policy attitudes in India: India has begun to reflect the rethink.
The National Urban Transport Policy (NUTP) has established the principle
that cities should plan for people, not vehicles. Central assistance for bus
funding under the Jawaharlal Nehru National Urban Renewal Mission
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CAPPING THE NUMBERS IN BEIJING
Beginning January 2011, the Beijing Municipal Commission of Transport has begun capping the number
of cars that can be sold in a year. Lotteries are organised for prospective buyers who register for buying a
car; 240,000 new cars can be sold in a year. Of this, 211,200 go to private individuals and 28,800 are meant
for institutions.
Beijing took this decision to cap the numbers in 2010: in that one year, 800,000 new cars were sold in the
city, where peak hour traffic speed is already down to less than 15 km per hour.
This strategy has exposed the enormous latent demand for cars in the city. While officially the total
number of cars that can be sold in a year has been fixed at 240,000, the actual valid applications for car
purchase through lottery until July 2013 had reached 1,515,449 — galloping at the rate of 45,000 per
month. Over seven million persons in the city had driving licenses, but three million of them did not own
a car. Every month, about 50,000 new drivers (without cars) were getting added to this pool. The
deduction is that large numbers of people were taking driving licenses in the hope of buying cars.
Beijing authorities are worried that even with the current cap on sales, the traffic situation will continue to
deteriorate. Neither will the city be able to generate parking spaces for the new cars. To meet its stipulated
air quality targets by 2020, Beijing must act to further scale down the rate of increase in car sales.

(JNNURM) is tied to reforms based on principles of building options for cars
and vehicle restraint as codified in the NUTP. The judiciary has also upheld
the principle of restraint on motorisation. In 2004, in the ongoing public
interest litigation (PIL) on air pollution, Harish Salve, the amicus curiae for
the case, converted a statement of concern from Centre for Science and
Environement (CSE) on the need for second generation reforms to restrain
explosive motorisation and to sustain change for clean air, into an interim
application. This has led to subsequent court orders on parking as a car
restraint measure.
In another case, the Delhi High Court ruled the Municipal Corporation of
Delhi’s (MCD) policy of restricting cycle-rickshaw licenses as
unconstitutional as it violated the right to earn a livelihood. The court said
since cars were not regulated, cycle-rickshaws could not be blamed for
causing congestion. The High Court, while hearing a PIL against the Delhi
bus rapid transit system (BRTS) in 2012, was equally unsparing. “If the city
decides to buy cars... and more cars… a day will come when nothing will
move. Should planners allow that to happen?” asked the division bench.
It is thus clear that national-level programmes and judicial intervention in
cities have set the terms of policy action on sustainable mobility. Are cities
prepared for this change?

THE SEARCH
This question set us off on a search for evidence of action and change in
Indian cities. This assessment, which emerged out of the results of that
quest, is not about doom and gloom, but about finding hope. It is about
deciphering what the cities are doing to turn the tide.
It was not an easy task, as the Indian urban landscape is not uniform. It
holds mega cities with over 10 million people, big metros with five-10
million, second-rung cities with one-five million, medium-sized cities with
100,000 to one million, small cities with 20,000-100,000 and very small
cities with less than 20,000 people. The diversity, scope and depth of
actions vary across these cities.
The quest focused on actual policy decisions and actions in different areas
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of intervention, including urban air quality, public transport, walking and
cycling, intermediate public transport, car restraint measures like parking
and fiscal measures. To find the method in the madness, all available
information and databases were put under the scanner to identify
emerging trends and initiatives. A survey was rolled out to capture public
perceptions and opinions, and stakeholder consultations were organised in
different cities, and on a regional scale.

PUBLIC OPINION
Tracking public recognition of positive action in a city is an onerous task.
Public angst and frustration over the daily struggles in cities puts into
shadows the small green steps, many of which are the handiwork of a
committed and strident civil society. In fact, civil society is emerging as one
of the most powerful catalysts for policy action in cities.
Right 2 Walk in Hyderabad, the Eco cab movement in Punjab and Chandigarh,
Deepbahan in Guwahati, Parisar in Pune, Environment Support Group and
Janagraha in Bengaluru, Arpan in Agartala, the bamboo cycle initiative of
Manipur, Samarthyam in Delhi, Transparent Chennai and City Connect in
Chennai, and Bombay Action Group in Mumbai are among the prominent
catalysts in cities. Their battle is an evidence of the daunting challenges that
cities face in moving policies and action to arrest the slide in air quality or in
the share of sustainable transportation modes, or in the surrender of public
spaces to automobility.
Against this backdrop, CSE initiated a rapid opinion poll in several cities,
seeking to understand the public perceptions of the problem and change.
The summary results show that most people are unhappy about air quality,
public transport and facilities for walking and cycling in their respective
cities. The respondents rated their cities as well as the efforts of their city
governments to improve the conditions. The snap results show:

●

Government efforts to improve public transport: 63 per cent in Delhi
described the efforts as ‘good’, because of the visible change in the
quality of buses. Approximately 46 per cent in Bengaluru, 23 in
Chennai, 22 in Mumbai, and 15 per cent in Hyderabad considered the
official efforts as good.

●

Government efforts to improve walking and cycling infrastructure:
About 83 per cent in Delhi, 89 in Bengaluru, 91 in Mumbai, almost 100
in Kolkata, and 86 per cent in Chennai rated the government efforts as
average and poor.

●

Pollution: Overall, 81 per cent of the all the respondents from the
surveyed cities have held the rising number of vehicles as the major
contributor to air pollution.

ACTION AGENDA

Urban air quality: About 54 per cent in Delhi, 79 in Kolkata, 89 in
Jaipur, 87 in Bengaluru, 91 in Mumbai, 71 in Chennai and 84 per cent
in Hyderabad said that air quality is worsening in their city; 75 per
cent of all respondents from all surveyed cities felt air quality was
getting worse.
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●

It is, however, worthwhile to note that there is poor understanding of
the positive policy action and the guiding principles behind them.
This is also because of lack of effective communication of the trends.
Building this knowledge is important for building the momentum for the
policy action.
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FIRST, THE BAD NEWS
This story is not about saying all is well. The small green steps in our cities
can get completely swamped if the forces working against them are not
corrected and reversed. The big responsibility rests with the mega and large
metro cities; the smaller cities are influenced by them. It is important to know
what is it that we are doing wrong, as one ‘bad’ step can lay waste all the
gains of the previous years. This review exposes some of these ‘bad’ steps.

STALLING THE CYCLE, KOLKATA
Kolkata has the best transit spine a city can hope for. It has inherited a rich
legacy of intricate tram networks which are well integrated with its
compact urban design, a Metro that cuts across the linear city, a well-used
suburban rail system, a bus service that links neighbourhoods effectively, a
strong para-transit force of taxis and autos that acts as a feeder, and a
water ferry service that helps in inter-city movement. Besides, its compact
design makes it extremely walkable and cycle-friendly. This is one city
where a good revamp of each of these services can make car trips
redundant. Kolkata, in fact, could have topped the chart of being the most
sustainable city in terms of mobility.
Yet, in this city, where more people walk, cycle and use public transport and
cars meet a miniscule eight per cent of the travel demand, authorities are
hell-bent on introducing policies that will kill cycles to free space for cars.
In June 2013, the Kolkata traffic police published a revised gazette
notification prohibiting cycles on 174 roads. While on some roads cycling
has been completely prohibited, in most cases cycles are not allowed to ply
between 7.00 AM and 11.00 PM. Earlier, on August 11, 2008, the traffic
department had issued a notification making 38 major roads in the city off
limits for cyclists. “...with the approval of the state government, I, Gautam
Mohan Chakrabarti, Commissioner of Police, Kolkata, with a view to
providing for safe and uninterrupted movement of vehicular traffic, do
hereby order that no bicycle shall ply or remain standing between 0900 hrs
and 1900 hrs on all days on the following roads...,” read the terse order1.
These notifications take recourse to the West Bengal Traffic Regulation Act
of 1965, which allows the traffic police to prohibit plying of any class of
vehicles on streets or in public places. The new notification prohibits all
forms of non-motorised transport like tri-cycles, vans, hand-carts and pullcarts. The notification restricting “slow vehicles” was issued by Kolkata
police commissioner Surajit Kar Purakayastha.
There is no provision of fines or seizure in the notification, but the traffic
police confiscates cycles plying on no-cycle roads and charges Rs 100 to
release them. The amount was Rs 70 two years ago. No voucher mentioning
the offence or a seizure list is given to cyclists. All that the cyclist is issued
with is a small piece of paper stamped by the traffic guard.
The cycle ban makes little sense for Kolkata, for it is the only Indian metro
where trips by cycle outnumber trips on cars. Data generated by the Union
ministry of urban development shows people in Kolkata make nearly 2.5
million cycle trips a day, second only to Delhi. Only 1.5 per cent of road
accidents happen because of the fault of cyclists, compared to 71 per cent
due to drivers of motor vehicles. Cycles remain a vehicle of choice in a city
that has the least amount of road space and low ownership of private cars.
On September 8, 2013 a crowd of about 200 gathered in the heart of
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Kolkata to protest the city administration’s clampdown on cycles2. Avid
cyclists came holding placards that said “let’s re-cycle Kolkata”. They were
joined by milk vendors, vegetable sellers and newspaper delivery boys for
whom cycling is tied to earning a living. Vinay Jaju from Switchon, the nonprofit which organised the ‘cycle satyagraha’, said, “We want to engage
with the authorities to make them understand that cycles are integral to
sustainable urban transport. If everything fails, we will go to the courts.”
The protesters silently walked with their bicycles from the point of
assembly at Chowranghee Square to the Press Club, a distance of about two
km, escorted by the police. The stretch is one of the main thoroughfares in
Kolkata where cycles are not allowed as per the new notification. Shyam
Mandal, a cyclist, came to the demonstration with a map of Kolkata marked
with roads that are wide enough to create cycle lanes. “If the police can
allow side parking for cars on busy stretches, why not separate lanes for
cycling?” he asked.
Later, the cyclists signed a petition for submission to the chief minister. The
petition urged Mamata Banerjee to revoke the ban and set up a cell to
promote non-motorised transport in Kolkata.
Kolkata’s inexplicable assaults on its sustainable transport modes is not a
new phenomenon. Earlier, the city had succeeded in almost decimating its
zero emissions tram system (see Box: Trams: Victims of neglect). The city
needs to realise that by taking these steps, it is smothering its inherent
strengths.

