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Abstract 

Mobility is seen as something inevitable in cities in that it is almost considered a right. Karachi is 

the biggest city of Pakistan and classified as a megacity with its 20 million people. It also has a 

transport system in crisis, which is best describes as severe congestion on roads and an 

insufficient public transport system. Through using discourse analysis this study has 

investigated sustainable mobility in the first and the current city plan of Karachi: The Greater 

Report on Karachi 1952 and Karachi Strategic Development Plan 2020. This has been done 

through an analysis of what is considered ‘good’ or ‘desired’ mobility, as well as how the 

problem representations behind the solutions are stated in the plans and how the plans relate to 

social equity and environmental concerns. 

Findings show how a high mobility historically was and still is important in the plans, which is 

exemplified through a preference for the car and a mass transit system for Karachi. Another 

common element is how congestion acts as a driver for the development of both transport 

system. Notably is that Karachi today has a low car ownership per capita and high public 

transport use. Public transport is used by the poorer people who to a large extent have no other 

choice but to use it, but wants to get out of having to use it. The public transport system is also 

mainly run by the informal system, which is not preferred by the plan. Therefore the current 

public transport system is not desired even though it is used by the majority of the population, 

and the trend is moving towards more individualized motorized modes of transport, not in line 

with sustainable development.  

The findings result in a discussion that problematizes the current direction in planning and the 

way mobility is perceived by putting the findings in a bigger perspective and searching for how 

these problem representations have come to be. The discussion also includes possible future 

directions in urban planning in Karachi that can be used to promote sustainable mobility. 

Keywords: Discourse analysis, Karachi, Sustainable mobility, Karachi Strategic Development 

Plan 2020, The Greater Report on Karachi 1952 

  



 

Sammanfattning 

Mobilitet är något oundvikligt I städer, det ses nästan som en rättighet. Karachi är Pakistans 

största stad och klassificerad som en megastad med dess 20 miljoner invånare. Karachis har 

också ett transportsystem i kris, som bäst beskrivs genom grav trafikstockning och ett 

otillräckligt kollektivtrafiksystem. Genom att använda diskursanalys så har denna studie 

undersökt hållbar mobilitet i den första och den nuvarande stadsplanen för Karachi: The Greater 

Report on Karachi 1952 and Karachi Strategic Development Plan 2020. Detta har gjorts genom 

att analysera vad för mobilitet framställs som ’bra’ eller ’önskvärd’ och hur problem 

representationerna, som ligger grund till lösningarna, skrivs fram i planerna samt hur planerna 

förhåller sig till social rättvisa och miljöproblem. 

Slutsatserna visar på att en hög mobilitet var historiskt, or är fortfarande väldigt viktiga I de 

båda stadsplanerna, exempel som påvisar detta är att båda förespråkar bilen och kollektivtrafik 

(med hög kapacitet). En annan gemensam nämnare är trafikstockning och hur detta drivit på 

utvecklingen I de båda trafiksystemen. Noterbart är att Karachi idag har ett lågt bilinnehav per 

capita och ett högt kollektivtrafiksanvändande. Kollekivtrafiken används av den fattigare delen 

av befolkningen som inte har något annat val än att använda den, men som vill komma ut ur att 

behöva använda den. Kollektivtrafiksystemet styrs också av den informella sektorn, vilket inte 

är önskvärt planen sett till. Därför är det nuvarande systemet inte önskvärt, och trenden går mot 

fler privatfordon., vilket inte är i fas med hållbar utveckling. 

Slutsatserna resulterar i en diskussion som problematiserar den nuvarande riktningen i 

planering och hur mobilitet ses på genom att sätta slutsatserna i ett större perspektiv och 

utforska hur dessa har uppkommit. Diskussionen avslutas genom att ge möjliga tillvägagångssätt 

för en framtida planering i Karachi för att promota hållbar utveckling. 

Nyckelord: Diskursanalys, Karachi, Hållbar mobilitet, Karachi Strategic Development Plan 2020, 

The Greater Report on Karachi 1952 
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1 Introduction 

Karachi is a megacity of around 20 million people. Up to this date there has been five attempts 

for city plans in Karachi, none have been successfully implemented. This have, together with 

rapid urbanization, lead the transport system into crisis. Through a discourse analysis of 

sustainable mobility this study aims to contribute to a discussion of sustainable mobility in 

Karachi through analyzing the first and the current master plan of Karachi. 

1.1 Urban challenges connected to mobility 

Mobility works in different ways in different cities. In Western car-dependent societies, planning 

for the post-car era has become the current trend in planning as cities try to move away from car 

dependency (Jensen, 2013). However, the challenges of many mega-cities in the developing 

world are different, traffic is already unbearable but car-ownership increases like never before. 

In Karachi the transport system is described as to be a system in crisis due to its insufficiency in 

meeting the needs of travelers (Hasan, 2002b). An identified problem is that too much focus is 

on developing the under-developed road system and too little on developing a functioning public 

transport system (Muhammad Tahir et al., 2011). Additionally, urban challenges connected to 

mobility are far more complex, which according to the UN include: access for all (meet the 

economic and social needs of the population), affordability (both time and direct costs of 

transport), safety (road safety), environmental impact (avoid polluting and fossil-fuel driven 

vehicles), institutional capacity (the local government can ensure mobility for its citizens) and 

the sustainable mobility culture (offering a multitude of transport alternatives) (UNACLA, 2013). 

Rather to research what is the optimal investment, this report looks to reveal and dissect the 

problem formulations behind what become solutions to transport problems.  

1.2 Plans and Mobility 

Mobility and cities are closely connected to each other; you cannot have one without the other. 

Examples from Curitiba, Brazil, and Stockholm, Sweden, show how the introduction of their 

respective public transport systems greatly influenced the future development of the cities by 

affecting its urban structure, institutional set-up and people’s way of life (Weingaertner, 

2005).This gives ideas of how mobility can shape a city: that they are closely interlinked. 

Additionally, Priester, Kenworthy and Wulfhorst (2013) argues that mobility is affected by 

several different factors such as the spatial structure, existing transport supply and the 

population’s individual mobility behavior (as well as economic, political and cultural conditions). 

Therefore mobility does not only shape a city, but is also shaped by the city. Furthermore, 

policies connected to the urban environment can be seen as both a reflection of the 

contemporary understanding of what a city is, as well as shape these understandings and the 

city itself (Cochrane, 2007). Mobility is thus linked to both the city and the people within it, and 

for example city structure and norms of behavior both shape and are shaped by mobility. 

The norms and assumptions are made when planning for mobility gives clues about the 

understanding and the shaping of the city. Exploring what is understood as ‘good’ or ‘desired’ 

mobility and for who is the key into seeing how priorities are made when planning for mobility 

in cities. Different views on people, the city and mobility changes the way we move. This raises 
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the importance of investigating what this view is, how mobility is perceived and what 

consequences it has for the future city and for whom:  

“Capturing ways of seeing mobility thus widens our language for engaging with questions 

of mobility and its political and social reality and possible futures.”                     

(Jensen, 2011) 

 

What issues are presented and what strategies are put forward to solve these issues of mobility 

can be seen through the pre-assumptions and social norms described in them. According to 

Bradley (2009) it is important to scrutinize the social norms that underpins planning strategies 

before a transformation to a more sustainable and just society can be started. This is because 

assumptions and norms can either be a driver or barrier to sustainable development, and favor 

or disfavor different groups in society. 

1.3 The use of discourse  

The occurrence of discourse analyses in the field of urban planning research is becoming more 

and more frequent and many examples problematizing urban planning approaches can be found 

in literature. How reality is perceived influence the outcome, which is exemplified by Røe (2014) 

who in his paper problematizes how place-making is viewed upon in Norwegian state-initiated 

planning where the shortcomings is that it does not have the ability to deal with the social and 

cultural differences that exists. Clashes between policy and planning documents with the local 

priorities and existing structures that result in people becoming marginalized seem to be a 

reoccurring concern (Burns, 2004, Andersson et al., 2011). This shows that urban planning 

sometimes have shortcoming when it comes to reflecting society in a representative way.  

There is also a growing body of literature questioning the ‘fairness’ of mobility in today’s society. 

People do not relate to mobility in the same way, as certain kinds of mobility are assumed to be 

more natural/fundamental than others (Cresswell, 2006). This can be connected to current 

Karachi, where construction of expressways to liberate congestion on roads leads to the 

immobility of pedestrians due to lack of pedestrian bridges (Hasan, 2015). The freedom for 

some to move indirectly exclude others’ freedom to move, they are not free in the same way 

(Sheller and Urry, 2006). In general the social inequality of current mobility systems is getting 

more and more substantial and many recent studies point towards not everyone have equal 

access to mobility (Hannam et al., 2006). Searching for the distribution of possibilities for 

mobility can reveal social inequalities through identifying what type of mobility, for example 

mode of transport, is prioritized or seen as fundamental to society.   

Sometimes certain norms of behavior are favored in planning documents over others. This can 

be found through looking at what underlying assumptions about a certain way of life, or what 

approach to an issue, is promoted. Examples from Sweden show how the middle-class norm for 

a more climate friendly way of life: the sustaining of behavior through new technology and 

organic foods permeated the debate (Bradley, 2009). Consequently, other sorts of climate 

friendly behavior, such as less consumption/resource use/curbing car-use are not equally 

promoted in policies (Jensen, 2011). In developing countries that historically have had a large 

share of non-motorized modes of transport generally equates these with symbols of poverty, 

and form policies thereafter (Priester et al., 2013). An expanded window for seeing mobility 
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through what behavior and norms are promoted contributes to the understanding of how we 

plan, what issues are identified and how they are approached. 

1.4 Aim 

The aim of this study is to make a discourse analysis of how mobility is perceived in past and 

current planning in Karachi and contribute to the discussion of sustainable mobility in Karachi. 

1.5 Research questions 

 How are problems represented in past and present mobility planning in Karachi  

 What is considered ‘good’, ‘desired’ and ‘sustainable’ mobility in past and present 

planning in Karachi?  

 How does the problem representations and what mobility is seen as ‘good’, ‘desired’ or 

‘sustainable’ relate to social equity or environmental concerns 
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2 Theory and Method  

2.1 Discourse analysis as theory 

A discourse can be explained as a shared way of understanding the world (Dryzek, 1997). This 

understanding is a construct of a reality, which is conceptualized by the language we use. The 

aim of a discourse analysis is to deconstruct this (construct of) reality and expose what 

preconceptions are used and considered as normal. Since a discourse is just one representation 

of reality, what reality is represented influence what we perceive as right or wrong as well as 

what we think can be changed/challenged or not (Winther Jørgensen and Phillips, 2002). An 

example of this is shown by Campbell (2006) in the context of climate change and spatial 

planning, where she argues that actions towards climate change highly depend on the problem 

definitions, which in turn limits the scope of action and what options and possibilities are 

considered. Through using discourse analysis different constructs can be pinpointed, exposed 

and dissected. Thereafter the importance of what problems are brought up and how they are 

presented can be highlighted. 

The point of departure when comparing different discourses is to pinpoint the differences and 

try to see what consequences the discourses have, respectively, and at the same time see what 

understanding of the world is assumed and what understandings are disregarded (Winther 

Jørgensen and Phillips, 2002). Some discourses can describe realities that are only true for 

certain groups in society; it is therefore important to see who has access to and power over the 

realities described and in what way. A discourse can hence be favorable to some people and 

disfavor others, which both cause and reflect power relations in society. Revealing these power 

relations thus provides a basis for working towards a more equal society.    

Fairclough developed critical discourse analysis (CDA) as a method to, as given away by the 

name, critically examine discourses and contribute to social change. Fairclough’s theory states 

that a discourse is both constitutive and constituted; this means that the social practice in which 

a discourse is used is also studied when conducting the analysis.  

”It is central to Fairclough’s approach that discourse is an important form of social 

practice which both reproduces and changes knowledge, identities and social relations 

including power relations, and at the same time is also shaped by other social practices 

and structures.”                  (Winther Jørgensen and Phillips, 2002)  

 

It is therefore important when conducting a CDA to use alternative methods (i.e. interviews) 

apart from text analysis to be able to link text with the social and cultural processes in society.  

