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ABSTRACT 
 
We contend that transport systems need to be more inclusive by addressing diverse and complex 
mobilities. This argument is rooted in a review of the transport policies in the cities of Windhoek, Namibia 
and Delhi, India to determine whether they address the diverse needs of women and trans and gender–
diverse people. Using the lack of safety as a common denominator across the two cities, we examine 
how safety affects mobility for these groups and reinforce other forms of inequities. The findings reveal 
a failure to account for different experiences, needs and expectations of and for transport among these 
groups, while rendering them invisible. We conclude with an argument for diversity mainstreaming as 
an approach for achieving inclusive transport systems. As a novel concept, diversity mainstreaming 
contests the failures of gender mainstreaming and gender equality in the context of difference and 
should form the basis for policy work aimed at inclusion.  
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1. INTRODUCTION 

Gender mainstreaming was introduced as an important strategy for the promotion of gender equality, 
as part of the Beijing Platform for Action deliberations at the Fourth United Nations World Conference 
on Women in Beijing in 1995. Although an important concept, it is built upon the assumption of gender 
as a primary axis of inequality while ignoring the complex and equally important formations of identity 
beyond gender. And in the twenty–odd years since its adoption, there has been very little consensus 
regarding its transformative effect (Milward et al., 2015; Moser, 2005; Moser and Moser, 2005). Some 
feminist scholars even argue that it should be abandoned altogether (Halley, 2006; McRobbie, 2008; 
Piálek, 2008; Zalewski, 2010). Hankivsky states that gender mainstreaming has not “been realized in 
any jurisdiction or in any area of public policy” (2005, p. 981) and Lacey et al. note that “its limitations 
in moving towards deeper, meaningful and more transformative understandings of women’s diverse 
experiences are becoming widely recognized” (2013, p. 147).  

These limitations of gender mainstreaming and its prioritization of gender as the primary axis of 
discrimination are rooted in the gender–binary conception. Hankivsky specifically laments the weakness 
of gender mainstreaming because of its disconnect with feminist theoretical underpinnings around the 
multidimensional and reinforcing nature of identity (2005, p. 978), thereby observing that we are at a 
critical juncture that calls for a new approach. A different approach is needed that can challenge the 
idea of gender mainstreaming and key global commitments for gender equality that equate gender with 
women only. This argument is amplified by Levy’s (2019) plea for reframing the problematic notion of 
travel choice to account for diverse and different identities. It is in this context that we argue for a 
different way of addressing gender in transport planning and policies, rooted in the concept of 
intersectionality.  

The idea of intersectionality (Crenshaw, 1989) is useful for highlighting the limitations of policies based 
on gender mainstreaming. It rests on the understanding that there are several axes of inequality in 
society fixed on the different aspects of a person’s life, with gender being one of them. These different 
axes of inequality intersect and result in marginalization stemming from deeply embedded and systemic 
power imbalances. Prioritizing gender or considering it without the other axes of inequality fails to 
recognize the complexity of people’s lives. Intersectionality mediates the tension between the assertion 
of multiple identities without making gender the sole or the primary concern (Hopkins, 2019, p. 938). 
This mediation is evident in Crenshaw’s original development and application of the concept. She did 
so to illustrate the uniqueness of discrimination that Black women experienced as a result of their 
identity as a Black person and their identity as a woman. She used the concept of intersectionality to 
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identify and articulate the compound impact of living at the intersection of these different identities. And 
while the concept of intersectionality originated from the experiences of Black women (Hopkins, 2019), 
Crenshaw (1991) noted its potential for understanding other socio–cultural contexts.  

We present the argument that transport planning professionals need to include an intersectional 
approach to understanding and addressing inequities in all policy and decision–making. To make our 
argument for a more inclusive approach that recognizes actual lived experiences, we apply an 
intersectional lens to the transport policies for Windhoek and Delhi, two capital cities in the Global South 
and the authors’ countries of origin. 

An equitable, affordable, and accessible transport network is essential for an inclusive urban system 
that respects individual rights to free movement and bodily autonomy. With this in mind, we first illustrate 
the lack of attention to diverse identities and needs of the urban populations in transport planning and 
management in Windhoek and Delhi. To highlight their limitations in ensuring inclusion and mobility for 
all, we introduce a diagnostic tool to assess diverse and overlapping needs of different groups. Second, 
we apply the tool to analyse these cities’ transport policies. We argue that the transport systems in both 
cities not only act as barriers to people who are at a disadvantage in a heteronormative patriarchal, 
ableist, and ageist society due to their identity, but also invisibilize those who do not fit into 
predetermined gender roles within the society. These barriers rob people of their freedom, agency, and 
opportunities that would enable them to live a fulfilling life of their choice. Third, we argue for diversity 
mainstreaming in transport planning policy as a precondition for recognizing overlapping and diverse 
needs as a crucial step towards truly inclusive transport systems. 