FLYOVER FIASCO, DELHI
Delhi boasts of 66 flyovers, the highest number in one city in the country.
Once, billboards across the city had proudly proclaimed this feat. As
elections approach, the pressure to build more flyovers and signal-free
corridors is cranking up once again. In this mad rush, the sustainability
principles ingrained in the NUTP and the National Habitat Standards for
Transport have been trashed and left by the roadside.

Centre for Science and Environment
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The biggest road construction agency, the Public Works Department (PWD),
defends its flyovers steadfastly: it has resorted to number crunching and
released a ‘cost-benefit analysis’ of 18 flyovers constructed during 2007-10.
It claims the flyovers have decongested the city and saved Rs 11,403 crore
in terms of human hours for the period 2009-15. Taking into consideration
only the run on flyovers (and not the end-to-end journey of a regular
commuter), the PWD concludes that one can drive at higher speed and save
15 minutes of travel time per trip over a flyover; this can translate into
monetary and carbon savings.

ACTION AGENDA

The truth, however, is not so simple. An assessment by CSE indicates
flyovers increase distances and detours, especially for the criss-cross
traffic, adding to kilometers, fuel costs and carbon budgets. People are
forced to drive longer and take multiple U-turns, burning extra fuel.
Flyovers also cut off and limit accessibility options of people traveling in
transverse directions. In many cases, they impede access to bus stops.
The PWD is also contradicted by a recent study by the New Delhi-based
Central Road Research Institute (CRRI), which has found that congestion
in the capital has doubled in the last eight to 10 years, and threatens to
prove wrong all projections. In fact, Delhi’s congestion is the worst
among 35 Indian cities and is four times more than that of Mumbai or
Bengaluru.
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TRAMS: VICTIMS OF NEGLECT
Kolkata is snuffing the life out of its tram system, one of the best public transport legacies in the country.
The current operational efficiency of Calcutta Tramways Company (CTC) is a mere 20 per cent. About 40
per cent of its expenditure is subsidy and the rest is deficit. Once, this system had given a heads-up to the
city in road design that gives the right of way to public transport. This is exactly the principle that other
cities and countries are trying to achieve today through the bus rapid transit system.
The state government’s apathy towards the trams is matched by the Centre’s attitude: the JNNURM
programme of the national government has not supported this system either. Kolkata’s City Mobility Plan
has proposed redevelopment of the existing tram system, linking it with the circular rail corridor to
establish connectivity within the metropolitan area.
At the same time, in 2012, the Union ministry of urban development asked the Institute of Urban Transport
(IUT) to assess the tram system in Kolkata and examine the scope of innovation and introducing such a
system in other cities of India. The assessment study found that during the 70s and 80s, there had been a
marked shrinkage of the tram system with the closure of the Howrah section. Most profitable routes near
the city centre were discontinued for the construction of the Metro and for building flyovers. Between 2005
and 2011, tram tracks were concretised to increase road space for motor vehicles. Barriers between tram
stops and roads were also removed. Now, people cannot access trams safely in the middle of the roads.
Given the land constraint in Kolkata where only six per cent of the area is under road network (this area
cannot be expanded any further), enhancing the capacity of the tram will be a very important costeffective and affordable step towards improving the people-carrying capacity of the roads. Due to policy
neglect, trams now meet only two per cent of the travel demand in the city. But the far more expensive
Metro system is not doing any better: it manages to meet only five per cent of the travel demand.
The IUT has recommended route rationalisation, improvement of safe boarding and deboarding facilities,
two-way tram operations to be permitted on one-way roads, encouragement to tram operations during
peak hours and periods (like festivals), improvements in the rolling stock, and development of a city-wide
multi-modal network. A limited phase-wise programme has been initiated to remodel 10 tram cars and
give them a new look. Beyond this, the IUT assessment and recommendations have not elicited much
response from the state.

Despite its flyovers, Delhi has been slowing down, and this has been
established by multiple government as well as independent studies. The
Delhi City Development Plan (CDP) has pointed out how the construction of
flyovers only shifts the location of the congestion. It says that during the
morning and evening peak hours, 55-60 per cent of the major arterial
roads have travel speeds less than 30 kmph, while even in off-peak hours,
40-45 per cent of the major arterials have travel speeds less than 30 kmph.
A 2008 MoUD study had found that the average journey speed on major
corridors of the city had dropped to 16 kmph. The CRRI, in its 2012 report,
says the average speed has dropped below 15 kmph; the projection is it will
be as low as five kmph by 2020.
Flyovers and signal-free corridors give primacy to vehicular movement,
pushing pedestrians into unsafe territories. People cannot cross where they
need to due to these corridors; high dividers and non-stop traffic has made
walking dangerous in the city. Flyovers are often coupled with foot
overbridges. But these are barely used, as they require people to walk
longer distances; commuters choose to jaywalk instead.
Most of Delhi still walks, cycles or takes a bus to workplaces; only around
15 per cent drive a car. Flyovers are car-centric and do not enhance
mobility; instead, they add to the congestion. Moreover, the Nirbhaya case
in Delhi has exposed how vehicle-centric infratructure makes cities
unsafe. Structures like flyovers discourage street activities and remove the
‘human eye’ from the street. These lonely stretches become vulnerable to
crime. Globally, the new approach is to keep people on the street with the
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THE NIRBHAYA APPROACH TO URBAN DESIGN
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The Union budget for 2013-14 has set aside Rs 1,000 crore as a Nirbhaya fund for women’s safety. The
budget speech mentioned: “As more women enter public spaces — for education or work or access to
services or leisure — there are more reports of violence against them.” The operative word here is “public
spaces”. The scope of interventions, therefore, should be catalysing safe designs for such “public spaces”.
Globally, urban planning and design now focus on “a public realm for the people” for safety and security.
But the high-powered meetings on gender safety following the December 16 gangrape case in Delhi, took
a narrow view of the state’s responsibility in this regard: it simply focused on installing safety gadgets in
buses and revamping police surveillance.
It is clear that there is poor policy understanding of the principle that revitalises cities to bring people to
“public spaces” by design in order to keep an eye on streets and buildings. For centuries, India has
designed cities in this manner. Today, flyovers and one-way corridors are destroying this design principle,
isolating spaces, and creating lonely distances, unsafe fringes and dehumanised areas that foster crime.
It is encouraging to note that the DDA-UTTIPEC has put out guidelines on ‘Safety, Freedom, and Respect
for Women’, to demand that urban planning and design must be combined with policing, legislation and
justice. The new guidelines have asked the city planners to get rid of deserted unwatched places such as
flyovers, signal-free corridors, subways, lonely fringes, gated communities and their walls. They have asked
for inclusive streets, and urban and landscape design. The message: ‘Build cities for people, not cars.’
The Union budget, budgets of the states and the JNNURM programme must link safety indicators with
infrastructure and public transport funding. Only then, perhaps, will cases like Nirbhaya’s become history.

help of urban design (see Box: The Nirbhaya approach to urban design).
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A recent MSN.org survey ranked Delhi as the tenth most congested city in
the world, in the company of cities like Sao Paulo, Beijing, Los Angeles and
London. Way back in the 1950s, these mega cities began trying to solve
their problem by building flyovers (downtown Los Angeles has more than
100). But these expensive additions to their infrastructure could not
decongest the cities. Today, these cities have changed track: they are now
talking about enabling people to walk, and about investing in nonmotorised transport and public transport. Delhi could have learnt from
them. Instead of spending Rs 3,148 crore on building flyovers, it could have
invested that money to develop public transport, and averted a crisis (see
Box: Learn from São Paulo).