2.1.  Analytical framework 

City plans are “problem-solving” by nature as they are made to address current and future 

challenges and problems. Discourse analysis is a way to see the relationship between language 

use, how planning problems are framed and how potential solutions are justified (Maccallum 

and Hopkins, 2011). Uncovering the underlying ideas and thoughts behind problem 

formulations is a key into understanding the construction of society. As in the CDA approach, 

Bacchi (2009) takes a critical approach to the construction of the social world through discourse. 
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By asking “What is the problem represented to be?” the constructed problem is interrogated 

instead of focusing on the solution. The solution is a product of the problem addressed, and 

assessing the problem representation hence gives a better understanding of what assumptions 

have been made to shape them. Bacchi (2009) suggests questioning the problem through asking 

questions like “what pre-assumptions underlie this representation of the problem?” and “what is 

left unproblematic in this problem representation?”. How these problems or challenges 

represent or constitute a ‘reality’ has different consequences for different people. Interrogating 

problem representations reveals dominant discourses and in this way the consequences for such 

a representation can be critically analyzed.   

“…the way in which the ‘problem’ is represented carries all sorts of implications for how the 

issue is thought about and for how the people involved are treated, and are evoked to think 

about themselves.”             (Bacchi, 2009, p. 1) 

 

What norms, behaviors and needed changes that are represented result in different proprieties 

of societal investments, which in turn have different impacts on social equality and 

environmental issues. It is in the rationale of a plan that problems are put forward and 

supported through what pieces of information are presented and how (Maccallum and Hopkins, 

2011). What is made problematic and/or important reflects the logic about how to attain a 

better society, as well as how such a society should look like. Bradley (2009) as well as Kaijser 

and Kronsell (2014) stress the importance of problematizing the norms and underlying 

assumptions that underpin this logic of for example a plan to see how different individuals relate 

differently to the issues or problems presented. Asking what social groups or what norms for 

behavior are present as well as how the ‘good life’ is constituted in a plan clarifies what is 

rationalized as common sense, which in turn reflects power and privilege in society (Kaijser and 

Kronsell, 2014). Revealing the norm or the ‘good’ practice in relation to environmental and 

social issues thus sheds light on how different groups in society relate to these problems. 

2.2 Sustainable mobility 

One of the aims of this study is to discuss sustainable mobility in the context of Karachi, 

therefore how sustainable mobility is defined in this study is given below.   

To start with there is no agreed upon universal definition of sustainable mobility, but it can be 

generalized as mobility that is economical, socially and environmentally viable for all groups of 

society. On a technical level, sustainable mobility can be defined on the basis of sustaining a 

certain percentage of CO2 in the atmosphere to reach the 2 degree target (Åkerman and Höjer, 

2006). However, due to the complexity of what sustainable actually means, this goal can be 

reached in different ways, and certain of those might be perceived as unsustainable. Even if 

sustainable mobility is hard to define, many researchers agree that the car is not it because the 

car contributes to unsustainable mobility behaviors. Often it is highlighted that the car gives rise 

to emissions, but planning for the car also causes a circle of unsustainable mobility that is hard 

to get out of (Rode, 2012, Zhao, 2010). Local studies from Karachi also points towards the fact 

that the car-oriented planning in Karachi has caused social, economic and environmental 

problems (Taiyab, 2008). Even as many agree that there is a need to move away from motorized 

transports, the most appropriate way to do that is yet to be discovered (Rode, 2012). Each city 
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thus possesses a set of local challenges and solutions when working towards sustainable 

mobility, but a direction towards more sustainable mobility can be pinpointed through looking 

at policy directions. David Banister (2007) have identified four directions towards sustainable 

mobility, namely:  

 Substitution. Reducing the need to travel through for example promoting working from 

home. 

 Modal shift. Transport policy measures towards promoting walkability in a 

neighborhood as an example.  

 Distance reduction. Land-use policy measures such as for example decentralization. 

 Efficiency increase. Technological innovation in the field of CO2 emissions from cars for 

example. 

These indicators will be used in this study to see whether suggested actions will lead to a more 

sustainable mobility system or not in Karachi. 

2.3 Method  

This study uses critical discourse analysis in the context of urban planning, in this case it means 

linking the properties of discursive interactions and texts with features of their social and 

cultural circumstances (Lees, 2004). When using discourse analysis theory and method are 

interlinked, they come as a package (Winther Jørgensen and Phillips, 2002). Furthermore, there 

is no specific method, but using discourse analysis means that there has been certain theoretical 

conditions: ontological and epistemological assumptions that has been accepted (Tunström, 

2009). Overall, this study has been guided by a set of questions that have emerged dialectically 

from studying theory and method, as well as the material used in the study. These have been 

used when presenting the findings of this study to aid in answering the research questions. They 

can therefore also aid the reader to follow the report.    

 What are the problems and what is made problematic?  

 How are these problems represented: can they be thought about differently? 

 How is the better (mobility) society presented in the plans?  

 What pieces of information is put forward as important regarding mobility?  

 How do the plans relate to social equity and environmental concerns? 

 What social groups and norms for behavior are present in these problem formulations?  

 Whose desired future is described? 

 

In addition to this the proceeding part of this chapter explains more thoroughly the way this 

study has gone about to increase the transparency and reproducibility of the study. The method 

used in this study is mainly a text analysis of the first and the current urban plans for Karachi 

complemented by interviews and a field trip to Karachi. The interviews and the field trip have 

been used to gather further information about the plans and about the contextual situation in 

Karachi. The methods were used to answer the research questions and are summarized in Table 

1.  
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Table 1 Method matrix. Summary of what method was used for each part of the study 

Mobility in Karachi Formal 
documents 

Interviews 
with key 
persons 

Observational 
studies 

Literature 
analysis 

Current planning 
and context in 
Karachi 

X X X X 

Past planning in 
Karachi 

X X 
  

 

2.3.1 Text analysis  

The material used in this report is centered around two plans, which work as the ‘practical texts’ 

of this study (Bacchi, 2009): 

 Report on greater Karachi plan 1952 (MRVP) 

 Karachi strategic development plan 2020 (KSDP-2020) 

 

To study the text a qualitative content analysis has been used. No computer programs have been 

used since the material is to a large extent non-digitalized; instead it has been studied by reading 

through the texts several times to find central themes, terminology, concepts or ideas that are 

used. More specifically words associated with mobility, which in the two master plans is related 

to traffic and land planning such as different modes of transport, the location of services and 

work, so in short how and where people travel have been pinpointed.  The different aspects of 

mobility have been scrutinized to see how problems are represented with regards to the aspects 

included in the analytical framework. These problems are then analyzed to reveal what drivers 

and underlying assumptions that have shaped them, and what mobility is put forth as preferred 

or desired in the plans as well as how the plans relate to social equity and environmental 

concerns.  

Additional information about the MRVP plan from 1952 is limited due to the fact that there are 

no documentations of it except for the plan itself. Therefore, the plan is used as the main source 

of information for how mobility was perceived in 1950s Karachi. Plans are ‘very durable 

products of planning’ according to Maccallum and Hopkins (2011) and insights about how they 

thought at the time can thus be gained. The KSDP-2020 plan is also used as the main source of 

information. In addition to the two documents both published and unpublished materials are 

used to support the text analysis. 

2.3.2 Interviews & observations 

Complementary to the written material, interviews and observations have been carried out. The 

aim of these interviews has been to give better insight into the current planning situation and 

how the mobility situation looks like in Karachi today, as well as to gather material to support 

the findings of the report. An interview with one of the participants of the MRVP plan has been 

carried out. During a study trip to Karachi seven interviews were carried out regarding the 

KSPD-2020 plan and the current situation in Karachi has been carried out. The following people 

have been interviewed: 
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 Lars Malm, Architect and planner of the MRVP plan. 

 Malik Zaheer-ul-Islam, former director of mass transit and chairman of the committee on 

transport at the KSDP-2020 

 Arif Hasan, Architect and planner 

 Shabbar Ali, professor at and chairman of the department for civil engineering  

 Roland deSouza, co-owner of engineering firm and executive member of the NGO 

SHEHRI  

 Farhan Anwar, Executive director of the NGO Sustainable initiatives 

 Muhammad Younus, Executive director of the NGO Urban resource centre Karachi 

 

Observations, field visits and other information sources: 

 Workshop with students at the master program of urban and regional planning (MURP)  

 Presentation of the Orangi pilot project (OPP) and methodology 

 Field visit to different community projects through Sustainable initiatives 

 General observations of the traffic situation in Karachi and interior Sindh 

 Informal conversations with people from different classes of society 

 

The interviews (except for the one with Lars Malm) along with the observation were carried out 

during a field visit to Karachi, Pakistan between the 23rd of March and 22nd of April 2015 where I 

(the author) visited the department of architecture and urban planning at NED University of 

technology. Interviewees were found through help and recommendations from the department 

and through snowballing: getting recommendations from the people interviewed. The people 

interviewed are, as shown above, mainly from academia and Non-governmental organizations 

(NGOs) and where semi-structured. The workshop was carried out with urban planning master 

students at NED University. A SWOT analysis and vision statement brainstorming session was 

conducted. The results from the workshop with the MURP students can be found in ANNEX A 

Results from the workshop.  

2.4 Method discussion 

The approach for this study has been to use discourse analysis in order to look at the first and 

the current master plan for Karachi. The study has been a process that stemmed from the 

interest of looking into the two mentioned master plans and see how mobility is talked about, 

which was identified as containing similarities in the pre-study of this research. This was 

interwoven with the ongoing dilemma of how to obtain sustainable mobility in the mega city of 

Karachi and as of that discourse analysis was chosen as it was identified to suit the goal of the 

research. In discourse analysis theory and method are interlinked and an often occurring 

shortcoming in studies concerning discourse analysis is that the more detailed way of going 

about is left out (Lees, 2004). This was also something that was experienced when choosing a 

method for this study. Therefore the author has developed the method used in this study as 

opposed of taking something ‘ready made’ and testing it. The method has therefore been tailor-

made to fit the research questions, though important to add is that the aim has not been to 

develop a new method for analyzing discourse in plans. The overall aim of the report has been to 

make a discourse analysis of the two mentioned plans, and to contribute to the discussion of 

sustainable mobility in Karachi. The aim is made broad by purpose in order to encompass the 
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whole process of making the study: explaining the theory and method behind the study, which 

leads to the analysis that in turn leads to the discussion about sustainable mobility in Karachi.   

This study is of a qualitative kind, since methods used are qualitative: observations, interviews 

and qualitative content analysis. A qualitative approach is convenient when ‘trying to make 

sense of something’ or ‘understanding a phenomenon’ whereas a qualitative approach is more 

about predicting or explaining (Bhattacherjee, 2012). A quantitative approach could have been 

used to for example test the sustainability in the two mentioned plans, and thus also contribute 

to the discussion about sustainable mobility in Karachi, for example come up with ‘scores’ or 

indications about sustainable mobility. However, the research questions have been formulated 

to better fit with the discourse analysis approach, which allows uncovering normative 

assumptions concerning how mobility is considered in the two plans. Nevertheless, 

complementing qualitative data of such kind could have been used to broaden and to strengthen 

findings of the research. Such a study would have required more and different types of data, 

which would imply more time and recourses that are a limitation in this study.  
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3 Context and background 
Karachi is situated in the south of Pakistan, bordering the Arabic Sea. With its 20 million people 

it is the biggest city in Pakistan and also the country’s economic and international center (MPGO, 

2007). A map of Karachi can be found in Figure 2. Pakistan became a nation state in 1947 after 

the end of the British occupation, which separated India into Pakistan and India. Karachi was 

announced the capital at partition, but soon after had to pass on the crown to Islamabad. Despite 

not being the capital anymore, Karachi has remained an important city for Pakistan. 