2. CLARIFYING CONCEPTS 

Before delving into questions about the highly contested terms of trans and gender nonconforming 
identities, it is necessary to first clarify our use of specific concepts. First, we use the concept ‘trans and 
gender–diverse’ as an umbrella term that recognizes diverse identities within the gender identity 
spectrum of people whose gender does not reflect their sex at birth. Although not an exhaustive list, 
this term embraces “all non–cisgender gender identities, including transgender, transsexual, 
transvestite, genderqueer, genderfluid, non–binary, genderless, agender, non–gendered, third gender, 
two–spirit, bigender, brotherboy, sistergirl, trans man and trans woman" (What Is trans and gender–
diverse? n.d.). Second, we use the term ‘gender and transport’ and not ‘women and transport’ since 
people with all gender identities and not just women face gender–based violence and discrimination in 
transport. These conceptions are central to our diversity argument. Last, we use the term ‘mobility’ over 
‘transport’ to acknowledge that it means more than transport. In essence, transport is meaningless 
without mobility. Mobility is about the everyday ability or freedom to move from place to place and is 
associated with equity considerations around accessibility, affordability, and safety which are necessary 
for facilitating movement (Kayal et al., 2014). Mobility is also a potent issue in the everyday struggles 
of trans and gender–diverse people (Law, 1999, p. 574). 

Key global commitments and their limitations 

The United Nations adopted the concept of gender mainstreaming in 1997, and since then it has been 
the impetus for all work around gender equality, women’s rights, and women’s safety. However, we 
challenge the use of gender mainstreaming and gender equality as an approach for creating inclusive 
transport policy for two reasons. First, on grounds of their failure over the last two decades to deliver 
on the aspirations of transformative change (Milward et al., 2015; Moser, 2005; Moser and Moser, 
2005); and second, for their failure to differentiate between gender and women (see Davids et al., 2013). 
Gender equality should not be treated as a women’s issue, rather as that of empowering people with 
different gender identities. This limitation is evident in the Sustainable Development Goals (SDGs), for 
example, SDG5: Gender Equality to “achieve gender equality and empower all women and girls”. The 
ambiguity over gender equality and its relationship with gender mainstreaming is exemplified by feminist 
theory’s treatment of gender and equality constructs, which remains unresolved (Hankivsky, 2005; 
Verloo, 2001). Moreover, Doan (2007, 2010) shows how rigid categorizations of gender fail to consider 
the needs of trans and gender–diverse people, thereby impacting their freedom and mobility in a 
profound way. Hence, Doan’s call for a revisioning of the concept of gender to create more transgender–
friendly urban spaces, noting that even within queer urban spaces there is a prioritization of gay and 
lesbian cisgender people. 
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Equality is also often conflated with equity. Put simply, equality is about sameness, while equity is about 
fairness. Fairness ensures access to the same opportunities by simultaneously recognizing and 
addressing the structural barriers within asymmetrical power relations. However, sameness is limited 
to offering the same opportunities despite different needs. Sameness ignores the structures of historical 
exclusion and discrimination and the impact it continues to have on the lives of people today. Thinking 
about the mobility needs of any population along the basis of sameness (or gender–blindness), one 
could argue that public transport in most countries is accessible to women, except in countries with 
strict rules against women’s free movement, or in countries without public transport systems. However, 
such an argument ignores the structural barriers women face in accessing public transport, such as 
sexual harassment or time poverty—that is, the limited availability of time for freedom of mobility due to 
additional caregiving responsibilities compared to male partners—as key obstacles to rights of freedom 
and mobility. Evidence to this effect reveals a gender gap in transport data showing a disturbing lack of 
consideration of women’s travel patterns and mobility constraints (Loukaitou–Sideris, 2014; Perez, 
2019; The World Bank, 2010) and a lack of information about trans and gender–diverse people in most 
countries around the world.  

There is a particular blindness to women's distinctive travel and mobility characteristics despite the 
widespread acceptance of gender mainstreaming and the growing policy focus on gender equality. This 
blindness is equally at the expense of other minority groups, such as people with disabilities, people 
from low–income households, and trans and gender–diverse people whose mobility needs are 
persistently ignored. This ignorance is a result of assumptions that fail to account for the everyday 
mobility needs of different people (Fainstein and Servon, 2005; Levy, 1991, 1992) due to the use of the 
principle of sameness instead of fairness. It thus seems futile to pursue equality without first achieving 
equity. At the same time, the concentration of wealth among male–dominated economic and political 
elites have distorted transport policies in all countries in the Global South (Pucher et al., 2005), resulting 
in a bias towards addressing the needs of able–bodied, heteronormative men (Levy, 2019; Miralles–
Guasch, 2005; Peters, 2013). Against this background, we argue for a focus on equity in transport 
policies through the prism of intersectionality in order to redirect attention towards the needs of those 
traditionally marginalized within transport policies and systems. A paradigm shift from the gender–
binary, heteronormative, and other contextual and societal assumptions about mobility needs within 
transport policy and key global commitments is critical to ensure the right to mobility for all to deliver 
equitable and inclusive transport outcomes.  