BENGALURU’S UNIDIRECTIONAL MESS
Bengaluru is rapidly reorienting its roads and traffic flow to increase traffic
speeds and allow cars to move unhindered. To do that, it has created a
complex network of unidirectional roads that are most perplexing — any
road less than four lanes wide is designated as a one-way. The city’s car
users like it because the unidirectional roads give an impression of traffic
flowing faster and smoother.

ACTION AGENDA

The reality is different. There is a disconnect between policy and its desired
effects. One-way traffic may increase the travel speed on designated road
stretches, but it does not solve the problem of congestion at intersections.
The long jams at intersections nullify all the time gained by a faster
commute on these lanes, slowing down the city as a whole.
Bengaluru’s traffic has placed it at the sixth position on the list of the
world’s most painful cities for commuters, as per a 2011 survey done by the
International Business Machines Corp (Delhi was placed seventh in the list).
The urban development ministry’s 2008 report on traffic and transport in
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LEARN FROM SÃO PAULO
In 2012, São Paulo (Brazil) experienced severe mob fury over bus fare hike. The story that unfolded shows
that the issue is not only about the poor. Many of the residents protesting on the streets were from the
rapidly growing middle and upper income classes who want improved and affordable public transport
services. This new political constituency is a result of the way travel choices have changed in the city.
According to the Urban Age study of the London School of Economics, the share of car trips in São Paulo
was 48 per cent of all motorised trips in 1997; it rose sharply to 53 per cent by the turn of the decade. But
after 2007, it dropped significantly to 45 per cent — below the 1997 level — as public transport and
services improved. The share of bus ridership also shot up to 55 per cent.
The city’s middle class finally abandoned its cars when traffic jams began stretching beyond 130 miles. The
only way the Brazilians could escape them was by boarding a bus or a train (interestingly, wealthy
residents of São Paulo are known to use helicopters for commuting).
This newly emerging transit-oriented middle class is the product of investments in public transportation.
Since 2005, about 75 per cent of the 15,000 buses in the city have been replaced by new buses. São Paulo
has 113 km of BRT and a good train network. According to the C40 network, the city is targeting a modal
share for bus transport of 70 per cent by 2020.
Faced with the formidable users of these systems, the Brazilian government had no choice but to roll back
the fare hike. And thereby hangs a lesson for Delhi and its residents: their cars cannot keep them
efficiently mobile forever.

India found Bengaluru’s traffic to be the slowest in country with a 10 kmph
peak-hour traffic speed. The Bangalore Mobility Indicators 2011 points
towards a disturbing trend of increasing congestion in the city, with the
congestion index growing from 0.33 in 2008 to 0.37 in 2011. This, when the
city has turned more roads into one-way streets to solve these very
problems!
The Manila-based Clean Air Initiative (CIA) Asia rates Bengaluru as the
second worst in India in terms of walkability index. The city allows
speeding up to 60 kmph on its entire road network for all types of cars.
Two-wheelers and heavy vehicles are allowed to travel at 50 kmph. These
are blanket speed limits which do not differentiate between road types.
This is in complete contrast to the MoUD’s code of practice for various
urban road components which says that for streets having mixed traffic,
the speed limit should be below 30 kmph. This will allow pedestrians to coexist with motor vehicles in relative safety. Currently, with no safe crossings
for long distances, pedestrians are forced to jaywalk, which makes them
highly vulnerable to accidents. A 2008 MoUD study had found that 44 per
cent of Bengaluru’s road accidents involved pedestrians.
The city has one of the best bus services in the country; strangely, it still
scores badly on the Public Transport Accessibility Index of the MoUD. Oneway roads limit access to bus stops by discouraging pedestrians from
crossing roads. Sprinting across an eight-lane outer ring road of the city to
board a bus at a chaotic crossroad, dodging swerving vehicles, is a feat
almost equal to Olympian standards. What complicates matters more are
the multiple inter-changes for bus transport which are needed due to the
unidirectional road network. Pick-up and drop points rarely coexist on the
city roads; in most cities, they are normally across the road.
Even if one takes the shortest route possible, an unidirectional road
network invariably increases the overall travel distances. For example, if
one travels from Jayanagar to Malleshwaram it is a 10.9-km ride, but
returning back to Jayanagar is a 12.5-km affair. Overall, one needs to drive
1.6 km more every round trip only due to one-way restrictions. This unique
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system, perceived as a savior for the rapidly motorising city, is in fact
compounding the city’s mobility woes.

THE STUDY

MISSTEPS IN MUMBAI
This suburban rail-oriented city, with a better public transport ridership
share compared to most other metros, is neglecting its public transport users
and walkers. Several issues have become serious flashpoints. Indiscriminate
incentives have been given to developers to build public parking spaces
without traffic impact assessments. Access to public transport and
neighbourhoods do not figure in the development plans. At the same time, the
city has spent hugely on building skywalks (elevated walkways dedicated to
pedestrians). Mumbai is fast becoming an ‘underneath city’ with a maze of
skywalks joining the already existing flyovers.
There has been a mad rush to build parking infrastructure indiscriminately.
Developers have been granted permissions to build more floor space if they
construct public parking lots. Builders can construct a minimum of 50
parking spaces and hand them over to the Bombay Municipal Corporation
free of cost; in return, they earn free floor space index.
Builders used this sop in land-constrained Mumbai indiscriminately, as there
was no zonal parking benefit plan for the city. Most of the parking spaces
became concentrated in the city’s mill land area in the Lower Parel-Worli
region. This created 20,000 parking slots in a small area, choking those
localities with an enormous surge of vehicles. Initially, with the incentive to
build extra, developers began constructing skyscrapers. Following strong
criticism, the city authorities have changed the policy. Developers can now
construct four floors for public parking. Projects will now be passed only on
the basis of parking requirements in an area.
Skywalks are proving to be another blot on Mumbai’s mobility map. This
well- intentioned and expensive addition to the city’s infrastructure has
somehow failed to solve Mumbai’s mobility blues.

Centre for Science and Environment
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At places where skywalks have been successful, such as in Hong Kong, they
have been designed in conjunction with public transport facilities and
accessibility to buildings. Experts believe that only in very niche
applications can skywalks help in efficient dispersal of commuters from
stations or congested areas to strategic locations like bus stops, taxi stands
or shopping areas and vice versa. Skywalks cannot deliver if they are
isolated from the overall accessibility planning. Take the example of the
skywalk between Bandra and Kalanagar. It does not connect Bandra (E)
station to Kalanagar, an important commercial area, leaving walkers
floundering midway.

ACTION AGENDA

The Mumbai Metropolitan Region Development Authority (MMRDA) had
planned 50 skywalks in the entire Mumbai metropolitan region. Some of
these had been designed to connect railway stations or commercial areas
with high footfalls. However, a study by the Mumbai Transformation
Support Unit — a think tank supported by the World Bank and the
government of Maharashtra — showed poor usage and declining footfalls.
Of the 36 skywalks built at a cost of Rs 700 crore up till 2013, as many as
26 had lost favour forcing the MMRDA to cancel the tenders for 22 new
ones and abandoning plans for nine others.
By design, skywalks rob a walker of her/his critical advantage: easy
mobility. With limited access and exit points, majority of people overshoot
or are left midway from their destinations, requiring them to walk that
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extra length. Though there is some initial excitement thinking about
avoiding the traffic on roads, it wears off soon. The extra time spent to
cover detours and the extra effort put in climbing staircases and ramps
defeats the purpose of walking. Not surprisingly, almost 40 per cent of the
former users of skywalks have given up on them.
A survey by students of St Xavier’s College, Mumbai has found an additional
cause for concern: 81.4 per cent of people using skywalks said skywalks were
unsafe, especially during off-peak hours. With very few exit points, these
walkways can become an unpleasant experience, especially for women.
Mumbai’s approaches reflect its planners’ inability to integrate land use
and transportation planning holistically. As a result, the positive public
transport measures that the city has taken, have gone waste.

WHERE IS THE GOOD NEWS?
In all this, how does one look for news that is ‘good’? A clear set of
indicators and principles are needed to separate the grain from the chaff.
Also necessary is a listing of the quantitative and qualitative indicators of
good practices for all the domain areas. Not an easy task, as quantitative
data does not exist for many indicators. Most are guiding principles that are
not absolute, and have been filtered from emerging policies and best
practices locally and globally. In fact, the biggest barrier to such an
assessment is the poor quality of the statistics, and the lack of information
in the public domain (see Box: The state of information).
Hence, this assessment has focussed on policy action to understand the real
nature and direction of the ground-level changes. It has also taken note of
the role played by several catalysts: the community actors, the judiciary
and executive action.
The assessment finds that the action in the mega cities and the big metros
is more layered, diverse and extensive. This is partly because of the
attention they receive, the investments they draw (especially true of the
capital cities), and the quality of public opinion and media pressure in them
compared to smaller cities.
Initiatives in the smaller cities are often singular or limited in scope, but
with strong potential. Several domain areas, such as car restraint policies
like parking or fiscal measures, show very limited and small number of
actions. But walking and cycling have a number of community-led
initiatives across cities catalysing some policy moves. Experiences with
buses also vary across cities.
The final shortlisting of cities has been done on the basis of demonstrated
change or reflection of strong sustainability principles, and for taking steps
to strengthen inherent sustainable legacy.