3.1 Historical background 

3.1.1 Demographic changes  

Before partition Karachi had a population of 450’000 that were mainly Hindu and Muslim.  In the 

ten years following the partition the size of Karachi more than doubled, and even though many 

Hindu (and other non-Muslim) migrated to India more Muslim people from India migrated to 

Karachi. This caused a big demographic shift as shown in Figure 1. Today, the population in 

Pakistan is almost exclusively Muslim (with minority Christians, Sikhs and Hindus among 

others). The largest ethnical group is Muhajirs (50%), a collective name for Muslims with roots 

from India, the second largest Pashtuns (25%), Muslims originally from Afghanistan and 

west/northern Pakistan, the remaining 25% comprise people from Bangladesh, Burma, Uganda, 

Iran, Philippines and Sri Lanka to mention a few (World Population Review, 2015).  On a more 

critical note, the ethnic segregation is a contributing factor to the political instability in Karachi 

and Pakistan (see Ahmed, 2010, Asghar, 2011). 

 

Figure 1 The demographic changes after partition from India. Between 1941 and 1951 the population grew 
from 450 000 people to 1 137 000 people. Graph made by the author data taken from: (Hasan, 2002b). 

3.1.2 Planning in the past  

There have been a few attempts of master plans in Karachi as shown in Table 2. No plan has ever 

been fully implemented. All of them have fallen through due to political reasons, and planning 

has taken place on an ad hoc basis (Hasan, 2013).  

 

0% 20% 40% 60% 80% 100%

Other

Muslim

Hindu

Other

Urdu

Sindhi

R
el

ig
io

n
M

o
th

er
 t

o
n

gu
e

Demographic changes after partition 
1947

Before (1941)

After (1951)



 11 

 

Figure 2 map of Karachi and where it is in Pakistan. From: http://maps.google.com 
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Table 2 Master plans in Karachi after partition (1947), author, year of completion and the population around 
the time it was written (reworked from (Hasan, 2002b)). 

Master Plan Author Year Population 

The Greater Plan on Karachi Report 1952 Merz-Randal-Vatten Pakistan (MRVP) 1952 450’000 (1941) 

The Greater Karachi Resettlement Plan 1958 Doxiades Associated 1958 1’100’000 (1951) 

The Karachi Development Plan 1974-85 Master Plan Department (MPD) 1974 2’000’000 (1961) 

The Karachi Development Plan 2000 Karachi Development authority (KDA) 1990 7’000’000 (1990) 

Karachi Strategic Development Plan 2020 City District Gov. Karachi (CDGK) 2007 15’000’000 (2007) 

3.1.3 Transport history 

Karachi is often described as having a backward development when it comes to the transport 

system as it has gone from having a rail based system to having buses and today relying more 

and more on motorcycle-taxis (Rickshaws and QINGQIs). The frustration of the transport system 

was clearly shown through interviews with people in Karachi: 

“Is this the model we’re going to give to the 21st century: that we have come up with the 

QINGQI?”               (Farhan Anwar 2015, pers.comm., 9 April) 

 

Karachi had at the time of the British rule a tram that frequented the city (which is now the 

Saddar area). The tram was taken away in the 1950s since it disturbed vehicle traffic and was 

regarded as a security issue (Mughal, 2007). There were also ide as to introduce a metro system 

that would replace the existing tram. The metro was never built but the national railway 

company constructed the Karachi circular railway (KCR) in 1964, though in a smaller circle to 

the one proposed in The Greater Plan on Karachi Report 1952 (Malik Zeheer-ul-Islam 2015, 

pers.comm., 10 April). Due to mismanagement and competition the KCR gradually reduced the 

daily capacity to finally close down in 1998 (Hasan, 2009). From the 50s and onwards there has 

been nine different attempts to introduce a bus system, but all have failed due to different 

reasons, but mainly governance related (Hashim, 2015). Minibuses started to ply the roads in 

the early 1970s and were owned by individuals, this marks the start of the transport mafia who 

lend out money to individuals for purchasing buses and thus started an informal market (URC, 

2010, Ismail, N.b).The minibuses did for a long time dominate the public transport market, but, 

in 2002 the QINGQI (a type of motorcycle rickshaw) was introduced to the system and has 

steadily increased in numbers while the number of minibuses has declined (Ajaz, 2013). Notable 

is that the people who drive QINGQI and minibuses are from different ethnical groups and some 

say that the minibuses were disfavored by the government to give place for QINGQIs. Whether 

or not this is the truth the transport system have triggered political disputes and alliances (Ajaz, 

2013, Hasan, 2015). The public transport system is complex and the above described history is 

an overview to give an understanding of how dynamic and shifting the system has been, as well 

as to give a background to why it is an important political question in Karachi. The current 

transport system is explained in 3.2.1. 
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Figure 3 A QINGQI on the roads of Karachi. Photo taken by the author. 

 

Figure 4 Traffic jam at rush hour in Karachi. Minibus is overcrowded forcing people to sit on the roof. The 
lanes are not respected. Photo taken by the author. 
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3.2 Current context 

3.2.1 Current traffic situation 

“There has never been an effort to integrate private vehicles, trucks, buses and paratransit 

into a system offering residents adequate choice or the ability to transfer from one mode to 

the other.”            (MPGO, 2007, p18)  

 

The insufficient public transport stems from a structural problem, there has always been a 

failure to uphold any public transport system, which has led to the assumption that the 

government is unable to “run anything themselves” (Arif Hasan 2015, pers.comm., 31 

March).There is an existing public transport system run by the private sector. However, there 

have not been any successful attempts to integrate the different transport systems to promote 

choice and multimodal travel; including contracted buses, minibuses and rickshaws (incl. 

QINGQIs).  

The existing transport system has mainly arisen in absence of a plan (MPGO, 2007, p67) The 

increasing amount of people and vehicles in Karachi poses heavy pressure on the already 

congested existing roads and the capacity of the public transport is exceeded several times over. 

The current master plan identifies a need for more roads and an improved public transport 

service in Karachi (MPGO, 2007). The road network is under-dimensioned if compared to its 

traffic flows that are 5 to 25 times over capacity, which has led to severe congestions (MPGO, 

2007). The public transport is mainly consisting of privately owned mini buses and paratransit. 

Additionally there are also many employers and universities who have their own buses. The 

current transport system therefore consists of many different modes of travel that could be 

identified as public transport: minibuses, contracted buses, rickshaws and QINGQIs, but when 

the plan mentions public transport solutions either big buses or a mass transit system are 

generally brought up.   

In the early 90s non-motorized modes dominated in Karachi and 60% of all trips during peak 

hour were effectuated by either bicycle or walking (Guitink et al., 1994). Today over 24 million 

trips are taken on the roads of Karachi each day, of which 20% are made by foot (MPGO, 2007). 

Women and children usually do not travel far beyond their homes and Katchi Abadi1 residents 

normally find work within their neighborhood (MPGO, 2007). The distribution of motorized 

modes can be found in Table 3. The dominating mode of transport today is public transport, 

which consists mainly of privately owned buses and is characterized by poor, uncomfortable and 

insufficient services. The seat to people ratio is 1:34 and the fleet is also performs poorly 

environmentally, it is very polluting. The large share of users can be explained by people have no 

other choice but to use it, and it is estimated that 2/3 of the population in Karachi belong to this 

category (MPGO, 2007). Many poor people do not travel far as mentioned before but those who 

need to spend around a third of their income on transportation (Hasan and Raza, 2011). The 

drivers are not profiting on the system either, costs for maintenance, bribes and lack of 

insurance makes it more or less unprofitable for them (Hasan, 2015). It is therefore a system 

that is neither benefiting the users nor the providers of the system. 

                                                             
1 Katchi Abadi is the name used for the informal settlements (squatter settlements), which make up 
around 50% of the households in Karachi. 
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Table 3 The distribution of vehicles and people on the roads of Karachi according to mode of transport.  
The numbers are shown in percent. Data taken from KMTC (Karachi Mass Transit Cell, 2012). 

Mode Vehicle distribution (%) Passenger distribution (%) 

Private vehicles 37 21 

Motorcycles 47 19 

Public transport 5 42 

Contract Carriage 2 10 

Paratransit 10 8 

The private vehicles are becoming a more dominant element in the city, especially the 

motorcycles, which experienced a vast growth and doubled to one million between 2004 and 

2010 (Hasan and Raza, 2011). The year 2030 it is estimated that this figure will be 3.5 million, 

though it can be even higher if women ridership is promoted (Hasan and Raza, 2011). The 

number of vehicles in Pakistan has more than doubled since the 1990s but the percentage 

distribution between motorcycles and cars has been steady (around 25% for cars and 47% of 

motorcycles), however, motorcycles are increasing with a slight faster rate than cars (see Figure 

5). When it comes to public perception, the car is still a symbol for success (Workshop 2015, 

pers. comm., 3 April). 

Figure 5 Total number of vehicles in Pakistan, as well as the distribution of motorcycles and cars. Graphs 
made by the author, data taken from KMTC (Karachi Mass Transit Cell, 2012). 

As for the road network, irreversible change is taking place in the city. The first expressway, 

Lyari expressway, was constructed in 2010, but more and more roads are becoming signal free 

to increase through-flow. To relieve congestion the physical structure of the roads has been 

improved through flyovers, underpasses, new intersections and repairing existing roads. Two 

bypasses have also been built to mainly cope with the heavy traffic flow to and from the port 

(Karachi has the biggest port in Pakistan). Other issues include parking problems and 

encroachments on the side of the road and sidewalks by street hawkers and shop owners. Two 

observed land use trends are densification and commercial activities along major roads, which 

contribute to congestion (MPGO, 2007).   
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Figure 6 Animal driven transport in Karachi. Usually used by farmers to bring in their products to sell at the 
market. Photo taken by the author. 

 

Figure 7 Shop owners in Saddar area taking up street space. 
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3.2.2 A Mass Transit System 

The need for a mass transit system has been on the table even before the shutdown of 

mismanaged Karachi Circular Railway in 1999. As early as 1992 the need of a mass transport 

system was discussed based on issues still relevant today, such as insufficient bus services, and 

severe congestion and air pollution (Ahmed, 1992). Even though no program has been 

successfully implemented there have been studies about revitalizing the railway and introducing 

a bus rapid transit system, and lately suggestions on how to incorporate the recent trends of 

motorbikes and QINGQIS.  

The history of Karachi’s transport system, which has been moving away from high capacity bus 

and rail systems to the latest introduction of the QINGQI together with the increased number of 

people and trips made in the city is moving Karachi closer and closer to a transport crisis, and a 

mass transit system is seen as the only viable solution for the city (MPGO, 2007).  

3.2.2.1 Revival of the Karachi Circular Railway (KCR) or BRT 

Karachi has an existing, but non-functioning, mass transit system: the Karachi Circular Railway 

(KCR). There have been several plans and attempts to expand it while it was still in full use and 

to revive and expand it after it was shut down. Additionally plans of a Buss Rapid Transit (BRT) 

system or incorporating a BRT and the KCR has also been on the table (Karachi Mass Transit 

Cell, 2012, Hasan, 2015). The idea of a rail based transit system has slowly faded and a revival of 

the KRC and the introduction on a BRT is considered more viable. Critics of the KRC claims it’s 

expensive and requires expropriation of 20’000 homes if carried out in the original plan, while 

only servicing 1% of total trips in Karachi (Hasan, 2009). However, other numbers show the KCR 

can carry up to 1 million passengers per day (Karachi Mass Transit Cell, 2012), which would 

mean around 4 % of all motorized travels if using the travel data given in KSDP-2020 (MPGO, 

2007). At present there is a BRT plan, with at least two routes that is in an advanced state of 

being built, but given it has been in an advanced state for a long time, it is hard to predict when 

or if it will be built (Shabbib Ali 2015, pers.comm., 31 March).  

3.2.2.2 Other remarks on a Mass transit system 

The slow implementation process of neither a BRT or revival of KCR have made people question 

whether they will be implemented at all and what alternative solutions would be. The possibility 

of using the current rise in popularity of owning a motorcycle is brought up in a study by Hasan 

and Raza (2011). Given that many people have invested in motorcycles and that many more 

desires it, there is an option for the government to investigate how to facilitate for them instead, 

in example through subsidies (Hasan and Raza, 2011).  

3.2.3 Foreign vs local investments 

“There will be no development due to foreign investments, there will never be enough, and we will 

misuse what we have”                    (Arif Hasan 2015, pers.comm., 31 March) 

When it comes to financing different projects in Pakistan the World Bank, the Asian 

Development Bank (ADB) and the Japanese International Cooperation Agency (JICA) are present. 