Questioning gender mainstreaming in transport policy 

Gender mainstreaming is a widely accepted tool for achieving equality between people of different 
genders based on gender–binary and heteronormative constructs. It grounds gender–sensitive 
practices and norms in public policy. One notable feature of gender mainstreaming is to combat 
inequality through, for example, gender disaggregated data. However, one key shortcoming of gender 
mainstreaming is that it is equated with women, explaining the gap in knowledge around the mobilities 
of gender minorities (Lubitow et al., 2017). Another shortcoming is its focus on fixing women’s 
deficiencies by viewing them as a homogenous unit of analysis, rather than focusing on differences. 
For example, a major challenge of gender mainstreaming is the failure to discern differences between 
women on the basis of ability, ethnicity, caste, age or reproductive stage, sexual orientation, among 
several other axes of difference. This is highly problematic because it erases the diversity and 
complexity of different gender identities from policies and urban processes. Addressing this weakness 
means fixing systems, processes, and structures by inter alia identifying policy barriers that allow 
unfairness to creep in. This requires questioning gender mainstreaming as an approach because it can 
obscure, minimize, or erase the diverse experiences of not only women but also trans and gender–
diverse people within transport policies. Enter Hankivsky’s (2005) notion of ‘diversity mainstreaming’ as 
an alternative to gender mainstreaming. Diversity mainstreaming is premised on a “truly integrated 
analysis … that captures the interstices of all factors of oppression [in situations where compound 
identity can disadvantage]” (p. 993), by allowing “broader inquiries” (p. 996). Hankivsky’s (2012) 
Intersectionality–Based Policy Analysis Framework (IBPAF) for advancing social equity in policy offers 
a helpful approach for mainstreaming diversity. Intersectionality is a central frame in both her 
conceptualization of diversity mainstreaming and the IBPAF. In fact, she acknowledges that 
intersectionality–based analysis has been leading the intellectual charge around tackling the challenges 
of social diversity in policy and research (p. 18). The IBPAF’s objective to mainstream intersectionality 
(and therefore diversity) to promote equity–based policy improvements offer an appropriate heuristic 
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for examining our key proposition of diversity mainstreaming, underpinned by equity. The intention here 
is not to delve into the minutiae of the IBPAF but to briefly describe how it could be used to enhance 
transport policies to account for diverse needs.  

Crenshaw’s (1989, 1991) notion of intersectionality intrinsic to the Hankivsky’s IBPAF is a useful way 
to dismantle enduring stereotypes about women in transport policies, by recognizing the mutually 
constitutive nature of and multiple axes of identity. Specifically, it enables the IBPAF to look beyond 
traditional one–dimensional categories of policy analysis, by foregrounding the complexity and diversity 
of identity. It not only offers a multidimensional and nuanced way to rethink typical assumptions about 
women’s mobility and make visible trans and gender–diverse people but is also a way to reverse the 
failed revolutionary promise of gender mainstreaming through a rebranding that reconnects it with its 
feminist roots. The IBPAF can thus help avert the “impasse” of gender mainstreaming (Hankivsky, 2005, 
p. 979) through feminist thought around the multidimensional and reinforcing nature of identity. To do 
so, the IBPAF draws on Crenshaw’s (1989, 1991) work on intersectionalities that makes visible various 
forms of oppression and how they mutually construct each other to amplify discrimination and 
marginalization.   

The IBPAF is a normative tool for use at any stage of the policy cycle. It includes a set of guiding 
questions that can be adapted to a particular policy problem. The guiding questions are aimed at 
transformative change by examining equity–relevant policy impacts. The tool offers a right–based 
approach to policy diagnosis, with principles embedded within each guiding question analogous to the 
core tenets of intersectionality: multidimensionality, power, diversity, and social equity. Assessment 
criteria derived from the IBPAF to guide policy diagnosis are presented as five questions about a policy 
problem. The criteria are both descriptive to make apparent the assumptions and inequities 
underpinning policymaking and transformative by providing alternative policy responses to redress 
identified inequities. They are: (1) framing of problem (assumptions underlying problem), (2) process 
for framing problem (consultation), (3) how the group is differently affected by framing (affect), (4) 
current responses to the problem (interventions), and (5) what inequities exist in relation to problem 
based on current responses. The tool is used to bring prominence to equity considerations based on 
the following policy problem: are the safety considerations of diverse and marginalized people using, or 
attempting to use, public transport recognized in transport policies?  

3. A TALE OF TWO CITIES 

The two cases focus on the metropolitan centres of Windhoek, Namibia and Delhi, India where public 
transport use is strongly feminized, in line with the view of the 2018 International Transport Forum (ITF). 
To illustrate, the ITF shows that sexual harassment on public transport is a critical issue for women, 
who tend to rely on public transport more in cities for their mobility needs compared to men (ITF, 2018, 
p. 23). Even though these two cities are vastly different, marginalized people, particularly women and 
trans and gender–diverse people, experience similar mobility constraints in both. While there is no 
available data on the transport needs of trans and gender–diverse people in these cities, a limited 
number of international studies show that they experience similar safety barriers to accessing and using 
transport as women (Lubitow et al., 2017). Trans and gender–diverse people are also excluded from 
urban spaces as a consequence of hetero– and cis–normative dominance over those spaces, and 
because of normalized violence against them (Doan, 2010). This informs their mobility decisions and 
limits their ability to traverse the city freely (Lubitow et al., 2017, Reddy–Best and Olsen, 2020).  