URBAN AIR QUALITY
Air quality assessment is perhaps the most extensive data generation
exercise of the government both at the national and state levels. Over 227
cities are part of the monitoring grid. But the role of air quality monitoring
agencies has been largely confined to industrial pollution mitigation and
not urban air quality mitigation in cities. By convention, vehicular
emissions are not even within their ambit of control.
This assessment has, therefore, analysed how cities compare in their ability

16

<<

GOOD NEWS BAD NEWS

>>

01

THE STATE OF INFORMATION

THE STUDY

A wide range of information has been reviewed to assess policy action:
Quantitative data: The only databases relevant to this assessment that are part of the official protocol
and business rules are air quality monitoring data and vehicle registration data. Air quality data is
generated under the Air Act of 1986 and vehicles are registered under the Central Motor Vehicles Act and
Rules. In the case of formal and organised public transport systems -- state-owned bus transport
undertakings and corporations or Metro rail -- more organised databases are available on their
performance indicators. This includes information on vehicle and fuel taxation.
Other indicators of sustainable mobility such as regular assessment of modal share in cities, information
on trip numbers and length, vehicle-wise energy consumption etc are not a part of any official
requirement and assessment. Such data is generated partially when special studies are carried out to
support a policy or as a part of a feasibility study for any project.
As a result, two initiatives that were carried out in cities for sourcing of funds under the aegis of the
Jawaharlal Nehru National Urban Renewal Mission (JNNURM) -- the city development plan and the city
mobility plan -- have become the only comprehensive documents that have filtered information from
disparate sources in the city. In addition, the 30-city study done by Wilbur Smith Associates for the Union
ministry of urban development has generated data on several indicators of sustainable mobility.
In only a few metro cities have additional studies been carried out, sporadically by RITES Ltd or the Central
Road Research Institute (CRRI); these include traffic studies that have generated some indicative data.
Evidence over a period of time is available for comparison only in a very small number of cases. In several
cases, data exists, but it is strewn across departments, which makes it impossible to access.
There is also a gap between big metros and the smaller cities. Smaller cities and towns are weaker on data
generation.
Thus, static and in some cases dated data only helps present the challenge in the sector; it does not capture
the change.
Qualitative indicators: Yet another assessment yardstick is to understand the depth of action reflecting
the key guiding principles of sustainable mobility. To do this, a list of the primary principles and indicators
of service level has been drawn up for each domain area. This provides a mixed selection of highlights
from the emerging policy initiatives in the country. This list is not exhaustive but indicative.

Centre for Science and Environment
RIGHT TO CLEAN AIR CAMPAIGN

to monitor air quality for public health risk assessment, investigate the
sources of the problem, and create capacity to coordinate interdepartmental action to prepare and supervise implementation of clean air
action plans for meeting public health objectives in the city.

ACTION AGENDA

Air quality monitoring and data capture: What matters most is the
ability to capture air quality data through the day and night, 365 days of
the year. However, the monitoring network has been organised around
the lowest common denominator of manual monitoring of three routine
pollutants — particulate matter, nitrogen oxides and sulphur dioxide.
This impedes good data capture. The national-level data reporting under
the National Ambient Air Quality Monitoring Programme (NAMP)
captures data only from the manual monitors that demonstrate serious
quality assurance problems as well as time lag in data reporting. This
means the information generated by a few mega and metro cities that
have introduced automatic online air quality monitors is not included in
the national data reporting.
Calibration of data from manual monitors takes a lot of time and therefore,
there is a time lag in the annual reporting of data by the apex monitoring
agency, the Central Pollution Control Board (CPCB). This review shows that
several cities are not even able to meet the basic criteria of conducting the
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minimum 104 days of monitoring exercise in a year; this has forced the
CPCB to reduce the requirement to a ridiculous 50 days! Even this leads to
a lot of rejection of data on grounds such as quality assurance.
As per CSE’s assessment, very few cities are able to monitor air quality on
a maximum number of days in a year at all locations. The city that meets
this benchmark is Guwahati, the capital of Assam; it captures data for
254-280 days a year. Agra, Chandigarh and Parwanoo are also
performing well in manual monitoring — capturing data over more than
150 days.
Advanced action — real time monitoring: What counts most is the ability
of a city to generate air quality data by the second and the minute. This
helps inform people about the real time situation and makes them aware of
the risks. This also enables monitoring of a large number of other harmful
pollutants that cannot be monitored with manual monitors. Around 20
cities have developed the capacity to do some online air quality monitoring,
but very few have been able to leverage this ability to make it relevant to
policy making or public awareness.
Delhi has the largest capacity for continuous monitoring and reporting of
tiny particles of less than 10 micron seize (PM10) and less than 2.5 micron
size (PM2.5), nitrogen oxide, sulphir dioxide, carbon monoxide, ozone,
ammonia and air toxics including benzene, xylene and toluene. It also
reports data on toxics like polycyclic aromatic hydrocarbons (PAH), lead
and nickel. The Delhi Pollution Control Committee (DPCC), under the
Department of Environment of the Delhi government is in charge of this
monitoring. The data is available on the DPCC website. This is one of the
most extensive databases in the country.
Similarly, Kolkata has taken the lead to generate special data on wide
ranging parameters including ozone, hydrocarbon, benzene,
benzo(a)pyrene, PAH, lead, nickel, arsenic etc.
Clearly, strengthening of air quality monitoring systems has helped the
mega cities and big metros to assess the multi-pollutant crisis more
effectively than other cities. A better risk assessment is a must to refine the
action agenda. The country needs to plan a quick transition to a real time
national grid for enabling such a risk assessment.
Transparency in data reporting: Very few cities relay real time
information to the public. Delhi has taken the lead to create a common
platform for reporting data generated by multiple agencies, including the
CPCB and the DPCC, from six monitoring stations. This data is put in the
public domain in a common user-friendly format. As part of the multistakeholder process initiated under the aegis of the Supreme Courtappointed Environment Pollution (Prevention and Control) Authority
(EPCA) in coordination with the department of environment and the CPCB,
a detailed composite format for data reporting has been created. This
provides real time data, 24-hour average status, historical data for the
previous seven days and so on. This is presented along with meteorological
data including wind speed and direction, ambient temperature, humidity
and solar radiation. A map of Delhi helps the user navigate through the site
to identify different monitoring locations.
The only other city that allows its people to access real time data is Kolkata.
The West Bengal State Pollution Control Board (WBSPCB) provides this
data from its online monitors. These monitors can generate data for day
and night, according to the user’s date of choice.
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Though the Karnataka State Pollution Control Board (KSPCB) also claims to
present real time ambient air quality data from its two continuous
monitoring stations at City Railway Station and Nisarga Bhavan
(Saneguruvanahalli), an occasional time lag disrupts the service. For
instance, a check conducted on August 28, 2013 revealed the last reported
data was for August 5, 2013..
The Andhra Pradesh State Pollution Control Board (APPCB) has linked its
database with the CPCB’s Environment Data Bank. The state has updated
its air quality information in the bank until 2013. At the state level, the
APPCB has created its own online pollution monitoring system.
However, no city in India has leveraged the online monitoring and reporting
system to issue daily health alerts (based on an air quality index) to people.
The Delhi government has taken the initiative to craft an air quality index
along with health advisories to inform people about the severity of daily
pollution levels and the preventive action needed. A draft proposal for this
is under consideration.
Ability to assess air pollution sources and air quality trends for policy
making: This is one of the weakest links in air quality management. Most
state pollution control boards keep their special monitoring and
surveillance efforts confined to industrial areas. Very few turn their
attention towards the urban air quality of the city. Agencies like the Tamil
Nadu State Pollution Control Board, which has developed a state-of-the-art
online data monitoring system for surveillance of industrial areas, have not
yet refined or adapted it for urban air quality management.
As a principle, what matters most is the ability of the city to understand the
profile of its air pollution sources and their emissions rates and trends;
cities also must go beyond routine monitoring to generate specialised data.
Unfortunately, Indian cities do not score on these counts.

Centre for Science and Environment
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Bengaluru stands out for its proactive move to generate data on the impact
of policy action or special events on air quality. The most significant step
has been to scan the effects of the ‘bus day’, organised every month in the
city by the Bangalore Metropolitan Transport Corporation. Specialised
monitoring indicates these measures exert a positive impact. It has also
shown how on days when a bandh is called, some pollutants may increase;
this is because in the absence of public transport, more personal vehicles
come out on the city’s roads.
The KSPCB has taken a significant step in generating air quality data in the
breathing zone of people at a height of 1.5 m. This is different from
monitoring ambient air quality at six m height which does not capture
direct exposure to toxic and harmful pollution.