However, there are also many different NGOs and community projects that are either self-

financed, or supported by national or local grants. In this section critique against foreign aid, or 

rather successful projects not using foreign investments will be presented since they are 

generally present in Pakistan (See MPGO, 2007). 



 18 

One of the biggest community development projects is the Orangi Pilot Project (OPP), Orangi is a 

town of 1.5 million people constructed and inhabited by immigrants that resided in Katchi 

Abadis. As a side note, all residents started as illegal settlements, but today around 72% have 

received official acceptance from the government (Orangi Pilot Project - Research and Training 

Institute, 2012). It was initiated by Akhtar Hameed Khan in 1980 and is still running today. One 

of its biggest successes is their community approach towards sanitation and the construction of 

a sewage system in Orangi. The methodology is built on self-help: the people both built and 

financed part of the sewage system themselves. The OPP methodology managed to incorporate 

over 4’000 lanes and provide sewage in 70’000 households. This to be compared with a project 

by United Nations Center for Human Settlements (UNCHS) at the same time that also provided 

sanitation, but using a different methodology, which did not involve self-help. UNCHS only 

managed to build in 36 lanes but used three times the cost, and no additional project or 

initiatives stemmed from them (Hasan, 2004). Today the OPP project has expanded but their 

work on sanitation remains; this includes mapping the whole sewage system in the area (URC 

2015, pers.comm., 29 March). Other examples of successful self-, locally or nationally financed 

projects exist in Karachi and are usually initiated through local NGOs2 and the need for foreign 

aid can therefore be questioned. Additionally the cost of a local initiated project many times only 

cost a fraction of those initiated through foreign investments (Arif Hasan 2015, pers.comm., 31 

March). 

There had been successful community based projects in Karachi, and the example of Orangi Pilot 

Project (OPP) is one of them. On the other hand there are next to no projects dealing with 

transport. Transport is more of a regional project and less conceptually easy to understand than 

for example laying a sewage pipe outside your house. The issue of transport and community 

incentives can be compared with the tragedy of the common, since no one knows where and how 

to start in the large entangled system transport is. There are no mentions in the master plan of 

either adapting or using similar approaches. However, there is one example of an infrastructure 

project, which is the GuruMandir intersection that through local initiatives and expertise saved 

Rs 130 million by implementing a roundabout instead of constructing a flyover, which would be 

the normal approach (SHARIF, 2003, Zaheer-ul-Islam, 2015, pers. comm., 10 April).  

3.2.4 Women and mobility      

Even if travel patterns and transport demand is not documented it greatly differs if you are rich, 

poor or a women, child or man. Women account for 25% of the total travels in today’s Karachi 

(Hasan and Raza, 2011). Many of these are women from the middle class or above since many of 

the women in poorer communities work from home, or work in the house. However, there is an 

increasing number of (poor) women that needs to travel due to work and education. Many work 

as domestic help in the richer areas, but as there are no public transport to these areas it causes 

large problems. These women can spend as much as 20 to 40 percent of their income on 

transport, as well as three to five hours of commuting every day (URC, N.b). They are also 

experiencing large discomfort on public buses due to harassment from both drivers and other 

passengers and the solutions suggested are more reserved seats and separate compartments for 

female passengers of busses (Hasan, 2015). In Lahore the pink rickshaw recently premiered, 

where both driver and passengers are female (Bukhari, 2015).  In a study on motorcycles 

                                                             
2 Two examples of projects and NGOs see http://www.SHEHRI.org/ or http://www.oppinstitutions.org/. 

http://www.shehri.org/
http://www.oppinstitutions.org/
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around one third of the respondents agreed that women should be able to ride motorbikes, 

considering the fact that there are almost no female motorbike drivers in Karachi today, this 

gives a suggestion that female ridership might go up in the coming years (Hasan and Raza, 

2011). As a second note, the introduction of QINGQIS and rickshaws has also promoted women 

ridership as it is considered a safer mode of transport for women as they don’t have to be mixed 

with men (Ajaz, 2013).  

3.2.5 Summarizing the drivers and barriers of the current transport system in Karachi  

To summarize the contextual chapter the drivers and barriers for sustainable mobility are stated 

in Table 4. In this way an idea of what the findings are from the literature and field trip are given, 

which can then be kept in the back of the head when reading the analysis and discussion of the 

study.  

The current transport system can be described as low energy use in general. A high share of 

public transport and walking are good factors for sustainable mobility, but looking from the 

perspective of users many experience high travel costs and long travel times, Karachi also has 

problems with pollution. Mobility is in general low and hence has a low energy use as a whole, 

but current trends show an increasing use of cars and motorcycles. The city already experience 

massive congestions, which means this trend will have further negative environmental and 

social consequences if not worked against. 

Table 4 Drivers and barriers for sustainable mobility 

Drivers for a future sustainable 

mobility 

Barriers for a future sustainable 

mobility 

 High occupancy of vehicles 

 High share of public transport 

 High share of non-motorized modes  

 People work nearby where they live 

 People (mostly women and children) stay 

within their neighborhood 

 Small improvements have big effects 

 

 Non-motorized modes and public transport 

is synonym with poor 

 CNG used as “green” fuel (and Pakistan is 

running short of it) 

 Expressways and cars are symbol for 

economic growth 
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4 Presenting the two plans 
In this chapter information from the two plans that are relevant to mobility are summarized and 

presented. 

4.1 Introduction to The Greater Plan of Karachi Report 1952 

In 1947 the Swedish-British company Merz Rendal Vatten Pakistan (MRVP) got assigned to make 

the first master plan of the assigned capital: Karachi in newly formed Pakistan. The Swedish 

company Vattenbyggnadsbyrån (VBB) was the company out of the three, which had previous 

planning experience and were therefore the ones who mainly constructed the plan. Though the 

main authors all were Swedish they were highly influenced by British planning ideologies of that 

time. Pakistan had at the time just become its own country and the goal of the plan was to write 

it as a learning document of how to conduct city planning. The plan is thus characterized by the 

post-war optimism that permeated Europe, with a big optimism that a technological revolution 

would happen in Karachi (Lars Malm 2015, pers.comm., 15 February). The plan sought to link 

the old Karachi and the new administrative/university area through fast transport, both public 

transport and expressways. Human resources were presumed to be expensive and an example is 

the designed light-rail system, where it was important to have bigger metro-cars in order to 

minimize the number of personnel needed, and thereby reduce costs. There was an assumed 

increase in standards, single-family houses in suburban areas were planned for the majority of 

the expected population: 2.75 million out of 3.5 million people. The remaining was to live in the 

existing, denser city center. The city was to be decentralized in the sense that functions and 

services was to be found in each neighborhood, but in order to connect the city and create a 

more uniform (labor) market, cheap and reliable transport was to connect the whole city. 

4.1.1 Traces of the plan in Karachi today 

The plan has not been implemented to any great extent in Karachi today3.  One contributing 

factor is that the city has swelled to around 20 million people, which can be compared with the 

predicted 3.5 million people in the plan. However, the actual decision to not continue with the 

plan was taken by the military that took over from a series of collapsed governments in 1953, 

the reason for collapse were continuous students riots in support of the proletariat. In the plan 

for the new capital the federal administrative area and the university were to be built side by 

side, but due to the riots the military decided this was no option, and in the end it was decided 

that the best solution for Pakistan was to build a new capital: Islamabad (URC, 2010). 

Political struggles and unforeseen immigration can be identified as the main reasons to why the 

plan was not implemented. Focus and resources were shifted to Islamabad and the shortage of 

affordable housing made people occupy land and build informal settlements. Besides from 

gravely underestimating the population growth, the economic situation of the vast majority of 

immigrants did not conform to the predicted living standards in the plan. The difficulty of 

planning for the economic situation of the immigrants is also apparent in the second plan for 

Karachi, the greater resettlement plan by Doxiades, which saw it as an impossible task to provide 

housing for people with such low purchasing power (URC, 2010).  The predicted industrial 

revolution did not happen in Pakistan as it did in Europe and the cost of human resources was 

                                                             
3 Karachi has however to some extent followed the suggested road network, which made development 
along similar corridors as predicted in the plan (Ahmed, 1992). 
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thus underestimated. As the quote below indicates, the prerequisites for implementing the plan 

were never there.  

“It had all the elements post-war Europe was dealing with, only we did not live in post-war 

Europe.”                  (Arif Hasan 2015, pers.comm., 31 March) 

4.1.2 A note about the ethnicity considered in the plan 

The ethnical differences are also a chapter of its own not brought up in detail in this study. 

However, because ethnicity and political disputes are a part of the transport system a few notes 

on how they related to ethnicity in the plan are made. In the plan it is apparent there will be a 

majority of Muslim living there despite the fact that only 47% of Karachi was Muslim at the time. 

The plan takes regard to the Muslim faith in that mosques are being a part of the plan, whereas 

other faiths are left out4. Outside the scope of the plan, the choice of a national language was 

Urdu, and not the already existing languages of the provinces or Bengali5, which was the most 

wide spoken language. Though not relevant to mobility, it does give hints about the information 

thinking at the time and that this plan was made for a certain way of life not necessarily 

corresponding to the people living there at the time. 

4.1.3 Core values of Report on Greater Karachi Plan 1952  

The introduction of the plan presents eleven core values that reflect the main thoughts and ideas 

underlying the presupposed planning of Karachi. These are presented in Figure 8 on a scale from 

more to less relevance to mobility (these are interpreted and composed from the plan by the 

author). Transport planning was an important component of the plan judging from these values. 

This is also shown in the land planning and transport planning components of the plan 

presented below. 

4.1.3.1 Land planning: The neighborhood units 

One of the main proposals of the plan was that the inhabitants of the new capital were to live in 

neighborhood units and residential zones; these are exemplified in Table 5. Neighborhood units 

would have a common city center where larger functions, such as a care-centers and industries 

or administrative functions were to be found; they were sought to be more or less self-

containing. It was also in these centers where a rail or bus station would be situated that would 

connect the different areas and the inner city. Common functions, such as bazaars and primary 

schools were to be found in each residential zone at walking distance for everyone, whereas the 

neighborhood centers would be reached by local buses or active modes of transport. Due to this 

idea of decentralization of housing and functions to the outer parts of Karachi, these areas were 

thought to develop and become independent or self-containing and most of the functions were 

to be reached through walking. What was not to be decentralized was amusement, which was to 

be kept in the inner city, and even though this could lead to congestion, it was still thought to be 

an important factor of urban life. In general, walking was expected to increase and cars to 

decrease when moving closer to the city center to avoid congestion. Apart from good 

connections between the neighborhoods and the inner city the University was to have the best 

communications in the whole city.  

                                                             
4 See for example p.36 where Mosques are part of every community. 
5 Urdu was mainly spoken by Muslim Indians and Bengali by people in former East Pakistan, todays 
Bangladesh. 
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Table 5 A clarification of the difference between residential zones and neighborhood units from the plan. In 
the suburbs each residential zone would consist of 2500 people whereas in the higher density inner city one 
residential zone was to be of 5000 people. Data taken from (Merz Rendel Vatten (Pakistan), 1952). 

 Inhabitants Type of functions (examples) 

Residential zone 
2 500 

(5 000) 

Culture, Shops, Schools, Mosques, 

services that were used daily or weekly. 

Local transport by walking or bus. 

Neighborhood unit 40 000 

Main center, Hospital (shared between 

several units), Transport to the rest of 

the city, Industries/other employment 

opportunities. 

4.1.3.2 Transport planning: The transport system and road network 

Transport was seen as crucial for a city to ensure accessibility to its different functions and 

opportunities. Speed and high capacity was also seen as the key into a functioning urban traffic 

system. Traffic separation was promoted in the plan, highways would be signal free with 

advanced infrastructure for intersections, flyovers, underpasses and differentiated pedestrian 

and bicycle infrastructure. Within the neighborhoods there would be the local streets where 

space was shared by all modes and hence speed was restricted. The public transport system is 

promoted as the backbone of the system several times and a light rail system was to be built that 

would transport people in a fast and efficient way. A good public transport system was also seen 

as key in order to keep the roads and the city center from becoming congested. The plan also 

discusses how augment the capacity of people on buses and rail with fewer working staff, as 

labor would become more expensive in the future.  