Both countries are diverse ethnically and linguistically: Namibia has 11 ethnicities and India has over 
15 language–based groups1. Both cities also have significant domestic migration. For almost five 
decades now, rural women in Namibia have migrated to urban centres, as both a form of empowerment 
and socioeconomic advancement, at a rate equal to rural men of about 50 per cent2 (Venditto, 2018, p. 
86). In Delhi, 63 per cent of the population is migrant as per the Census of India 2011 (Krishnan, 2019), 
with marriage reported as the main cause of migration among women (about 60 per cent). A large 
proportion of women in both cities engage in domestic work and their socio–economic status dictates 

 
1 Caste, religion, and language are captured in the Indian census instead of ethnicity. 
2 This excludes international migration mostly from neighbouring sub–Saharan countries and the rest 
of the African continent, which has been a steady stream since Namibia’s independence in 1990. Of 
note, internal migration far exceeds international migration and is predominantly to the urban centres. 
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their dependency on public transport for their commute to work, consistent with the widely held view 
that lower household incomes are usually associated with transport deprivation. Both cities have also 
undergone rapid growth3 and change in the last three decades, associated with Namibia’s 
independence in 1990 and India’s liberalization around the same time. India is different from Namibia 
in terms of the diversity of religion and the persistent caste system. Indian people from lower caste or 
minority religions face complex barriers, including discrimination and sometimes even outright violence. 
These experiences are further complicated because of their intersection with other categories of 
identity, including gender (Gorringe, Jodhka & Takhar, 2017; John, 2015). In Namibia, racial and tribal 
tensions have been a longstanding factor for discrimination (Bannon, Miguel & Posner, 2004). 

Windhoek’s urban form and functions were largely shaped by its colonial history. The combined impacts 
of historic racial spatial planning and a car–dominated transport system have forged deep divisions and 
growing inequalities for vulnerable groups. Informal settlements on Windhoek’s edge continue to grow 
unabatedly and will remain the largest contributor to the city's population growth (Pendleton et al., 2014). 
In Delhi, historic unsuccessful planning attempts redirected population growth to the urban periphery, 
causing sprawl and a proliferation of informal settlements. Delhi has little affordable housing, limited 
public transport coverage, high private vehicle ownership, extremely high environmental pollution, poor 
quality of life and loss of livelihoods and community networks (Anand and Tiwari, 2006; Ewing, 1969; 
National Institute of Urban Affairs, 2017; Pucher et al., 2005). 

Despite government investment, Windhoek’s transport system has never kept pace with the mobility 
needs of a rapidly growing population, particularly on the urban fringe where informal settlements 
abound and the biggest need for public transport exists. Moreover, Windhoek lacks traditional forms of 
public transport like other capital cities and relies on a very small municipally owned and operated bus 
fleet (79 “ailing” buses purchased prior to 1990 and recently expanded by 13 new buses), characterized 
by an inefficient network that relies on the “backbone” of the taxi industry (Sustainable Urban Transport 
Management Plan, 2013, p. 17). Like the buses, unmetered4 taxis (as the most common form of public 
transport) are in various states of repair and often break down, posing a safety risk for passengers. Taxi 
ranks are also considered unsafe and insufficient by the Namibian Public Passenger Transport 
Association (Madejski et al., 2014). Delhi’s transport system is more sophisticated and includes a 
subway, bus, commuter rail and paratransit options, including auto– and cycle–rickshaw. In the last 
decade, ride–share services have also emerged. Even though public transport has a majority mode 
share in Delhi (National Institute of Urban Affairs, 2017; RITES, 2010; Tiwari, 2003), poor quality, limited 
last–mile connectivity and coverage render it significantly inadequate (National Institute of Urban 
Affairs, 2017; Tiwari, 2003).  

In both cities, the public transport systems are sites of gender–based violence. In Namibia, this is the 
result of “gender–based violence deeply imbedded within Namibia’s history” (Edwards–Jauch, 2012, p. 
49) and disguised as traditional customs5 used to oppress and devalue women. Despite gender equality 
policy intentions and legal protections, Namibian women are still treated as second class citizens with 
their safety6 and mobility constantly under threat. Their status as lesser valued citizens are evident in 
their invisibility in data capture. In India, a Jagori report indicated that about 85 per cent of women using 
Delhi’s public transport faced harassment or violence in public spaces, with “51 per cent women … 
fac[ing] harassment inside public transport, and another 42 per cent while waiting for public transport” 
(Jagori, 2010). However, it was not until the widely publicized incident of six men raping and murdering 
a young woman in 2012 on a privately chartered public transport bus that the issue of violence against 

 
3 In 2014, Delhi is said to have grown by 33 per cent because of internal migration (Times of India, 
2018), while Windhoek grows 4.3 per cent annually, almost double the national growth rate of 2.6 per 
cent (SUTMP, 2012).  
4 Taxis are generally a mix of formal (private) metered radio taxis (administered by a call center) and 
informal unmetered taxis shared with up to five passengers that can be hailed anywhere. Metered 
taxis are more expensive, resulting in unmetered taxis having the largest market share. The 
unmetered operation of the shared taxi system means fares are often negotiated and at risk of fare 
exploitation. 
5 Police Inspector General Sebastian Ndeitunga’s statement “culture trumps constitutional rights” 
(Moshenberg, 2013) embodies the patriarchal hierarchy that continues to oppress Namibian women.  
6 In 2006, Namibian women accounted for 94 per cent of all rape victims (Legal Assistance Centre, 
2006, p. iv), with this trend continuing today.  
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women in public spaces, especially public transport, gained serious attention in India (The Hindu Net 
Desk, 2017). Violence experienced by trans and gender–diverse people is not captured in Namibia and 
to a very limited extent in India. 