ACTION AGENDA

The only other city that is known for taking significant steps to assess urban
air quality is Kolkata. Here, the WBPCB has conducted studies to generate
specialised data and information on unregulated pollutants like air toxics; the
board has also carried out its own inventory assessment. Some of its earlier
studies on PM2.5 and PM10 have provided critical inputs for the revision of
ambient air quality standards in 2009. Its studies on fine particulates and
their organic components have established that the share of PM2.5 in the
overall respirable particle load of the city is as much as 73 per cent.
Ability to put in place action plans to meet clean air targets: The ultimate
goal of air quality monitoring and management is to meet air quality
standards and secure clean air through the year. But state pollution control
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boards are limited by the fact that they do not monitor and manage
vehicular pollution in cities.
State environment departments and the state boards enjoy sweeping
powers under the Air (Prevention and Control of Pollution) Act, 1981 and
the Environment Protection Act, 1986, but these powers are not utilised
effectively for composite urban air quality management. Emissions from
vehicles continue to be governed under the Central Motor Vehicles Act, that
falls under the purview of transport departments, which have no mandate
for controlling environmental pollution.
This has weakened action planning in cities. In a few big cities like Delhi,
Mumbai and Kolkata, PILs and judicial intervention have catalysed action
planning. In 2003, seven more cities were added to this list when the
Supreme Court expanded the ambit of the ongoing PIL on air pollution in
Delhi to them. These cities are Ahmedabad, Lucknow, Kanpur, Chennai.
Bengaluru, Sholapur and Hyderabad. This propelled the respective SPCBs
towards preparing and implementing action plans to improve air quality in
the city. Following the Court’s interventions, the ministry of environment
and forests has also started to coordinate with the state governments to
prepare such plans. A few cities have begun drawing up composite plans to
cover a large number of sectors — transport, industry, power plants and
other sources — for targeted action.
Initially, Delhi had swung into action because of the Supreme Court’s
directives, executive decisions and public opinion. Subsequently,
responding to evidences that the city was losing air quality gains from its
first generation reforms, the Delhi government held a stakeholder
discussion on clean air action plan in February 2012. Based on this
discussion, it formulated a draft plan which specifies explicit action areas
with clear milestones and responsibilities to meet ambient air quality
standards in the city by 2017.
Ahmedabad is among the other cities that been within the ambit of the
action planning directed by the Supreme Court. The Gujarat State Pollution
Control Board has carried this action forward at its own initiative to
develop similar plans for other cities in the state. A common format has
been created; as these action plans are designed to address air quality, they
include source-wise measures. Vehicles and transportation is one of
sources. Available information indicates there has been minimal tracking of
implementation. This process needs to be incentivised to evolve as a robust
and regular programme.

OPTIONS TO CARS — PUBLIC TRANSPORT
There is a unique pattern in the provision of formal and organised public
transport in Indian cities. Traditionally, there were only eight mega and
metro cities with organised city bus services. The number has expanded to
20. More recently, under the JNNURM programme, the bus service has
been seeded in nearly 64 cities. While some of the older systems in these
cities are run by the state with the support of the private sector, in the
newer initiatives the preferred model is the public-private partnership.
The mega and metro cities have ventured into Metro rail as well. A few of
these cities including Mumbai, Kolkata and Chennai also have the legacy of
other mass transport modes like the suburban rail, or the tram and the
ferry as in Kolkata. In this assessment, the focus is on bus transport which
is the primary form of public transport in all cities. Other forms of transport
have been discussed only in relation to multi-modal integration, if any. Also,
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legacy efforts such as the suburban rail have been highlighted wherever
they play a significant role.

THE STUDY

Assessment of bus transport is a challenge as composite trend data is
available only for the established state-run programmes in eight cities.
There is an official system of documenting their performance. But this is
not the case for private sector operations. The new initiatives are also too
new to have generated adequate data. Where the data is available, we do
get some indication about the sector’s operational efficiency, financial
health and passenger carrying capacity. On all these counts, most bus
services are showing up poorly. They are burdened with staggering costs,
unprofitable operations, and falling ridership.
The hallmark of a good bus service is its quality of service, travel time,
reliability and frequency, level of comfort, costs and its environmental and
social impacts. And the ultimate litmus test of a public transport is its
ability to change the practice and increase ridership. Which of our cities
pass this test?
Delhi builds bus ridership, arrests slide: Among the mega cities, Delhi has
been able to achieve the maximum increase in bus ridership since 2009 —
as much as 25 per cent. This reversal in the trend of falling bus riderships
has been achieved against a backlog of enormous cost burdens, losses and
underperformance in one of the oldest city bus services in the country, the
Delhi Transport Corporation.
This is a result of decade-long reforms unleashed originally by a Supreme
Court directive to move all diesel-run buses to natural gas as a pollution
control measure. Thereafter, the bus fleet went for a second renewal:
modern and comfortable urban buses came in to improve the service
quality. This has been achieved in both the public as well as private sectors.

Centre for Science and Environment
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Delhi has witnessed the strongest surgical action that replaced an informal
low quality bus service with a high quality organised corporate system. The
notable feature of this is that the reorganisation is based on a codified
service guarantee, accountability, monitoring and penalty. The corporate
bodies running buses on 17 route clusters in Delhi are mandated to cover
a minimum number of kilometers every day; this is monitored through
electronic surveillance.
On an average, the minimum guarantee is of 210 km. The private corporate
cluster groups have to pay a fine if their buses cover less than the
mandatory trips. If the reasons for not covering the mandated trips are
within the control of the corporate (such as non-availability of drivers,
breakdown of buses etc), then the concessionaire is not paid. This helps
discipline the system.

ACTION AGENDA

One concern that arises is that if the service guarantee is pegged only to
completion of trips and penalties, the quality of the service may suffer. At
this stage, however, there is not enough information about the reliability of
the service to arrive at a judgement.
Delhi is poised to increase its bus numbers significantly; this is being done
to meet the total of 10,000 as mandated by the court, as well as the new
estimates of bus numbers that are emerging from the revision of the city’s
Master Plan. This means buses will need priority access and right of way.
As of now, under the corporate model, if congestion on roads is the reason
for non-completion of mandated trips per day (as verified by the monitoring
system), the service provider is not penalised.
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If Delhi fails to solve its problem of congestion, then the thousands of new
buses with poor journey speeds in congested roads will reduce its potential
to draw new passengers. The investment will remain suboptimal. Delhi’s
difficult trial with the bus rapid transit corridor which faced severe
opposition shows that public support must be built up on the question of
giving right of way to buses.
Bengaluru — innovative reforms increase ridership: The uniqueness of
Bengaluru’s bus service provided by the Bangalore Metropolitan Transport
Corporation (BMTC) is its focus on treating the bus as a ‘service’ and
improving the institutional and financial preparedness for providing this
service. While most other bus corporations are still struggling with the
issue of augmentation and renewal of their fleets with the help of
government subsidies, the BMTC has from the beginning focused on
segmented bus services to cater to different commuting requirements, and
high quality facilities for bus users. It has also opted for innovative fiscal
models to cushion some of its costs.
One of the first things the BMTC has capitalised on is its land assets. It has
used its depot and station areas to develop office spaces as well as a range
of facilities for bus users. Rentals from the office spaces are a source of
regular income.
Experience in all cities has shown that public transport reinvention and
reforms will cost a lot of money. They will demand a range of fiscal
innovations. The BMTC’s initiative is one such method.
With all these interventions, Bengaluru has increased its bus ridership by
64 per cent since 2004 and by nine per cent since 2009. This is a
significant jump when bus ridership is sliding in many cities. However, the
success and increase in demand has also given rise to a challenge for this
bus service: it must make the next level of transition — build to scale. This
is needed for the bus to play an effective role in changing the modal share
effectively in a city that is growing very fast and becoming increasingly
car-dependent.
Already, there is some restlessness about service deficits in several parts of
the city; there is a growing demand for more affordable services.
Mumbai suburban rail — largest mover of humanity: Mumbai’s early
action to build a transit spine in the form of a suburban rail has saved this
city from collapse. This system has become the prime mover of humanity in
the metropolis. The suburban rail system — one of the oldest mass
transport systems in India — carries 52 per cent of all motorised trips in
Mumbai. It transports 7.4 million people a day. Its closest competition
comes from the Kolkata suburban that carries 1.7 million people — five
times less. This system has helped Mumbai dampen its car growth and
usage compared to other cities. It remains the most notable transport
success story in Indian cities.
However, this system is poorly supported by other public transport systems.
While the rail network itself needs major value addition, it also needs to be
supported by a hierarchy of other transportation systems and improved
accessibility. The current system, despite the recent revamp, continues to
operate at crushing capacity. Other systems such as that of BEST are facing
a steady decline in ridership. The walkability and accessibility of the city,
the crucial parameters for success of the public transport system, are
under pressure as more one-way roads are being planned and crossings at
convenient places are being barricaded.
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Chennai — efficiency is the key: The cities that are spending heavily to
augment their bus numbers need to learn efficiency of operations which
also reflects in the passenger carrying capacity of the system. It is
remarkable that the Chennai Metropolitan Transport Corporation’s (CMTC)
3,637 buses (a lot less than what Delhi (6,403) and Bengaluru (6,602) have)
carry many more than the buses in the other two cities. The DTC carries
more than 1,100 million passengers per annum, and the BMTC more than
1,600 million; the CMTC ferries more than 2,000 million people per annum
in comparison. The CMTC buses operate on the basis of an average highest
kilometer per day that can go up to 310 km a day. The CMTC is also in the
process of revamping its bus system, especially under JNNURM. However,
during 2012-13, its ridership dropped somewhat. Poor accessibility, more
barricades to create signal-free roads and continuous flyovers are said to
be impeding access to bus stops and affecting ridership.
However, Chennai’s high passenger carrying capacity has also raised
concerns over the crushing load on buses that adds to the discomfort of the
journey.
Ahmedabad — leveraged bus transport to improve modal share:
Ahmedabad had embarked on a clean air action plan when the Supreme
Court had directed pollution control measures in 2003. At that time, the
public transport system was in a dismal state. The city had only 450
buses, all in a sorry state. The action planning process pushed for a
makeover of the bus system based on natural gas. This, catalysed by the
JNNURM programme, helped augment the conventional bus system;
simultaneously, Ahmedabad began an extensive programme of bus rapid
transit system.
As a result of all this, the modal share of public transport that was a mere
10 per cent in 2004-05, has now increased to 16 per cent. However, the city
needs to move quickly towards a more integrated system. The buses run by
the AMTS carry five times more passengers at an affordable rate than those
on the BRT; they need to be oriented and integrated well with the BRT.
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New initiatives create models for smaller cities — Mysore and Tumkur:
It has also become important to understand how new models are working,
especially as many new bus services have been initiated across 64 cities
under the JNNURM programme. The examples come once again from
Karnataka — Mysore and Tumkur.
In Mysore, the Karnataka State Transport Corporation (KSRTC) has focused
on starting the service with a strong information technology-based
surveillance, monitoring and accountability programme. This is an early
recognition of the principle that it is the quality of service that can become
the game changer.