“The advantage of cities is opportunities, full use of these depends on the efficiency of the 

traffic system” p.155 

 

The different modes of transport proposed were cars, bikes, public transport and walking. Even 

scooters (motorcycles) were mentioned as something that might be convenient for the city. Only 

1% of the population was predicted to be able to afford a car, but still congestion was something 

that was highly unwanted. Walking was to be the main mode of transport within the 

neighborhoods and city center. Bikes are not explicitly mentioned but come up in drawings 

showing that they are considered, however animal driven transports are never mentioned. 

Functions such as school and services were within each neighborhood unit, whereas the fast rail 

bound public transport system was there to serve workers and create a uniform labor market.   
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Figure 8 Summary of the eleven values of the plan represented in a graph of least to most relevance to mobility 
made by the author, pictures taken from the MRVP plan.  
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4.2 Introduction to The Karachi Strategic Development Plan 2020 

Master Plan Group of Offices (MPGO), which is also a part of City District Government Karachi 

(CDGK), is a body established for and has conducted this master plan. One of the successes of the 

Karachi strategic development plan 2020 (KSDP-2020) is that it is the first plan in Karachi’s 

history to have legal status (MPGO, 2007, p. III). The program was previously between 2007 till 

2020, but has now been extended till 2030 and will be applied to the neighboring districts of 

Karachi (MPGO, 2007). In the plan four plausible scenarios were examined and the scenario 

multi nodal, which aims to densify its outer fringes, was chosen over the “do nothing”, 

consolidation and complementary growth scenarios. The multi nodal scenario means 

decentralization of services and creating stronger centers, instead of only relying on the Central 

Business District (CBD), which today has 50% of the job opportunities in Karachi, and therefore 

one of the main issues of congestion (MPGO, 2007).  

4.2.1 Issues of implementation 

As mentioned earlier the KSDP 2020 is a legal document and it will run till 2030 and include the 

larger region of and around Karachi. However given the history of Karachi, with a continuous 

problem of implementing strategic plans, the question remains what effect the legal status will 

have on its implementation. Especially since the provincial government is not bound by it 

(Anwar, 2010). The issue is both on an organizational level, but it is also about how people live, 

the difference between poor and rich, and the constant influx of people to Karachi. There is 

critique against the politicians and the government, that they are more interested in short term 

revenues on the cost of social and environmental degradation (Hasan, 2013). Even if the plans 

are considered to be good, it always seems to come back to the implementation. 

“The CDGK is short of money and promotes the commercialization of the main corridors of 

movement in Karachi in order to raise revenues from commercialization fees. Politicians, 

bureaucrats and developers are often more interested in the informal financial benefits 

offered by development than the advice of the professional committees established to look 

into the adverse effects of commercialization. This leads to ad hoc developments that cause 

considerable environmental and social degradation.”              (Hasan, 2013, p23) 

 

Since there are no indicators for the KSDP 2020 there is no measurement of how far they have 

come or how much has been implemented according to the plan. Critiques have been made that 

compared to previous plans there has been less time and money spent on this plan (Anwar, 

2010). An example is the mass transit section of the plan; it was seen as insufficient and replaced 

by a study made in collaboration with the Japanese International Corporation Association 

(JICA)6 (Zaheer-ul-Islam, 2015, pers. comm., 10 April).  

4.2.2 Core values of Karachi Strategic Development Plan 2020 

According to the plan the problems that has arose due to the failure to enforce previous plans 

are: urban sprawl, wide spread Katchi Abadis/slums and gross deficiencies of required 

infrastructure/utilities, which constrains the potential opportunities of Karachi (MPGO, 2007). 

The plan has an overall vision of making Karachi into: “A world class city and an attractive 

                                                             
6 The study can be found in: Karachi Mass Transit Cell, Karachi Metropolitan Corporation (2012) 



 25 

economic center with a decent life for Karachiites”. This vision has been translated into an 

agenda for priority setting on what Karachi needs, namely:  

 Karachi Needs a Pulsing, Vibrant Heart and Have Areas of High Amenity  

 Karachi Needs To Provide A High Quality of Life For Their Citizens  

 Karachi Needs To Have Clear Strategies for Coping With Growth  

 Karachi Needs To Foster Competitive Industries  

 Karachi Needs To Be Organized On Good Governance  

(MPGO, 2007, p31-32) 

On the path towards the vision, Karachi should adhere to the following guiding principles: 

 Sustainable growth that is economically feasible, environmentally viable, socially and 

culturally acceptable 

 Creating an inclusive city, social justice and poverty reduction 

 Safeguarding quality of life, people are at the center of the vision 

(MPGO, 2007, p28-29) 

Additionally, Karachi is characterized by the fact that it is the economic center in Pakistan; it has 

the most international connections and hence seen as a national interest. Apart from the 

national interests, Karachi is also becoming one of the world’s biggest cities and, in concordance 

with globalization, Karachi also needs to be competitive and meet the demands on the global 

market. The document also mentions the phenomena of liberalization and that it decreases the 

ability of the government to control and protect markets and producers. 

“A part from local interests Karachi also sees globalization and its position as the economic 

center of Pakistan as drivers that need to be met and controlled.” 

    (MPGO, 2007, p29) 

The overall idea seems to be to put Karachi on the map; to strengthen the global presence of 

Karachi.  
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4.2.2.1 The list of recommendations 

The KSDP 2020 presents a list of recommendations that gives suggestions about what actions or 

programs should be undertaken in order to achieve the objectives of the plan (MPGO, 2007). A 

summary of the recommendations in the plan that has relevance to mobility is found in Table 6 

(summarized by the author). These are actions or programs that should be undertaken by the 

city. The magnitude and range of the different recommendations differs widely, from developing 

new urban centers, implementing a park-and-ride strategy as an example. However, there are no 

indicators or pointers given on how these should be followed up on or how to measure if actions 

taken against a point is successful or not. Instead the list can be interpreted as possible areas to 

investigate, but there is no indication of where to start or what in the list should be prioritized.  

Table 6 Components of the plan regarding mobility (summarized by the author) 

Land Use Transport 

 Spatial growth strategy 
 Promote mixed use developments 
 Permit and guide densification and 

vertical development of existing 
residential areas 

 Develop new urban centers 
 Incorporation of existing goths 

(villages) into the urban fabric 
 Transport infrastructure 
 Development of City’s entry points 
 Decentralization of financial district 
 Special purpose zone along Karachi 

northern bypass 
 Reservation of land for public 

amenities 

 Transportation policy objectives – 
towards a comprehensive strategy 

 Park-and-ride 
 Transit terminals 
 Traffic management 
 Parking rationalization 
 Roads and highway improvements 
 Radial road improvements 
 Local improvements 
 Ring roads and bypasses 
 Road widening scheme 
 Pedestrian improvements 
 Air quality deterioration from 

transport vehicles 
 Noise pollution from transportation 
 Energy conservation 
 Transportation and pedestrianization 

in the CBD 
 Safety audit 
 Traffic Operation Program to Increase 

Capacity and Safety (TOPICS) 
 Traffic Management Plan for Other 

Land Owning Agencies 

4.2.2.2 Land planning: decentralization 

There is an overall aim to become a polycentric city with several centers of gravity, instead of 

just one main attractor as it is today: the central business district (CBD). This would relieve 

congestion as the CBD is accounted for 50 % of the work opportunities in Karachi today, which is 

the identified source to the congestion problems (MPGO, 2007). Karachi is a very big city, and 

hence there is recognition to create new areas of attraction around the city, as well as have 

differentiated functions at different places.  
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4.2.2.3 Transport planning: Transport & Roads 

Regarding the transport sector there is an overall aim to improve transit by targeting road 

infrastructure, public transport, road traffic conditions and traffic management (MPGO, 2007). 

There has been a lack of previous planning in the past and there is thus no system to stem from:  

“There has never been an overall Karachi urban transportation plan, so highways and 

other improvements are not part of an integrated regional vision.” (MPGO, 2007, p.18). 

 

The overall aim becomes a bit scattered, but pointers of where they are going can be found in 

their concrete suggestions towards each of the four areas: road infrastructure, public transport, 

road traffic conditions and traffic management. When it comes to road infrastructure there are a 

lot of undergoing road improvement projects where focus is on improving intersections and 

construct underpasses, flyovers and bridges to improve traffic flow. Road space will increase by 

134% in the next plan, but will due to the total increase in land (mostly undeveloped) it will be 

only 9% of the total land area in 2020. In 2006 there were 93.4 km2 of land dedicated to roads, 

which accounted for 18% of the total land use in Karachi (MPGO, 2007). 

The section concerning public transport is divided into two parts, one is about public transport 

and the second is about a mass transit. The mass transit has previously mentioned been replaced 

with a new study by JICA. The aim of the public transport is to implement high capacity buses 

where needed, rationalize the fare structure and replace the existing bus stock. The mass transit 

is further discussed in 3.2.2. The road traffic condition is manly referring to congestions, and will 

be handled by physically removing physical obstacles (street hawkers, wrong parking among 

others), but it is also connected to safety and that for example safer crossings and pedestrian 

pathways. There is also a more soft part connected to management, which implies better 

planning, management and financing. 
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5 Analysis 

The analysis has been divided into two different sections; firstly the MRVP and KSDP-2020 are 

analyzed separately to then be followed by a joint comparison and analysis. The first section will 

be structured to answer the research questions. In order to answer the third research question, 

to make an analysis of how the problem representations and what mobility is seen as good, 

desired or sustainable relate to social equity or environmental concerns, the analysis of the first 

two research questions will be used. The second section will focus on the similarities and 

differences between the plans and also with respect to sustainable mobility.  

5.1 Analyzing The Greater Report on Karachi Plan 1952 

The Greater Report on Karachi Plan 1952 is pedagogically written, has a clear structure and 

concerns both the spatiality of the city and how the people would live in it. The plan is made not 

to ‘fix’ the current problems in Karachi, is written to describe how to conduct city planning. 

Therefore the people are portrayed as passive beneficiaries in the plan and not active 

participants. It also becomes evident that the plan is an approach that is dependent on its sub-

elements to work and a planning authority with technical skills and proper legislations was thus 

needed to overlook and enforce this. This gives off the impression that the plan has the best idea 

for how Karachi can be planned, and that top-down planning should be enforced. Both land use 

and transport were made important, and they are equally depending on each other and had to 

be implemented as one entity for the plan to work. 

5.1.1 Problem representation 

The problem representations in the text are not explicitly written out; instead they can be found 

through looking at the solutions premiered in the text and working backwards. The 

neighborhood units were the basis for an integrated land-use pattern and transport, much in the 

principles of a transit town (See Priester et al., 2013). They were to be interconnected with each 

other and to the city center, which was fundamental in order to supply the population with high 

mobility and thus create a more uniform labor market. It becomes clear that traveling within the 

city is made as something inevitable to have in a city and the driving force is the uniform labor 

market. The underlying assumption is that people needs to travel within the city for work, which 

makes the problem a lack of a uniform labor market. Through the text it is understood that not 

being able to travel to different work opportunities, and thus have a uniform labor market, is 

problematic. This representation makes the labor market is dependent on mobility since the 

achieving a uniform labor market is partially solved by making people mobile.    

Within the neighborhoods there were only local streets where space was to be shared in-

between the different modes. Walking, bikes or local buses were to be used to get around the 

neighborhood, which was supposed to have both work and amenities at close distances. 

Walkability, safety and community life are characteristics connected to the neighborhood units. 

Here it is not equally transparent what problem representation lays ground for this thinking of 

separation. However if thinking about what this solution would bring about: a calm and safe 

neighborhood with amenities at walking distance the problem that should be solved should be 

the opposite of that. Therefore the problem could be something in line with the neighborhoods 

are noisy and unsafe with amenities far away. Another way of looking at the problem is that the 
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neighborhoods are cities within cities, and thus decentralization is the solution, therefore 

centralization can also be identified as a problem.   

Traffic separation between different modes on highways was important and can be seen as a 

goal to increase the safety of the transport system. However, solutions such as the construction 

of signal free roads and large intersections also shows many of the solutions for the road system 

are in concordance with avoiding congestion on the roads. Public transport is crucial for the city 

to avoid “the traffic problems” (Merz Rendel Vattan (Pakistan), 1952, p159) but cars are 

unavoidable and the construction of roads needs to be made thereafter to meet the demands. 