Namibia is a hostile place for people with disabilities despite being signatory to several international 
commitments to uphold and protect the rights of people with disabilities and the implementation of the 
1997 National Disability Policy and the 2004 National Disability Council Act No. 24. This means there 
is a big gap between policy and practice, with Namibians with disabilities remaining marginalized and 
facing numerous mobility challenges due to poor or no access to essential infrastructure. This is worse 
for women with disabilities, who are routinely confronted by severe discrimination (often multiple 
jeopardy that culminate in various overlapping threats) compared to their male counterparts (Namibia 
Statistics Agency, 2017). Likewise, Indian women with disabilities face additional immobility resulting 
from their invisibility, with the existing legal regime systematically marginalizing them (Women with 
Disabilities India Network, 2012). This is directly correlated with disability not being recognized in Article 
15 of the Indian constitution, to legally prohibit discrimination on grounds of caste, class, sex, religion, 
and place of birth. They are infantilized and forced to depend on others due to little or no support from 
the state and society (Human Rights Watch, 2018). Their invisibility is evident from the lack of data on 
disability in routine macro data collections. 

Even though the Namibian Constitution is explicit in that “[n]o persons may be discriminated against on 
the grounds of sex” (The Constitution of Namibia, 1990, pt. Article 10), there are no legal protections 
for trans and gender–diverse people, with consensual male–to–male sex criminalized under Namibian 
law. Consequently, trans and gender–diverse people experience widespread demonization, 
discrimination, and dehumanization7. State–enabled violence continues to manifest in attitudes and 
prejudice that spill over into the policy landscape, which remains silent on trans and gender–diverse 
people’s specific needs, vulnerabilities, and interests. The Namibian situation contrasts significantly with 
India, where trans and gender–diverse are explicitly recognized as a third gender, following a decision 
from the Indian Supreme Court in 2014. However, the recently passed 2019 Transgender Persons Act 
in India effectively reversed many of the protections that were formalized in 2014. And while 
homosexuality has been decriminalized in India in 2018, there is no protection against discrimination 
based on sexuality. Further, as gender is equated with women, both the Namibian and Indian transport 
policies do not adequately address the needs of trans and gender–diverse people facing intersectional 
challenges of gender identity and caste or class or disability in the Indian context. This leads to a lack 
of accessible and inclusive transport adversely affecting all areas of life and exacerbating exclusion. An 
example emerges from Delhi's government’s recent attempt to make public transport free for women. 
The policy received criticism on many fronts. First, it was criticized as a unilateral decision in a city 
where the transport system is controlled by different government organizations at both state and 
national level. Second, it was criticized for its blindness towards the economic needs of trans and 
gender–diverse people in the city (Bose, 2019). Finally, while transport would likely reduce the 
economic burden on women, it did not address the issue of violence and sexual harassment they face 
while accessing and using public transport.  

We would like to emphasize that this paper discusses a limited number of identities, largely due to a 
serious knowledge gap that exists on identities that are not visible to the system. At the same time, 
some forms of identity are more visible than others, influencing the kind of barriers they face, and the 
nature of intervention needed to overcome them. In the next section, we apply the IBPAF to relevant 
transport policies in both the cities to consider people’s challenging experiences in the spaces and 
places of public transport, based on the nature their identities overlap to illustrate the validity of our 
argument: the need to mainstream diversity instead of gender. 

 
7 The government has previously incited anti–trans rhetoric through hate speech, exemplified by the 
Deputy Minister for Home Affairs Teopolina Mushelenga’s statement that the trans and gender–
diverse community dishonors African culture (Augetto, 2005), and former President Sam Nujoma’s 
campaign to ostracize and purge gay people have become common targets of pervasive hate crimes, 
including hate killings. Domestic violence in same–sex relationships are dismissed by authorities on 
legal grounds. Precisely for these reasons, it was not possible to obtain official information to 
determine the extent of hate crimes perpetrated against the trans and gender–diverse community in 
Namibia. 
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4. TRANSPORT POLICY RESPONSE 

The three policy instruments reviewed in Windhoek converge around a multi–modal integrated transport 
system, low traffic congestion and reducing road fatalities: the 2015 Road Transport Sustainability Plan 
(RTSP), the Sustainable Urban Transport Management Plan 2013 (SUTMP) and the Non–motorized 
Transport Strategy 2018 (NMTS). Transport planning and management is shared between the national 
government and the City of Windhoek. Responsibility for the RTSP lies with the national government, 
while the city government is responsible for the other two. Delhi’s complex and multi–agency 
governance system is dictated by three key transport policies that aim to improve mobility for people 
rather than vehicles: the 2014 National Urban Transport Policy (NUTP), Delhi’s Transit Orientated 
Development (TOD) Policy Chapter from Master Plan 2021, and the recent Parking Policy 2019. Delhi’s 
transport system is fragmented across jurisdictions, creating additional complexities. 
Recommendations have been made for an integrated transport management agency with limited 
progress thus far. In what follows, we analyse policy content based on the five IBPAF criteria introduced 
earlier (framing, consultation, affect, interventions, and inequities). 
 