ACTION AGENDA

Tumkur, a small city, represents a class of cities and towns that are finding
ways to develop organised and formal public transport systems; these cities
are traditionally served by extensive para-transit modes. A lot of trial and
error is expected in this group of cities before organised systems become
successful. Para-transit or autos are low occupancy but high frequency
short distance affordable services that are very appropriate for smaller
cities. Any organised formal system will have to compete with them. In fact,
in several cities like Jalandhar, Ludhiana and Kanpur the new bus systems
have found it difficult to compete with these systems.
In such a scenario, the KSRTC, while launching the new bus system in
2011, adopted low fare-high frequency policy supplemented by strong
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monitoring to create a niche for itself. This has shown results. The KSRTC
reports a 20 per cent modal shift — mainly from para-transit —
immediately after the introduction of the bus service. It could also recover
its cost of operations and make a small profit. However, it would need to
continue to innovate to remain sustainable, and work towards finding more
effective ways of integrating the para-transit as feeder rather than as a
competitor service.

WALKING AND CYCLING
The minimal that is understood about walking and cycling in most cities is
that roads need pavements; however, even this minimal requirement is not
adequate and continuous on all roads. Policy does not understand that
walking infrastructure is needed to enable safe access to public transport
and services and cut distance and short motorised trips. Yet walking and
cycling are ubiquitous and pervasive, and there is already a serious
community reaction and protest across cities against poor walkability.
In fact, this review shows that the cities that have witnessed some policy
action on correcting the course have also experienced civil society
movements for improved walkability and public transport connectivity.
Policy action on walking and cycling is complex as it requires efforts to get
well designed and safe infrastructure, policies on design guidelines (to get
the principles right) and a legislative framework to protect the right of the
road users. This composite action is missing in most cities. Only a few policy
actions have shown up in a few cities that firmly uphold at least one right
principle. In fact, often cycling and walking infrastructure is seen more as
a facelift project for urban space rather than as a usable asset for people.
Delhi is the first city in the country to have formally adopted street design
guidelines with the requisite detail needed to make a street accessible and
safe, with space for various road users. The street design incorporates
vending zones, three-wheeler stops, road furniture and pedestrianoriented lighting, and is well integrated with other environmental elements
including tree shade, water permeability etc. Crafted by the UTTIPEC, this
is expected to be the basis of approval of future road projects in Delhi. If
implemented with rigor and stringency, this can transform access network
in the city. This can also improve safety in a city that is notorious for the
highest incidence of road accidents in the country.
In fact, this process of framing street design guidelines also fed the process
of revising the Indian Road Congress guidelines, which is the voluntary
code followed by all road construction agencies including public works
departments of cities. Several lacunae in this code related to walking
infrastructure have been set right.
Delhi already has set a good precedence in a well-designed walking and
cycling lane along its BRT corridor. This has a range of features that fulfills
the needs of road users. These include an universal design for the
physically challenged, space earmarked for autos, pedestrian-oriented
lighting and crossings, and several other good design principles.
The Chennai Municipal Corporation has established an important principle
in its efforts to redesign streets. It has aligned its new initiative with the bus
routes, recognising the principle of synergy between walkability and public
transport access. As a big metro city which otherwise has embarked on
road widening and flyover building exercises on a massive scale, Chennai
has now started to reclaim space from the motorised lane. On several
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stretches as part of the new initiative, it has reduced the width of motorised
roads to widen the footpaths. This is an important policy message.

THE STUDY

Bhubaneswar stands out among all for an exemplary initiative to build
continuous and extensive walking and cycling infrastructure and protecting
it from encroachment. It has also made special efforts to include hawkers
in its plan. During a visit to the city, it was clear that this nearly 15 km of
extensive, well designed and continuous infrastructure has induced
walking and cycling traffic.
A few cities are also trying to free at least a prominent stretch from
vehicular traffic and reclaim space for walkers. Puducherry has been most
effective in introducing no-vehicle zones for limited duration on targeted
streets during weekdays and for the entire day during weekends. This is a
step towards reclaiming space from vehicles. Such initiatives have also
been noted in a few more cities, but they exist in these cities more for a
recreational reason. The early morning restriction on vehicular movement
for cyclists on the Necklace Road in Hyderabad, or the beautifully done
stretches along the sea face in Mumbai are examples of such initiatives.
Similary, Visakhapatnam has introduced vehicle- free zones and cycle
tracks in two areas — R K Beach Road and YSR Park to RTC Complex
during the morning and evening hours.
Dehradun shows grit in having stopped vehicular access to the central
commercial hub in the heart of the city — Paltan Bazaar — during the day.
The initiative holds despite massive protests from local people and
business. Some relaxation has been given only for two-wheelers and school
and emergency vehicles.
Other than this, the recreational centres and temple towns of India show
numerous actions on pedestrianisation with the aim of giving priority to
pilgrims. Some such notable initiatives can be seen at the Golden Temple in
Amritsar and at Mysore Palace.
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Considerable rethink has been noted in Chandigarh, which so far has been
following strong pro-car policies. These policies have made many stretches
of its roads accident-prone and unsafe. A reversal, however, is being noted
— the city is beginning to reduce the excessively high speed of 65 kmph
inside its boundaries, redesigning rotaries for traffic safety and even setting
up safety committees to address the issues of walking and cycling.
Popular cycling movements are also building up in cities. These are
spontaneous movements of enthusiasts, but closely linked with access and
health. It is taking a more organised form where policy interventions are
being made for bike-bus or bike-Metro integration through bike sharing
practices. However, these efforts are still very early and nebulous. They will
require sustained policy back-up and infrastructure support.

ACTION AGENDA

In the meantime, more organised efforts are being noted for protecting and
integrating cycle-rickshaws. The most notable is the initiative of the small
town of Fazilka in Punjab which has revolutionalised non-motorised
transport by reinventing it to meet modern mobility needs. This is now being
scaled up for other Punjab cities, especially after the Punjab and Haryana
High Court order to introduce this in 22 other cities of the state. Chandigarh
has been the latest city on the list; the Chandigarh Administration has
extended its patronage to eco-cabs and provided land for its stands.
Guwahati has been innovative about reorganising the cycle-rickshaw as a
mobility paradigm: it has integrated livelihood requirements and a well
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designed financing scheme through its Rickshaw Bank programme. Its
Deepbahan project has been catalysed by a civil society group and has now
found policy support with the government coming forward to subsidise the
scheme.
A range of initiatives has been noted in hill towns that are land
constrained and cannot afford vehicles completely choking the available
space. Some cities have demonstrated an early recognition of this
challenge. A very notable initiative has been in Gangtok which has fully
pedestrianised its central hub along the MG Road, which has been
reclaimed from motor vehicles and redesigned as a plaza with all
amenities for walkers. This has increased footfalls and business in the
area. It has also improved direct walk access to the central hub. A similar
initiative has been noted in Shimla which has pedestrianised its core,
stopping vehicular access to the zone.