The main problem can be boiled down to congestion; not having a good flow on the roads is 

made problematic and should be avoided. In other words this representation normalizes the 

cars as a part of the city and their thoroughfare should not be hindered.  

5.1.2 What is good or desired mobility? 

The right to mobility, the idea that everyone should be able to move in a fast, cheap and safe 

manner can be seen as a key driver into implementing public transport and expressways as well 

as making the local neighborhoods walkable. A high mobility can therefore be identified as being 

desired, but it is different on different levels and for different end-goals. Local travels were to be 

effectuated by walking, bike or bus and longer journeys by car or the local railway. What type of 

mobility is desired depends on where and for what end-goal. The travels within the city were 

mainly for the working population (to create a uniform labor market) and local travels for 

children going to school and for doing shopping as an example. In general however it is made 

clear that it is the individual who should be mobile and be able to travel to different end-goals. 

With this said it can be concluded that a high mobility, that people should be mobile, is desired.  

When looking at what different modes were planned for more specific planning for example 

bicycle or pedestrian crossings at expressways are missing, but three whole pages dedicated to 

different intersections between expressways (Merz Rendel Vatten (Pakistan), 1952, p.164-166). 

The effort in the plan spent on the road network is comparatively big, despite the fact that only 

1% of the population was assumed to own a car in the year 20007. Adding on the earlier 

mentions of fear of congestion indicates the car is prioritized, that it is more desired than others.  

Table 7 shows a summary and clarification of how different modes are regarded in the plan. 

Additionally, the concept of frictionless travel of cars are mentioned several times and even 

incorporated in the vision of what a city should be like, as seen in the citation below:  

 “The rhythm of life…the speed of motor cars…calm atmosphere of parks”  

         (Merz Rendel Vatten (Pakistan), 1952, p.39)  

    

There seem to be a discrepancy of how people were thought to travel around the city and what 

information is put forward as important in the text. A summary of different modes and order of 

importance in the plan is found in Table 7. Most of the people were indirectly assumed to use 

other modes of transport: mainly public transport or walking, whereas the car is put forward as 

something very important as shown in the citation above. The plan anticipated a very high 

capacity of the local railway and explicitly states that people that would like to walk should be 

                                                             
7 This means 35 000 vehicles in total in Karachi, which is beyond comparison to the current situation. 
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able to do so (within the local neighborhood), but indirectly neither of the two is put forward as 

good or desired as the car when compared. Other types of modes such as bicycles, scooters or 

animal driven transport are given next to no space or not even mentioned indicating that these 

were not seen as modes that would be needed in the city. Even if both public transport and 

walking is discussed it is more seen as a necessity in the city, whereas the car is portrayed as a 

part that makes up the city, gives added value to the city.  

Table 7 How the different modes of travel are prioritized in the plan compared to how many were assumed to 
use each mode. An analysis made on the MRVP plan by the author. 

Mode of transport How many would 

use it 

How 

important is it 

in the plan 

Comments 

Car Very few Very important 
Going by car should be smooth 

and frictionless 

Public transport – 

Rail 
Majority of people  Very important 

Seen as the main mode of 

transport of going to work and 

city center 

Public transport – 

Bus 

Not possible to 

derive 
Semi important 

Mentioned, should replace 

exiting tram line 

Bicycle 
Not possible to 

derive 
Not important 

Only mentioned through road 

sections 

Scooter/Motorcycle 
Not possible to 

derive 
Not important Only mentioned once 

Animal driven 

cart/Street 

hawkers 

Not possible to 

derive 
Not important Not mentioned 

Walking Majority of people Very important 

Seen as an inevitable mode of 

transport within the local 

neighborhoods 

 

5.1.3 Environmental and social concerns  

When it comes to environmental concerns, the global climate issues were not on the agenda in 

the 1950s; neither were discourses such as sustainability used. The nature of the plan, in that it 

does not bring up the current issues in Karachi to solve but rather make a document of how to 

conduct city planning, also makes the people of the plan passive participants. Therefore it can to 

some extent be deduced that the plan does not take either environmental or social concerns into 

their solutions. On the other hand the social or environmental consequences of the problem 

representations, or what is considered good, desired or sustainable mobility indirectly will show 

how social equity or environmental concerns is considered in the plan.  
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First of all the people were not active participants in the shaping of the plan. This is also a 

critique put forward by Arif Hasan: that they did not take into consideration the local conditions 

of the existing people (pers.comm., 31 March). The clearest example (that all plans has failed to 

tackle) is to plan for the poor population. Their existence was not predicted in the plan. The 

planning at the time was very positive with a high living standard for people, and there is an 

underlying deterministic view that this was the way people wanted to live, not questioning the 

feasibility of the solutions presented.  

When it comes to the problems identified, and what mobility is good, desired or considered 

sustainable the following assumptions are made: 

 Not having a uniform labor market, centralization and congestion are made problematic  

 A high mobility is desired for all citizens, walking should be possible and the car is 

favored as a mode of transport  

 

In general the idea of having a uniform labor market and satisfy a high mobility is not bad per 

say, however the large population of poor people in Karachi probably would not afford to take 

part in such a system. An approach taking this into consideration probably would have given 

different problem representations specifically addressing this issue. An example of a solution 

that would point towards this issue being taken into consideration could be including a pricing 

system for public transport. This issue is further discussed in 6.1.3. Travel is in general 

promoted, but when it comes to services and functions such as schools and mosques 

centralization is an identified problem. The solution was neighborhoods units that contained 

more or less everything needed in the daily life. This would lead to less cost and time spent on 

travel and promotes walking, which is positive from a social and environmental point of view.  

However the big driver of development is congestion together with the car being a desired mode 

of travel. Therefore it can be assumes, that if implemented, the allocation of money and 

resources for the infrastructure associated to cars would have been higher in relation to how 

many people would use it if compared to for example public transport. Even if public transport is 

seen as something that is crucial for the city, and it can be derived the majority of people would 

use, it is evident that is not equally prioritized. The consequences this could have can only be 

speculated in, but for example keeping the image of the car as a superior mode of transport can 

result in more people owning cars, and therefore planning thereafter, which in the end starts a 

circle of unsustainable planning (negative social and environmental consequences) as brought 

up in 2.2 (Sustainable mobility). 
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5.2  Analyzing Karachi Strategic Development plan 2020 

The KSDP-2020 covers areas regarding mobility in both the land planning and transport section. 

They stem from the current situation, state the current problems and gives both small and more 

general pointers. Overall the city should strive towards becoming a world class city. The 

importance in an aspiring world class city lies in attracting foreign investments (Hasan, 2002a). 

In the plan it is specifically stated the government should adopt special pro-poor policies, and 

through the vision statement “…decent life for Karachiites” it becomes apparent the plan aspires 

to have a people-oriented focus. However, there is also a strong economic focus, and it becomes 

clear that the city wants to become a competitor on the global market, which can be identified as 

a driver towards increasing the quality of life for Karachiites.  Additionally the higher standard 

of living is seen as something self-evident that should be strived for, that the Karachiites deserve 

it. 

5.2.1 Problem representation 

When it comes to mobility and transport there are two main areas of focus. The first is regarding 

the congestion on roads and the second is regarding public transport. With the constant influx of 

people, and economic growth, the number of people making trips with each mode will increase. 

The future traffic situation is to some extent relying on trends and forecasts, but there are no 

specific predictions of what the system will/should look like 2030. How people will travel in the 

future is seen as self-determining, though increased travel is predicted and room for change in 

behavior is hence very little. The plan aims to address the future (increased) travel demands in a 

general sense. Additionally the plan is very critical to the current system and it gives off the 

impression that it wants to reform and change the whole system by making it bigger, faster and 

more efficient.  

On the more specific problems connected to mobility congestion is central to the discussion. 

Congestion is something that is seen to have arisen from the poor and insufficient existing road 

network, and hence solutions include introducing more signal free corridors through building 

both flyovers and underpasses. Traffic rules, encroachments and non-motorized modes are also 

brought up as contributing factors to the congestion problems, which also needs to be tackled. 

The problem that wants to be solved is congestion, and more specifically insufficient capacity on 

roads. Solutions therefore mainly imply making bigger and more expressways.  

Another major problem is the one of the public transport. It is seen as the backbone of the 

system, but also as many poor have no other alternative but to use it, it is referred to as the 

“captive” transit market in the plan. Furthermore, the plan indicates that the existing system is 

not sufficient and that the city is in need of a mass transit. A problem is therefore the insufficient 

and poor quality of public transport. More specifically it is seen as a problem that the public 

transport sector is mainly consisting of minibuses and rickshaws; it is seen as the wrong 

direction.  Instead one of the main problems stated is the lack of a mass transit system.  

Lastly, the centralization of job opportunities and amenities in CBD and along major corridors 

also contributed to the problems of congestion and homogenous travel patterns that put 

pressure of the current system. The problem is also centralization, and the solution becomes to 

unburden and increase efficiency in the system through decentralization. Through the plan it can 
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be read out that Karachi will increase both vehicle traffic and public transport, and at the same 

time minimize travel through more efficient land planning.  

5.2.2 What is good or desired mobility 

In the opening letter of the plan, it is mentioned that focus should be on poor-policies MPGO. The 

plan also identifies the poor as a major barrier in the city of Karachi becoming a rich and viable 

one (MPGO, 2007). It is not recognized that certain behaviors of the poor are desired. When it 

comes to public transport ridership is almost exclusively limited to the poor, which through the 

above mentioned statement could be interpreted as a driver towards improving public transport 

in the city. However, since public transport is associated to something you are forced to take 

when you can’t afford an alternative, and since the car is still a symbol for success there is a 

conflict of what is wanted and desired in the city. Public transport is seen as very important, but 

everyone wants to get out of having to use it. 

“Only starting the construction of one [BRT] line, will be a step in the right direction”   

                        (Shabbib Ali 2015, pers.comm., 31 March) 

 

During the time of the plan, the number of paratransit vehicles and private motorcycles has 

increased, showing how fast the transport system in Karachi changes, but in the wrong direction.  

There is a deterministic view that the plans for a BRT should be built, that a city the size of 

Karachi couldn’t do without one. The BRT will not stem from the existing public transit system, 

but will be a new system with a different system of governance and financing.  The way the 

public transport system should be is reflected in the thinking of “bigger is better” and it stems 

from the view that a world-class city should have a BRT system.  

In general an increase in mobility is wanted, and therefore a high mobility is perceived as the 

desired. This will be done through public transport and private vehicles and therefore there are 

also investments in roads and cars. Congestion is not wanted, and the solution is building more 

and wider roads with less stops. However, this actually leads to problems for other modes and 

has made even the shortest travels impossible to effectuate by foot (Roland DeSouza 2015, 

pers.comm., 15 April). There has also been an increase in pedestrian accidents since there aren’t 

proper walking facilities, which makes crossing the road a dangerous task (Hasan, 2015). At the 

same time the space allocated to roads will be increased by 134% from year 2006 to 2030 

(MPGO, 2007). This indicates a pro-car bias and given that mainly richer people have cars, also a 

pro-rich bias.   
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Table 8 What modes of travel the KSDP-2020 predict an increase or decrease in compared to how many use 
each mode today. An analysis made on the KSDP-2020 by the author. 

Mode of transport How many use it 

today* 

(statistical data 

see Table 3) 

Does the plan 

see an 

increase or 

decrease? 

Comments 

Car Many people Increase 

(unavoidable) 

Indirectly favored through not 

being constrained and through  

Motorcycle Many people Increase 

(unavoidable) 

the construction of more roads 

and expressways 

Mass transit Not existing today Increase 

(wanted) 

A mass transit is planned, a very 

urgent need 

Big buses Very few Increase 

(wanted) 

An increase in the number of 

buses is wanted to replace 

minibuses 

Minibus Majority of people Decrease Seen as dangerous and 

insufficient, to be replaced 

Contracted buses Many people Unclear Not mentioned 

Rickshaw Many people Decrease Is seen as disrupting the traffic 

QINGQI Many people Decrease Is seen as disrupting the traffic 

Bicycle Few people Not applicable Not discussed 

Animal driven carts Few people Decrease Is seen as disrupting the traffic 

Walking Many people Increase (only 

in delimited 

areas) 

An increase in CBD is wanted, 

more pedestrian bridges over 

expressways.  