Framing 
 
In the case of Windhoek, there is a common thread in all three policy instruments around a complete 
lack of regard for the diverse and complex needs of different identities, rendering any proposed policy 
improvements inadequate. These policies treat women in homogenous terms and associate gender 
with women only, thereby rejecting the heterogeneity intrinsic to gender. The RTSP is silent on the 
safety needs for specific transport user groups. The NMTS, however, recognizes women as a target 
group in its objective to “encourage women to cycle” (NMTS, 2018, p. 58). However, this recognition 
does not translate to targeted strategies that identify women’s vulnerability to gender–based violence, 
the additional cost, or the diverse travel patterns, nor the vulnerability of trans and gender–diverse 
people using the system. Curiously, pedestrians are recognized in the NMTS as a separate target group 
to women when they make up a large proportion of non–motorized modes of travel with walking twice 
(16 per cent) as high as bus trips (8 per cent; UN–Habitat, 2008). The NMTS also delegitimizes women’s 
safety by labelling them as the ‘safer sex’ because they are less inclined to take safety risks (despite 
women experiencing high levels of transport–related safety issues), by recognizing “road safety [as] 
predominately a male issue whereas cultural concerns mostly relate to women” (NMTS, 2018, p. vii). 
The NMTS does acknowledge the need for a new transport planning approach for people with 
disabilities; however, this is a throwaway statement since disability remains unattended. The SUTMP 
fails to recognize women’s particular travel needs and preferences and the needs of trans and gender–
diverse people. This explains the absence of the category of woman throughout the plan, despite 
women accounting for more than half of Windhoek’s population. The SUTMP makes two cursory 
references to disability in homogenous terms in relation to social sustainability (p. 78) and the location 
of specialized institutions catering for people with disabilities (p. 151). The overall transport approach 
in relation to users is summed up by the following statement, “calculation [of traffic models is] based on 
groups with homogeneous behaviour and activity chains'' [emphasis added] (SUTMP 2013, p. 41). This 
statement indicates a failure to account for the needs of diverse and vulnerable groups and completely 
ignores trans and gender–diverse people. 
 
The three transport policies considered in the case of Delhi present further scope to recognize the 
diverse needs based on different identities; women, people with disabilities, senior citizens, and 
children; and address those and translate in relevant policy goal of ensuring mobility of people over 
vehicles into action. Delhi’s parking policy aims to address the city’s parking challenge without 
recognizing the mobility needs of people with disabilities or the issue of gender and the corresponding 
challenges associated with the threat of victimization. Nor does it comprehensively address the issue 
of last–mile connectivity for public transit. Metro stations in Delhi are not always accessible and require 
additional connections to surrounding neighbourhoods. Park and ride facilities are available at metro 
stations, but these are accessible for those who can afford and drive cars and can afford the cost of 
parking. This last mile to metro stations is often covered on foot, or by paratransit by those who can 
afford it, or by feeder buses. Extensive safety audits by Safetipin and Jagori in collaboration with other 
local groups in Delhi illustrate how these are often sites of harassment and violence (Bhandare, 2014), 
making that mile harder to traverse. Wealthier women can choose to drive or get dropped off at the 
metro stations in a private vehicle or simply drive to their destination, avoiding the crowded system 
altogether. Gaps in last–mile connectivity have received attention over many years, but a recent report 
by Centre Science and Environment (Roy, 2011) indicates that the situation has not improved much. 
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While there is some recognition of women’s struggles, trans and gender–diverse people appear to be 
an afterthought. This is evident from the recent news to allow existing disabled toilets to also be used 
by trans or third–gender people, who are legally recognized in India (Times News Network, 2021).  
 
Women appear in the NUTP and Delhi’s TOD Policy but only as a passing reference in the promises 
made for safety, security and for universal accessibility. Despite being hailed as a progressive 
document, the TOD Policy is likely to increase length of commutes and impose additional time burdens 
on women within Delhi, who depend on public transport (Rukmini S, 2019). The NUTP also fails to 
account for people with disabilities while focusing on Non–Motorized Vehicles (NMT), safety for 
transport system users, better transport management and encouraging the use of public transport. 
These three policies broadly equate gender with women, while treating women as a homogenous group. 
People’s ability to negotiate and navigate city spaces varies based on the intersection of their identities 
of gender, class, caste, disability, sexual orientation, ethnicity, and religion (Chakravarty and Negi, 
2016). For example, a Dalit woman might not feel comfortable moving around the city, given how 
violence against Dalit women in India is frequently perpetrated with impunity (Geetha V., 2013). Their 
experience sits at the intersection of caste and gender. Similarly, mandatory gender–binary security 
screening at the entrance of every metro station renders non–binary people invisible (Bose, 2019). 
Policies fail to recognize and address this diversity. This critique of Delhi’s policies is not new. Anand 
and Tiwari (2006), in their writing about the shelter–transport–livelihood link in Delhi, critiqued the failure 
of India’s transport policies in addressing the effects of inadequate accessibility on the lives of the poor 
people through a gender perspective.  
 