AUTOS AND TAXIS
Intermediate public transport (IPT) includes a plethora of small systems
such as autorickshaw and taxi services. These days, its ambit has been
broadened to include organised ride-sharing schemes as well. However,
autos and taxis remain the most ubiquitous of all IPT services.
There is a serious disconnect in policy understanding about the importance
of these systems in all classes of Indian cities. IPT is a unique and
spontaneous response of the market to cater to travel demand efficiently,
flexibly, and at affordable prices in shorter distance ranges that cannot be
catered to effectively by formal and bigger public transport services. With
high frequency and low occupancy vehicles manning it, IPT is an extremely
efficient and appropriate service for most Indian cities where a majority of
travel trips have short distance ranges. This is the public transport that
also competes with the comforts of a car in reaching the doorsteps of the
commuter. Not surprisingly, it has helped cut down on personal vehicle
usage. If IPT is destroyed, the shift to personal transport — both cars and
two-wheelers — will be more rapid.
IPT will require careful planning and deployment for last mile connectivity
and as feeders in the big cities. In the smaller cities, organised para-transit
may be the most efficient system and far more important than formal big
systems. The experience with the JNNURM bus programme shows formal
bus systems find it difficult to perform and deliver in smaller cities that
have entrenched para-transit systems. It is difficult for arterial road-based
low frequency buses to cater to the frequent short distance travel
requirement that para-transit can cater to.
But city governments are trying to remove para-transit to make way for big
buses. This is counter-productive; it kills the IPT system, which cannot be
effectively replaced by buses. Bus programmes in Kanpur, Jalandhar and
Ludhiana are facing this problem.
Additionally, these small people carriers fall easy victim to policy wrath and
elite disdain and are branded as polluting, unruly and ungainly vehicles
that tarnish the smart look of the city. Autorickshaws are often the first to
be capped or evicted for pollution control in cities.
Recently, some reversal of the harsh policy towards autorickshaws has
been noted in a few cities. Delhi takes the lead in this: it has done course
correction by reversing the policy of capping the numbers of
autorickhshaws. The decision to cap the numbers was originally taken by
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the city government in 1997 and endorsed by the Supreme Court as a
pollution control measure. It created a severe deficit in service in a growing
and heavily populated city with enormous travel demand. The gap between
demand and supply led to distortions in the auto market as well as service
levels, leading to harassment of commuters.
Recognising this as a legitimate form of public transport, the Delhi
government with the consent of the Supreme Court, has reversed the cap
and introduced reforms to make this service more organised. These
vehicles have been put on GPS tracking systems for enforcing proper
metering and fare rules, safety provisions, etc. The drivers are being issued
smart cards for enforcement. The services’ pollution potential has been
reduced by putting it on CNG and now a small niche market of electric
three-wheelers is also evolving.
Mumbai has also taken the lead to encourage a more layered intermediate
public transport system. It has undertaken fleet renewal based on CNG.
Several ride sharing schemes are now in operations. Efforts have been
made to address drivers’ welfare and behaviour. There are several service
improvement schemes in the pipeline, including the requirement of
displaying boards about the status of availability of autos. The department
has also begun to act on the complaints of commuters. It has one of the
better organised radio taxi services in the country. Its seaplanes offer a
unique opportunity in a coastal city.
Among smaller towns, Alwar has introduced a planned and organised
para-transit based on a cleaner vehicle fleet. This van-based service,
called Alwar Vahini, was initiated by the local administration to provide an
organised system in a town that does not have formal public transport.
This initiative, however, has brought about another dimension of conflict
in the diverse small systems in smaller towns: it is displacing the
traditional autos and cycle-rickshaws. This raises a concern about finding
ways of integrating different systems that are also important for
livelihoods and not introducing them in isolation.
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Inland waterways as intermediate public transport: This review has also
brought into focus several initiatives in riverine cities where inland
waterways are being leveraged to meet commuting requirements.
Kochi in kerala stands out in this regard. Kochi has a focused plan to revive
as well as link its ferry service with its Metro. It already has an efficient
water-based intermediate public transit. It takes just Rs 5 and 15 minutes
to commute from Fort Cochin to mainland Ernakulam by a ferry, as against
Rs 12 and almost an hour by the bus. With a frequency of 15 minutes
during peak morning and evening hours, the ferry service is most preferred
by locals. In fact, there is a demand to increase the frequency to under 10
minutes. But due to competition between the state-owned bus service and
the largely privately operated ferry service, the waterways are being
ignored by the city authorities.

ACTION AGENDA

The Kochi Metro will be one of the few Metro projects in the world to be
integrated with the water transport system. Boat service will start on an
experimental basis on the Vyttila hub-Kakkanad route once the jetty near
the hub is ready; if found feasible, a regular service will be introduced
soon. The Kochi Metro Rail Ltd is pressing for a feeder system, and road
and water connectivity.
In West Bengal, the ferry system which connects Howrah railway station
to the city is one of the oldest colonial legacies of Kolkata. It has not
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only survived, but is now playing an important role in multi-modal
integration. Most of the ferry piers are conveniently located near railway
stations or a short walk from other public transport nodes, including Metro
lines. The ferry services cover a wide swathe of the Kolkata Metropolitan
Area. The system is now carrying more people daily than the trams.
Yet another interesting concept that is taking shape comes from Srinagar
in Jammu and Kashmir, where the recreational boat ride on river Jhelum
is being transformed into a water taxi service which even the local people
can use.
Clearly, innovations are possible in this sector that can effectively reduce
automobile use.

RESTRAINTS ON CARS
The message from across the world is very clear. Providing options to carbased travel is not enough to cut automobile dependence. Cities need
additional measures to correct the cost of using and owning a car, based on
the environmental and social damages they inflict. Globally, cities are
moving aggressively towards imposing congestion charges and road pricing
to discourage car travel in targeted areas. Some of them, including Beijing,
Shanghai and Guangzhou, are capping the number of cars that can be sold
in a year.
Indian cities that are already witnessing overwhelming car and twowheeler traffic need to take similar measures to reduce dependence on
personal vehicles, cut pollution and improve liveability.

PARKING POLICY
A parking policy is the most misunderstood and misused policy instrument
when it comes to operating it as a personal vehicle restraint measure. The
NUTP has taken on board the demand management principles which state
that parking should pay for the value of the land it occupies, thereby
implying that blocking public spaces for personal use cannot enjoy a subsidy.
The Supreme Court directives to the Delhi government are also explicit
about discouraging car usage.
All JNNURM beneficiary cities have a mandate under the programme to
develop a parking policy according to the principles of the NUTP. Cities are
struggling to develop such a policy; none has met the benchmark yet. There
is no official composite policy that has been notified in any city that can be
assessed and benchmarked. However, a few cities have come forward to
design their parking strategies in a way that enables them to work as a
demand management tool.
Kolkata — principle of restraint: Among all the metros, the most notable in
this regard is Kolkata. Kolkata has evolved a strategy that comes closest to
meeting the principles of travel demand management measures or a car use
restraint measure. This city has the highest parking fee in the country — Rs
10 per hour, which is enforced across the city in all paid parking areas.
It is also the only metro city with clear residential parking requirements.
Night parking in residential areas of Kolkata are managed by the Kolkata
Municipal Corporation (KMC). After a car owner applies for night parking in
front of her/his house and/or on a specific stretch of road, the KMC carries
out an inspection. The thumb rule is that after parking, there should be
ample space for a fire service vehicle to ply. If the road is narrow, night
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parking is not allowed. The rates for night parking are Rs 400 per month and
car owners are given a sticker. The KMC conducts regular night patrols to
check on illegal night parking and vehicles parked illegally are towed away.
This has effectively dampened on-street parking in residential areas as well
as car ownership in land-constrained localities. In fact, this rule has led to
a spontaneous free market in renting of garage spaces. This is purely
market-driven, without any government subsidy for luxury consumption.
From a global perspective, this development in Kolkata is a very important
step forward. Today, such practices, especially for residential parking, have
become effective instruments in cities like Tokyo.
Delhi — protecting green spaces from parking: Delhi is developing a
comprehensive parking policy as a restraint measure and also as part of
transit-oriented development guidelines. This will be included in the
revised master plan of the city.
A noteworthy step that Delhi has taken is in barring parking structures in
green areas and neighbourhood parks. Appropriate amendments have
been carried out in the Delhi Master Plan 2021 to enforce this rule. In the
face of public protest in several neighbourhoods against construction of
parking lots on neighbourhood parks, the EPCA intervened to direct the
civic bodies that parks and playgrounds would not be permitted to be
utilised for parking purposes as it would destroy breathing space and
playgrounds for children. The nine locations where such constructions had
already been allowed were mandated to restore 90 per cent of the site to
flat playground conditions with landscaping using shrubs and grasses. On
the remaining 10 per cent land on the sides, trees will be planted. A small
portion could be used as a ramp.
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Gangtok and Aizawl — using parking strategy to control car numbers:
The hill cities of Gangtok, capital of Sikkim and Aizawl, capital of Mizoram,
recognising the constraints of land availability in hill areas and the
vulnerability of scarce urban space to car encroachment, have cracked
the whip. In both the cities, official gazette notifications have been issued
that require any prospective car buyer to first provide proof that they have
their garage space and will not crowd on the roads. Gangtok has
implemented this with due diligence and is known to have even taken action.
Rajasthan cities including Jaipur have implemented a similar measure
following the directive of the High Court of Jodhpur. In Jaipur, the transport
department demands an affidavit on proof of parking for purchase of cars.
However, its implementation is not based on any physical verification. The
leakages in the system, therefore, are not yet clear.