*Since there is no statistics on how many people use walking, bicycling or animal driven carts as 

the main mode of transport these have been estimated by the author.  

5.2.3 Environmental and social concerns  

When it comes to the problems identified, and what mobility is good, desired or considered 

sustainable the following assumptions are made: 

 Centralization, congestion and an insufficient public transport system are made 

problematic  

 A high mobility is desired for all citizens, the city center should be pedestrianized, the car 

is indirectly favored as a mode of transport  
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When it comes to the above identified points similar reasoning about the poor people’s access to 

high mobility and cars can be made as in section 5.1.3, that they can become further 

marginalized. However, some issues are also different. First of all, the informal economy is a big 

part of Karachi, but it is also seen as a problem in that the current public transport system is 

insufficient (which is to a large extent built up by the informal economy). The plan wants to 

minimize the informal economy indirectly through regularizing paratransit, exchange minibuses 

for bigger buses and implement a mass transit. They also want to eliminate non-motorized 

(animal driven carts) transport and encroachments on roads (street hawkers for example). 

Regularizing paratransit is said to give a better options to the people, and removing 

encroachments and non-motorized transport it will give better traffic flows which benefits both 

public transport and cars. The issue of eliminating non-motorized transport and encroachments 

is that the poor people (who are associated with these modes) can become further marginalized. 

The mobility for some, cars and buses, is seen as more important than the mobility and 

livelihood for others. This is also exemplified when it comes to the question of congestion, many 

believe the congestion is due to the rise in the number of rickshaws, but never criticize the car; 

however as shown in Table 3 the rickshaws transport more people and take up less space than 

cars. Additionally, during the workshop with the master students, it also became clear that the 

desired way of living is not the way (poor) people live today, how Karachi looks today and that 

the car is a symbol for success. 

Environmental issues are not tackled to a large extent in the report. The need for mobility is 

more important than for example curb CO2 emission, which have a global impact. Given the fact 

that Karachi uses around the same amount of energy for transport as Sweden, a country with 20 

times fewer people, if this should be a focus can be discussed. On the other hand, when it comes 

to air quality and noise pollution, these issues affects Karachi on a local level. One of the 

solutions is to pedestrianize the CBD. The other is promoting CNG as a fuel, especially for public 

transport. CNG is a cleaner and cheaper source of fuel, but there is a problem with scarcity as it 

even today is not available all days. For the whole of Pakistan the share of natural gas that goes 

to transport is relatively low, 5%, and reading between the lines, mobility and cleaner air in the 

city is prioritized over other issues, other uses of CNG, according to the plan.   

5.3  Comparing the analysis of the two plans 

The two plans have some similarities when it comes to problem definition, the idea of 

“good/desired” mobility and how they relate to environmental issues and social concerns. To 

summarize an overview is made in Table 9. A common feature in the two plans, which is also 

seen as a big driver of development, is congestion. Congestion is seen as something undesirable, 

which together with the idea that the accessibility of the car is good can lead to unsustainable 

development. The issue is not tackled through strategies of fewer vehicles on the roads and the 

space given to cars is not questioned. Another common feature is that both plans promote 

decentralization of services to lessen travel and congestion, the scenario is more elaborated in 

the MRVP plan than in KSDP-2020. 

Ways of living connected to Karachi’s poorer population, such as the use of public transport, is 

only regarded from a negative standpoint or not at all. These practices are not a part of the 

future desired state and are identified as the problem (the insufficient existing public transport 

system). When it comes to mobility, high mobility is desired and it is not seen as something that 
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should be restricted or curbed. The active and public modes of transport are regarded in the 

plan as an important part of the city (how important compared to cars could be discussed). In 

general there is a risk for poor people to become more marginalized according to what 

information is given in both plans. Furthermore, when it comes to environmental issues neither 

of the plans is really prominent in this area; only the local air quality and noise pollution is 

regarded as an environmental issue in KDSP 2020. 

Finally, even though the two plans were made with a difference of 50 years and that the way of 

life and contextual issues are remarking different from that times there are similarities. The 

plans are different of the surface but the similarities show when a deeper analysis is made.  

Table 9 A summary of the two plans: what problems are represented, what is good mobility, and how does the 
plans relate to social equality and environmental concerns. 

1952 2020 
   

x - 

P
ro

b
le

m
s 

The lack of a uniform labor market 

x x Traffic congestion 

x x Centralization 

- x Insufficient public transport system 

x x 

G
o

o
d

 m
o

b
ili

ty
 

Increased (high) mobility 

x x Pedestrianization 

x x Mass-transit 

- - 

So
ci

al
 a

n
d

 
en

vi
ro

n
m

e
n

ta
l 

Restriction of cars 

- x Noise pollution 

- x Air quality problems 

 

5.4 Comparing the two plans to sustainable mobility 

The two plans are based on different visions and core priorities, nonetheless were they made in 

completely different time periods and for a different population size. Despite the different 

contextual issues, there are some general elements that can be identified and compared with the 

overall sustainable mobility paradigm. For an overview see Table 10. Fuel efficiency is not 

something that was discussed in the 1950s, and is also less discussed in Pakistan as mentioned 

earlier, even though the local environmental issues are discussed. When it comes to modal shift 

both plans wants to promote walking and public transport, which is seen as positive. On the 

other hand, neither of the plans suggests actions to actively curb car use, and what overall effects 

the approach will have is therefore unclear. Decentralization and specific land use for different 

services are favored by both plans, which also indicated bed-room cities are undesired. Neither 
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of the plans touches upon the question of the right to mobility, but they both promote a very 

high mobility for its citizens, and there are no discussions about how to promote less or no 

travel: substitution for travel. The trend is in both plans pointing in the other direction: towards 

more mobility. Lastly, both plans see traffic separation by separating cars as an important 

solution (opposite to shared space and traffic calming), which both work with and contradicts 

the sustainable mobility paradigm. As an example it reduces the time travelled but increases the 

distance as places further away can be reached more easily, which can cause a centralization of 

services and a less services at the local neighborhood. 

Table 10 Direction of transport planning, prioritized areas  

Sustainable mobility indicators 1952 2020 Comments 

Efficiency increase/ pollution 
reduction 

- x 
Switching to low CO2 intense fuels was 
not on the agenda in the MRVP plan.  

Modal shift/Walkability x x 

Both plans promote active modes of and 
public transport, but neither restricts car 
use. The MRVP plan promotes walkability 
to a greater extent than the KSDP-2020 
plan. 

Distance reduction x x 

Decentralization and land use policies is 
suggested by both plans so that for 
example closeness to services is 
promoted. 

Substitution - - 
None of the plans discusses solutions for 
non-travel. 

Traffic separation* x x 
Both plans want separation of faster 
modes of transport through expressways.  

*Traffic separation is not identified as either working towards or contradicting sustainable mobility 
as it can contribute in both directions.  
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6 Discussion 
This discussion brings up the findings from the study and put them in a bigger perspective 

together with relevant information and findings from other studies. The discussion therefore 

includes new theory not brought up in this study that can be used in further research concerning 

mobility planning in Karachi. To clarify the topics under section 6.1 problematize the current 

identified direction of planning in Karachi, whereas section 6.2 discusses possible future 

directions of planning in Karachi.   

6.1 Build for a city or for the people in the city? – Achieving social and 

environmental sustainability  

“Urban planning is not done only to create good living environments, but also to make a city more 

competitive, to allow it to “make a name for itself”, attract capitals, taxpayers, and of course to 

bring urban development for the purpose of generating a good return for private companies- 

landowners, construction and property companies.”               (Tunström et al., 2015, p10) 

The concept of a world class (city) is a concept used by many cities and in many projects today in 

order to make it competitive on the global market. In Karachi it is visible how the place-making 

and branding is important in the plan since the whole vision is to make Karachi into a world 

class city. A study of Kuala Lumpur show that the strategy has worked, that the city has 

experienced economic growth and regained recognition from a global perspective, but the 

author also mentions there are negative side effects such as environmental problems and traffic 

jams (Höijertz, 2013). Additionally, Tunström, Gunnarsson-Östling and Bradley (2015) argue the 

development in the city can be very uneven and that some parts of the city gets neglected and 

overlooked, and that these often are areas of poor and unprivileged people. Even if Karachi can 

succeed in attracting investments and spur economic growth, social and environmental 

sustainability is something that is lacking and as Albrechts (2010) points out, sustainability, 

equity and fairness are not ‘happy accidents’, they need to be managed. Therefore they need to 

be actively worked towards if they should be achieved. Even though the two plans both point to 

a direction that is in line to a large extent to the sustainable mobility paradigm, whether or not 

the two plans will reach (or would of reached) sustainable mobility in Karachi is difficult to 

conclude. The reason is that certain aspects of the plans might not be inaugurated to with the 

goal to achieve sustainable mobility, but rather to for example bring investments to the city.  

6.1.1 The world class city  

“A world class city is a city of expressways, it is an event city, it has high rise, it is a city of malls, and 

it is a city where investments determines the shape of the city, and it is a city where there are 

projects instead of planning.”                (Arif Hasan 2015, pers.comm., 31 March). 

As argued for earlier building a world class city does not directly imply better conditions for the 

people in it from a socio-ecological perspective, but it is dominating when it comes to what 

drives development. Mobility is a commodity, but there is no regulation to restrain mobility, 

even if it has a negative impact on other sorts of mobility. The car is a symbol for economic 

growth and should be privileged when looking at both plans. When it comes to public transport 

bigger and formal systems are better, even though the city has always and still is depending on 

the informal sector for jobs, housing and transport. The existing system is in conflict with what a 

world class city should be. Using less energy intense modes and travels less, which are more 
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affordable and sustainable, are deprioritized in the long run. Similar lines of development can be 

found in other developing countries. In the 1990s the mobility culture of Beijing, a previous non-

motorized city, changed rapidly towards a more car oriented mobility with less biking and 

walking as a consequence. The driving forces were to replicate the western modern ideals, and 

to construct transport infrastructure to prove that China was an emerging power (Zhao, 2010). 

A world class city is used synonym with economic growth and in practice socio-ecological 

elements are forgotten and seen as a barrier towards growth. Since neither of the two restricts 

car use, rather promotes it through the plans of a well developed road network, there is a 

possibility that social and environmental problems arises (or would of arisen) in the future, as it 

has done in Beijing. Neither of the plans sees the car as a negative line of development, rather 

positive and that it has a place in the city. This is in turn in conflict with the sustainable mobility 

direction of modal switch, where a restriction in car use is desired.  

6.1.2 The right to mobility  

“Eliminating the diversity of transportation modes within a society through deliberate 

government policy reduces economic efficiency by forcing people to use a few higher-cost 

modes rather than using the most appropriate and affordable means.”(Daniere, 1999, p29) 

 

A general conclusion drawn from the two plans is that high mobility is part of a city: travel is 

promoted through investments in both mass transit and expressways (for cars). The MRVP plan 

can be identified as aiming to be transit oriented, which means a high share of public transport 

users and relatively low car use. Where Karachi is today or where it’s going to be is not equally 

easy to identify, however with the solutions presented in the recent plans show indications of 

moving away from both non-motorized and paratransit modes towards solutions for more cars 

and (formal) transit alternatives. However, the Traveling becomes neutralized in the context of 

planning in Karachi; it is seen as something inevitable and a need that should be satisfied and is 

portrayed as a basic right. With the solutions presented the direction of what mobility is 

prioritized becomes more apparent. Additional to this, there are no suggested substitution for 

travel (from the sustainable mobility paradigm) in neither of the two plans, which is opposite to 

increased mobility. Whereas the other directions of the sustainable mobility paradigm are 

satisfied this is the only direction that cannot be found in neither of the two plans.  

With that said, an increase in mobility is not a problematic view on mobility per se. Through 

peeling off the first layer and reveal how this should be satisfied and what the drivers of change 

are, a more complex picture of the transport system emerges. Congestion is a driver of change 

and whereas in the MRVP plan it was a driver to impose more public transport, Karachi today 

sees wider and more signal free roads as the solution to the problem. Without any discussion of 

when Karachi has enough roads or how to find a balance between public transport and road 

investments, the city can land in another undesired mobility paradigm (other from the one 

today, which is highly undesired).  