Consultation 
 
Windhoek’ three policy instruments lacked information about consultation exercises. While the RTSP 
mentions a stakeholder workshop, it is vague regarding attendance and public participation. 
Traditionally, these workshops would be attended by predominantly male technocrats, along with male 
politicians. This is because transport and planning portfolios are usually assigned to men while the 
‘softer’ portfolios, like social services, are managed by women (O’Riordan, 2014). While the NMTS 
engaged women, it is unclear if this involved diverse women. A key outcome of the NMTS consultation 
process regarding gender, as expressed by a female participant, was “a need for both [non–motorized 
transport] and car infrastructure” (NMTS 2018, p. 27). However, the city council appears to have a 
strong preference for women to cycle over walking. This contrasts with cultural opposition, women’s 
travel patterns and the overwhelming feeling expressed by women during consultation, as evidenced 
by the following statement, “[m]ost females however disagreed and reacted with a strong aversion 
towards cycling” (ibid.) [emphases added]. The NMTS erroneously states that only a small proportion 
of people with disabilities live in the Khomas Region (Windhoek and immediate surrounds), to justify 
their low representation (0.04 per cent) in consultation activities. This statement fails to recognize that 
the Khomas Region has the highest number of people with disabilities (45 per cent) in Namibia (Namibia 
Statistics Agency, 2017). Importantly, NMTS acknowledges that people with disabilities have mobility 
challenges, but this does not translate to targeted policy outcomes. The trans and gender–diverse 
community appears to have been completely ignored in consultation processes for each policy 
instrument, mirroring their overall status in Namibia. 
 
There is an established process of policy development in India that is designed on the principles of 
procedural and substantive justice. However, the process is often circumvented or subverted (Agarwal 
and Somanathan, 2005). It is known that in Delhi, the Delhi Development Authority (DDA) (the 
organization that prepares the city’s Master Plan), often initiates projects without due process (Kumar 
and Prakash, 2016). Decisions have also been orchestrated to appear participatory in nature or 
participation is limited to the proposal stage when most of the decisions had already been made 
(Agarwal and Somanathan, 2005; Kumar and Prakash, 2016). Development of the TOD Policy involved 
many rounds of public consultation (CPR India, 2019) and seems to have never really ended (National 
Institute of Urban Affairs, 2017). Most recently, feedback was sought in 2019 on the TOD Policy (as 
part of Master Plan 2021), while the consultation process for Master Plan 2041 was being planned, 
making the consultation process for the old TOD Policy appear puzzling and more like a tick–box 
exercise. A subversion of standard consultation practice happened in 2016 when Delhi’s Bus Rapid 
Transit project was scrapped after 8 years of operation despite measurable improvements for bus users 
because of opposition from the city’s (economically upper class) car owners (Hidalgo and Bhatt, 2015). 
There is very limited information about the consultation process involved in the formation of the NUTP. 
However, a study conducted by the Indian Institute of Human Settlements (Baindur, 2015) does remark 
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upon the lack of proper engagement in its formulation. While the standard consultation process of 
inviting public comments on policy appears to have happened, evidence was not found of an inclusive 
consultation exercise. Nonetheless, Delhi offers a useful example of what could be done to counter 
poor public engagement in planning processes. Recently, local non–profit groups in Delhi created an 
initiative called ‘Main Bhi Dilli’—a grassroots movement that was built to educate the wider population 
regarding the master planning process (for Master Plan 2041) and engage them in its feedback stage. 
The movement successfully advocated to extend the deadline for submitting feedback and organized 
workshops with residents in the city to develop and submit their feedback. Another way to provide 
additional opportunities for public engagement is online. For example, taking advantage of the high 
levels of smartphone ownership and mobile cellular subscriptions in Namibia with 113.19 handsets 
registered for every 100 people in 2019 (O’Dea, 2021), as well as the popularity of social media 
platforms, could provide accessible pathways for people with disabilities and those with other mobility 
restrictions to be involved in planning processes. The use of online participatory tools is not new and 
has facilitated greater community participation in cities everywhere (Afzalan et al., 2017). 
 
Affect 
 
The responsibility for protecting and promoting the safety and wellbeing of women and children is vested 
with the Namibian Ministry of Gender Equality and Child Welfare, with a mandate to mainstream gender 
across government. However, all three transport policy instruments only respond to Windhoek’s 
escalating population growth and fail to address gender, let alone trans and gender–diverse people. 
For example, the RTSP’s safety focus is on reducing road fatalities centring around men, while women 
are encouraged to cycle. Despite the SUTMP’s explicit recognition that the elderly, small children, 
mothers with trolleys and people with disabilities are excluded due to lengthy standing times at bus 
stops, and the bus fleet’s lack of adequate embarking and disembarking (SUTMP 2013, p. 33), there 
are no dedicated inclusionary improvements. The SUTMP promotes ridership of the municipal bus 
system, however, its deficiencies (inter alia poor and limited routes; poorly designed, located and 
maintained bus stops; infrequency; lack of information; lack of bus interchanges and connectivity) force 
people to use other forms of transport, mostly taxis. However, taxi fares are 60 per cent (Kasera et al., 
2016) more expensive compared to buses and severely impact low–income earners, who spend more 
than half of their monthly wages on transport (Madejski et al., 2014). Moreover, Namibia’s Road 
Transport Board recently approved a 20 per cent increase in bus and taxi fares while wages remain 
stagnant, making it even more unaffordable for low–income earners. The NMTS applies to all non–
motorized modes of transport, including wheelchairs. However, a mere mention of universal design in 
relation to mobility and safety needs is all the consideration given to disability. Again, the needs and 
concerns of the trans and gender–diverse people appear to have been ignored, despite being at a 
higher risk of violence based on strong cultural and religious aversion. Considering the limited coverage 
of the bus network, particularly in informal settlements, female domestic workers must walk vast 
distances between work and home daily, making them easy targets for sexual predators, muggers and 
criminal gangs, who often prey on them at bus stops on pay day (Mandus, 2016). However, this remains 
unaddressed in the NMTS. Importantly, the lack of integration and coherence between the three policy 
instruments significantly impacts the mobility, life opportunities and safety and wellbeing of diverse and 
vulnerable groups.  
 