ACTION AGENDA

These steps follow an important principle of restraint. They now require
effective implementation and scale. These messages from a few cities are
important at a time when most other cities are obsessed with finding more
parking spaces, especially high cost structured multi-level parking lots,
fanning more motorisation.

TAXING THE BAD
The wisdom of taxing products and services for their vices and not for their
larger social and environmental worth is often lost on our policy makers.
Pricing and taxation measures can be more cost effective in influencing
change than command and control measures. They can also broaden the
revenue base and influence commuting and consumer preferences. Fiscal
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correction and incentives can make a difference.
But using tax measures to influence commuting choices of the masses, or
to push the market towards clean and fuel efficient vehicles, is a very new
area of governance in Indian cities. Fiscal management has not matured to
take on board the key principles of sustainability and design a fiscal
strategy that can influence choices.
This review has focussed on steps taken by the states in the areas of vehicle
and fuel related taxation policy, any special fiscal measure for public or
environmental good, and initiatives to create dedicated urban transport
fund to meet the cost of transition in the urban transportation sector. This
is particularly important now as the investment requirement for scaling up
of public transport options is enormous in cities.
Expecting states to take steps when the national government has shied away
from adopting environmental parameters for designing taxation policies in
the transportation sector, is a challenge. The only trace of green in the
national taxation policy is the differentiated excise duty according to the size
of the vehicle engine. After the reform in the last Union Budget of 2013-14
in which the taxes on SUVs were increased further has sharpened the
difference between the excise duty on small and big cars. This somewhat
acts as a proxy of taxing according to level of energy use. Bigger cars and
SUVs pay more for using more fuel. However, this needs to be developed
further to be more explicitly linked with emissions and energy consumption.
Another national policy that has created the mandate for the taxation
reforms in the transportation sector at the city level is the JNNURM reform
agenda. This has asked for rationalization of vehicle and fuel taxes and
tapping of both conventional and non conventional fiscal strategies
including land value gains to create dedicated urban transport fund. The
review clearly shows that none of the fiscal measures at the state or the city
level comprehensively reflect all the key principles.
The snapshots of the action show though there is wide variation in the level
of motor vehicles taxation across states, none has taken a step to correct
the distortion between the car and bus taxation.
Odhisha and Chattisgarh are the only states that impose equal sales tax on
diesel and petrol. This is a unique approach in the country where diesel
does not enjoy preferential taxation.
Only Delhi has taken the special initiative to apply the polluter pay principle
and imposed an environment cess on per litre of diesel sold to create an air
ambience fund to finance pollution control activities.
Very few cities have taken steps to set up dedicated urban transport fund and
earmarked revenue streams. Pimpri Chinchwad leads for designing the fund
transparently and in linking it explicitly with funding of public transport. It has
also begun to tap non-conventional sources like land value gain along the BRT
corridor. Karnataka government scores high for structuring and planning the
fund well and also for keeping its spending objectives more aligned with
sustainable transport indicators. Rajasthan has also identified a complex set
of revenue streams to create the fund. It has prepared an elaborate business
model to spend the money. However, the spending objectives in Rajasthan are
not explicitly linked only with public transport. The same fund can be used for
road widening, flyovers, foot over bridges as well.
Overall, fiscal measures for transportation sector can change if it is linked
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with state level sustainable urban transport policy. But states do not have
such policies to guide spending priorities in the transportation sector.

THE STUDY

As of now only a few cities have responded to the top down prescription from
the Union ministry of urban development. But this will have to be rooted in
the local fiscal governance to influence the spending priorities. The fact that
there is little provision of dedicated budgetary allocation to public transport
and non-motorised transport in cities is largely due to the lack of a composite
sustainable transportation policy to guide the investment decisions.

INTERFACE BETWEEN LOCAL ACTION AND NATIONAL POLICIES
This review is about action in cities. However, mitigation requires local,
regional and national level plans and synergy of action. More harmonised
action in terms of common but stringent emissions and fuel efficiency
standards, vehicle and fuel related taxation policy based on differentiated
principle and polluters-pay principle to influence choices, policy guidelines
on sustainable principles for public transport, compact city design and
accessible and safe cities are needed for winning in future.
Emissions standards for vehicles: The country needs uniform and
stringent emissions standards for it to reduce local pollution impacts of
motorisation. As the public health challenge is equally serious across cities,
policies by design must not create two classes of citizens. The Auto Fuel
Policy Committee, set up to propose the emissions standards roadmap for
vehicles, needs to give a stringent timeline for introduction of Bharat Stage
IV nation-wide by 2015 and Euro VI by 2020. The new roadmap needs to
reduce the time lag with the best global standards and leap ahead.
This is needed to address the toxic risk from diesel emissions that have been
classified as class I carcinogens. The quality of diesel fuel and technology
available in India is not a climate winner either. Global studies show that
diesel black carbon emissions are heat-absorbing. Therefore, reducing black
carbon from diesel vehicles gives both climate and public health benefits.
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Fuel economy standards for vehicles: Similarly, to reduce the energy
impacts of motorisation across cities fuel economy standards for cars as
well as heavy duty vehicles must be enforced quickly. India is the only
vehicle producing region in the world that does not have fuel economy
standards. The Bureau of Energy Efficiency (BEE) under the ministry of
power is setting the standards and the ministry of road transport and
highways is responsible for implementing them. The new standards are
being set as corporate average fuel consumption (CAFC) standards. The
approved CAFC standards have laid down a target of 18.15 km/litre (or
129.8 gm of CO2/km) in 2015 and 20.79 km/litre (or 113 gm of CO2/km) in
2020, after adjusting for increase in the average weight of the car fleet.

ACTION AGENDA

However, the automobile industry is pushing hard to delay the introduction
of the standards to 2018 and 2023 and also do away with the requirement
of adjusting to the change in weight. Heavier cars burn more fuel, and the
standards must account for this.
If the proposed standards of 113 gm CO2/km at the current level of average
weight of the car fleet of 1,035 kg continues without change, and the
average weight increases to 1,145 kg in 2021, the stringency of the
standards will reduce. In effect, 113 gm CO2/km will become 118 gm
CO2/km in 2021. According to the estimates of the US-based International
Council of Clean Transportation, over the 150,000 km of the useful life of a
vehicle, this will translate into excess fuel use of 315 litre, or a loss of Rs
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24,000. Already, the average weight of the car fleet is increasing at the rate
of 18 kg a year because of a shift towards bigger cars and SUVs.
This pushback is unfortunate when Europe has specified a target range of
68-78 g/km in 2025. Both places starting from nearly the same level in
2010, but one will have nearly halved the emissions by 2025, while the
other would have cut it barely by 25 per cent, if that. While the approved
targets are aiming at 20 per cent CO2 reduction over 2010 levels in 2020,
the car industry is proposing just 16 per cent reduction as late as 2023. If
implemented according to the original plan the approved standards will
enable fuel savings of close to 103 million tonne of oil equivalent. Any
dilution will significantly reduce these savings.
The approved proposal has been finalised after due diligence, interdepartmental deliberations, public consultations and the Prime Minister’s
approval. This must not be compromised and reopened through backdoor
negotiations unilaterally.
Urban transportation policies: At the national government level the Union
ministry of urban development, under the aegis of the National Urban
Transport Policy, has initiated a process of setting guidelines for urban
transport reforms, service level benchmarks for public transport, habitat
standards for compact and accessible city design among others. While
these guidelines will have to be worked on more for robustness and
comprehensiveness, these help to indicate the principles and direction of
change needed in cities.
However, the Central guidelines can achieve little if the process remains
prescriptive and top-down. States and cities would need their own legal
framework and policies and also community participation to strengthen
grassroot action. Cites will also need to build institutional capacity and new
genre of skills associated with new paradigm of transport planning and
implementation.

SIGNPOSTS
The scattered green steps — however small they may be — point to the
direction of change and provide the foundations for future change. The
question for India is how soon will it see the big turn around? The change
needs scale and the right principles to make a difference. It needs to avoid
the trade-off between steps taken to promote sustainable mobility and the
investments driven by the needs of personal motorisation that creates
enormous pollution and energy leakages in the system.
Public policy needs more explicit framework to achieve co-benefits of public
health and climate mitigation in the transportation sector. Even though cobenefit as a principle has been taken on board at the national level, the
mechanism and indicators to test the outcome of the policy interventions at
the city level are absent. Cities do not track, record or assess the problems
and solutions for co-benefits. The melange of principles and indicators that
this review has considered for assessment of action in cities are not within
the purview of policy and implementation at the city level. Cities need new
generation of data protocol for sustainable planning.
Policy will also respond if public opinion is sharp enough to demand and
support change. But people’s knowledge about the ills of motorisation — its
health and climate impacts — is not deep enough to counter the opposite
pressures. Change is possible. But it needs support and direction; it needs
knowledge and information to drive it.
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