6.1.3 Good mobility is not the mobility of the poor 

“The big problems facing these [non-motorized] cities are the deleterious effect that motorization is 

having on the quality and safety of the public space, and the public policy stance that equates non-

motorized modes with ‘out-of-date symbols of poverty’… ”     (Priester et al., 2013, p25) 
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Even though Karachi hasn’t been identified as a non-motorized city, it has many of the 

characteristics of one described in Priester, Kenworthy and Wulfhors (2013). The transport 

system was to a large extent non-motorized but the trend has turned and modes such as 

walking, bicycling and animal driven carts are becoming less and less visible. Direct forbiddance 

of animal driven carts is stated in the plan, walking and bicycling is also indirectly forbidden 

since there are no facilities for and the construction of expressways limits the mobility of these 

modes. Karachi is as other non-motorized cities very dense. Other positive environmental effects 

is the relatively low energy use per capita for transport, however even a small rise in private 

vehicles (as in Karachi) have devastating effects on the transport system and cause severe 

congestion. A widening of roads and construction of signal-free expressways can therefore be 

perceived as highly necessary to deal with congestion as they have a low car use compared to 

other cities. There is no discussion about fairness even though only a small proportion of 

inhabitants are causing the congestion. In Delhi, India 80% of transport funds between 2002 and 

2006 have been used for road-widening schemes, though only 15% of the people own cars 

(Tiwari, 2007). The fact that no suggestions about curbing car use or stop the trend of buying 

cars is in place shows it is seen as something that is part of a city and desired, even at the cost of 

other forms of mobility and environmental deterioration.   

“The BRT is not part of any master plan so it will not solve the problem of the city.”            

     (Muhammad Younus  2015, pers.comm., 1 April). 

 

When it comes to public transport there is a division in terms of the existing and the new system. 

The existing system is characterized as being informal: minibuses and rickshaws, which is seen 

as an insufficient system. The new is the proposed BRT network, but it cannot be seen as the 

only solution, and integration of the whole transport system needs to be considered. Even 

though a mass transit is seen as an important solution for the city, the BRT will not be affordable 

for the poor without subsidies. Nor will it be economically competitive with other modes: such 

as motorbike (See Hasan and Raza, 2011). It is not only a matter of affordability for the poor, 

other issues such as who should own and benefit from the system, and what will happen to all of 

the existing providers of transport, needs to be discussed.  In short the symbols of poverty 

should be replaced by large systems and the informal should be replaced by the formal system, 

big and formally governed buses should replace minibuses and rickshaws.  

6.2 Future directions of planning in Karachi - Leap-frogging into a transit city? 

For cities in emerging countries with partly underdeveloped mobility systems, the aim must 

be to establish a sustainable mobility core that can satisfy short-term demand at a 

reasonable cost without replicating mistakes from developed countries. With access to 

emerging transport infrastructure and technologies, these cities have the opportunity to 

become the test-bed and breeding ground for tomorrow’s urban mobility systems.  

             (Van Audenhove et al., 2014, p14) 

 

The MRVP plan is made as a model of a city with integrated land and transport planning, and an 

interesting aspect is that similar thinking is found in KSDP-2020 and that it’s much in line with 

the sustainable mobility paradigm. One of the reasons is the assumed low car use, and the need 
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of a good public transport system to minimize the risk of high car use and congestion. There is 

also the aspect of neighborhood units, which sought to keep amenities within walking distance, 

and thus reduce travel in general. However, it’s a plan made with a completely different 

contextual background, and therefore does not take into regard the current standard of living 

and the presence of an informal system. The current plan is more or less seeing the present 

situation as a problem, and the solutions therefore are focused to “fix” it rather than to use it as a 

part of the solution. It is therefore difficult to take the solutions presented in the MRVP plan and 

directly apply them to current Karachi, as many of the solutions are connected to each other. 

However, there are opportunities to for example make the informal system more accessible by 

mapping it as has been done in Nairobi (Badger, 2014). There is an existing transport system, 

but because it is not promoted through for example providing insurance or given dedicated bus 

lanes and need to pay bribes to the police, it cannot function. Through renewing urban policies 

and run the bus system under a public private partnership (PPP), costs can be cut and security 

and reliability enforced (Sultan and Macário, 2008). However, there is a risk of corruption and 

systems run by the government are rarely seen as a solution. With new forms of governance, 

such as PPP, and the introduction of technological aid8  new solutions can be tested. 

6.2.1 Integrating and completing the existing transport systems into one system 

“Transit is so essential to urban life that people will find a way to develop it even without 

government help.”                  (Badger, 2014)  

 

Karachi has an insufficient transport system and it’s mainly due to the fact that they are lacking 

mass transit. Karachi is already built up and hence the close land use and transport planning is 

hard to adapt to the existing buildings and a mass transit will not be enough and will not solve 

the transport issue alone. The rickshaws, QINGQIS and minibuses are useful from a door-to-bus 

perspective and key into making a mass transit system useful, they need to complement each 

other and not compete with each other as it has been previously (Shabbib Ali 2015, pers.comm., 

31 March). Semi-informal or informal mini buses are a common element in a lot of cities and 

even in more formal western cities it is used as for example special transport. Helsinki is 

introducing the minibus as a maxi-taxi, offering a better service that competes with the car9. If 

the public transport system should be a competitive one it should not only find a way to ensure 

the needs of the people are met and that the transport systems are not competing with each 

other. There is also a need to regulate car and motorcycle usage and not make them compete 

with the same space as more capacity strong modes: public transport and walking. It might work 

now to promote the car, but promoting other forms of transport is what really can make Karachi 

leapfrog into a sustainable transport future.    

                                                             
8 An example is the mayor of Mexico City that through an app protects homeowners’ property being 
snatched by officials by emailing them whenever changes are made with their property. 
http://www.citylab.com/politics/2015/05/mexico-citys-miguel-angel-mancera-cracks-down-on-
corruption/392831/ 
9 Helsinki has introduced the Kutsu plus on trial, a minibus system that works as a communal taxi/bus and 
works out the best route for all through knowing origin-destination of each passenger see 
https://kutsuplus.fi/. 

http://www.citylab.com/politics/2015/05/mexico-citys-miguel-angel-mancera-cracks-down-on-corruption/392831/
http://www.citylab.com/politics/2015/05/mexico-citys-miguel-angel-mancera-cracks-down-on-corruption/392831/
https://kutsuplus.fi/
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6.2.2 Doing what is said – avoiding unsustainable path dependency 

The gap between planning visions and the development of the real spatial configuration is 

in many respects significantly a result of, among other things, decision-making locked into 

obsolete mental models and path dependence arising out of established physical structures 

of previous planning and urban development.   (Svensson, 2015 p.31) 

 

Even if many of the solutions in the KSDP-2020 can be seen as a way in the right direction there 

are no measurable goals of what is prioritized; what is realistically achievable and should be 

pursued. Planning should have long-term visions but also short and long-term actions of how to 

achieve them (Albrechts, 2010). These can be shown as indicators, hands on measurements, on 

development and the goal. An example is Stockholm environmental program, which has 

reachable objectives and show whether they will be fulfilled or not, accessible for all through a 

webpage10. A reason to have reachable objectives is also to avoid unwanted path dependency. 

Rapid construction in the city leads to path dependency in different ways, express roads and the 

construction of low-density suburban houses makes it more fuels cars use and acts as a barrier 

for other modes such as walking and public transport. Therefore it can be hard to promote 

public transport and walking in retro perspective when people are already dependent on their 

cars, since the priority will be (as it is today) building more roads.    

  

                                                             
10 The indicators can be found on: http://miljobarometern.stockholm.se/default.asp?mp=MP15  

http://miljobarometern.stockholm.se/default.asp?mp=MP15
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7 Conclusions 
“Poverty needs to be understood from a wider perspective as not only lack of income, but 

deprivation in terms of human rights and needs.”   (Ranhagen, 2012, p8) 

The current chaos in the traffic system of Karachi by many blamed of the fact that the 

government is corrupt and that it is incapable of doing anything, and that they need a strong 

leader to change it around. However, a strong leader cannot alone make great things happen, it 

is always a collective governance effort that makes the difference, and good governance is 

embedded in the governance culture of that place (Healey, 2009). This would mean that the 

main problem is not that Karachi is lacking a strong leader, but that there is a need to look into 

their governance culture, which is where sustainable practices can be inaugurated. One way to 

influence a sustainable governance culture around mobility is to discuss what sustainable 

mobility is in the context of Karachi, a discussion this study aims to contribute to.   

When it comes to the problem representation in the two plans it becomes clear that 

transportation is essential to Karachi. High mobility is desired for the citizens in both plans, and 

both also identify congestion as the key problem (to the desired high mobility). Congestion is 

therefore presented as highly undesired, but when it comes to the solutions to it the two plans 

differ as discussed before. One of the reasons for this has been the issue of what a world class 

city actually means in practice. It seems deeply connected to economic growth, which in turn is 

symbolized by cars and roads.  

Another issue highlighted is that the poor’s’ modes of mobility are “bad” mobility. Disregarding 

less privileged groups of mobility are bad from the perspective that their way of living is 

regarded as undesired, but equally important the poor is associated with less energy intense and 

more active mobility, which is good from a socio-ecological point of view. Many poor work at 

home or close to home, as well as walk or use public transport, something cities in the Western 

world is trying to encourage their citizens to do. Additionally, the fairness in the amount of 

resources spent on road infrastructure projects can be debated since only a small part of 

Karachi’s population owns a motorized vehicle.   

As a consequence of how the problem is seen and what is seen as good mobility, aspects of the 

socio-ecological spectra of sustainable development become less valued than economic 

development. The overall aim as providing a high mobility for all can therefore be questioned if 

it will be realized, if there will be a mass transit system accessible for all groups of society or if 

the focus will be to construct new roads and favor people owning private vehicles. The plan does 

not have a clear priority agenda, nor a clear strategy for monitoring or follow-up, which 

otherwise could be a way to promote development of socio-ecological character. 

Karachi sees the way to a developed society to repeat the path already taken by developed 

countries. However, developed countries are now working towards changing and adapting their 

mobility systems for a world with less energy resources (and less fossil fuels). Path dependency 

is a way to describe difficulties in transforming a society in the direction that is wanted because 

there is many systems and way of living in the society that is rooted in the status quo scenario. 

This provides a window of opportunity for Karachi to rethink how they should move and try 

new solutions that are adapted to a world with less energy and less travel, learn from the poor 



 44 

and adapt systems that work for them since the majority of people in Karachi do not have access 

to the car. Karachi is still in the phase of transition and thus has an opportunity to leap-frog into 

a sustainable mobility society without repeating the mistakes the developed society already 

have made and try to build away from.  
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ANNEX A Results from the workshop  

Here are the results from the workshop carried out with students at the master program of 

urban and regional planning (MURP) on the 3rd of April 2015. It is in two parts, the first is in the 

form of a SWOT analysis of the current transport system in Karachi, and the second is ideas for a 

possible vision statement for Karachi. 

 

Figure 9 Results from workshop with planning students (master level): SWOT analysis.  
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Ideas for what to include in a vision statement for Karachi:

 People follow rules 

 Awareness of people 

 Public transport system 

o Equality, accessible, social and economic equity, break social barriers, people interact 

 Sensible politicians 

 KCR 

 BRT 

 Water transport 

 Maintained and educated people 

 Green city, walking, clean, one gets tempted to go downtown, safe, men not gloom, no 

snatching (discouraged)  

 Police enforce norm of behavior 

 Congestion taxes 

 Tourism, heritage and revival 

 Double decker 

 Underground 

 Trams 

 No Qingqis or rickshaws but cycling and walking 

 Encroachments gone 

 E-travel 

 E-classrooms 

 Sea-side 

 More ferries 

 Jackson bus (Flinta and Jackson company) 

 Traffic diverted to outskirts, not in city center 

 No cargo trucks in city, though main economy 

 Railway + northern southern bypass constructed
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