There is a lack of an integrated vision for planning Delhi’s transport across different policy domains, 
resulting in fragmented decision–making that undermines effective change. Comprehensively 
addressing equity concerns in transport policy means recognizing the fragmented and complex 
relations that exist within and amongst the different agencies across the city. An example is the 
combination of historically car–centric development of Delhi, and now the development of far–flung TOD 
centres along the metro corridors, both of which reinforce urban sprawl and increase commute distance 
and time (National Institute of Urban Affairs, 2017). TOD centres have resulted in a donut–shaped 
density distribution in the city, with more people living on the urban periphery and commuting into the 
city for work. This has fuelled an increase in private vehicle ownership in the city (Goyal, 2018) and 
Delhi’s infamously bad air quality. Moreover, the spatial distribution has serious consequences for those 
who cannot drive or own a private vehicle. For example, women from low–income households are most 
affected by the lack of integration between the city’s land use and transport disconnect (Thynell, 2016). 
Data indicates that women have given up admissions to highly ranked colleges and universities in Delhi, 
because they fear unsafe and uncomfortable commutes (Borker, 2018). Trans and gender–diverse 
people are excluded from the metro system given the gender–binary security checkpoints at every 
entrance. People with disabilities cannot use the public transport system, which is simply inaccessible. 
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Yet, there is an overall lack of deterrence for car ownership. Parking minimums are still a standard 
practice in the city, a practice that is being eliminated in cities (São Paulo, Berlin, London) around the 
world (Clements, 2019), to deter the use of private vehicles and to dissuade urban sprawl induced by 
the car. Although there is a scheme that limits car use based on odd or even number vehicle plates 
system (Ray, 2019), it does not affect wealthy people who can own multiple private vehicles. For the 
households with one private vehicle, the male breadwinners have priority access to that vehicle 
(Ganesan and Dhawan, 2018), allowing them to navigate the city with relative ease. Another example 
is the displacement of lower–income households living in informal settlements within the city to 
resettlement colonies on the urban periphery, resulting in a loss of social and political capital, 
employment, and communities that they belonged to for decades (Ramakrishnan, 2016). This once 
again harms women from poorer families and other marginalized people, who depend on informal work 
for their income by removing them from established employment opportunities, including domestic work, 
near their homes.  
 
Interventions 
 
Windhoek’s RTSP commits to undertaking road safety audits to inform road improvements, however, 
initiatives are generalist in nature and do not go beyond standard measures capable of tackling gender–
specific or disability–specific safety requirements. Even though the NMTS recognizes women’s different 
travel behaviours and the need for different travel strategies, this is only in relation to cycling. 
Perplexingly, the NMTS associates women’s projected travel with cycling even though this is culturally 
not supported, is at odds with women’s publicly expressed travel preferences and only forms 1 per cent 
of the modal share. The NMTS also affords little attention to culturally appropriate forms of alternative 
non–motorized options to meet the recognized difference in travel behaviours. Both the NMTS and the 
SUTMP acknowledge the need for a new transport planning approach for people with disabilities. 
However, both instruments neglect to include disability in any discussion about safety improvements. 
More recent SUMTP investigations into high–occupancy buses and non–motorized transport aimed at 
lower socio–economic groups do reference the accessibility needs of people with disabilities, but not 
other minority groups. The SUMTP also proposes a commuter rail network to alleviate traffic congestion, 
however, plans for this have not been progressed and it is not possible to ascertain whether it will meet 
diverse accessibility and mobility needs. 
 
Delhi’s NUTP and TOD Policy does recognize that the public transport system is fundamentally 
incomplete if it does not address the different aspects of an individual’s journey, including last–mile 
connectivity and waiting time for public transport, boarding and travel (Bhatt et al., 2015; Kant, 2015). 
Both instruments, therefore, recommend improving pedestrian and bicycle infrastructure, and there has 
recently been an increase in the number of the feeder buses that run between metro stations and 
adjacent residential areas (Smart Cities Council Staff, 2019). The arrival of rideshare services, such as 
Ola and Uber, have also helped address some of the last–mile connectivity challenges (Press Trust of 
India, 2019). But, as discussed earlier, these interventions are for the wealthy and not for those living 
on the poverty line and who can barely afford public transit. The transport policies also do not offer any 
concrete strategies for addressing the diverse needs of people with disabilities (Women with Disabilities 
India Network, 2012). A key observation is that there are some standalone promises and commitments 
to people with disabilities, scattered across various policies. However, recognition pays lip service to 
actual implementation because there is no integration between these policies and no enforcement to 
comply. The highly siloed system in a multi–jurisdictional context also limits transformative change to 
improve mobility and safety for diverse groups.  
 
Inequities. In Windhoek, there are strong connections between inequities and public transport. Lower 
socio–economic groups living on the city periphery due to cheap rents and the presence of informal 
settlements are even further marginalized from essential services and employment opportunities due 
to the lack of accessible, inclusive, appropriate, and affordable transport infrastructure. Transport–
related inequities significantly limit the mobility of vulnerable groups and thus affect them to a greater 
extent in all life areas, including health and wellbeing. For this reason, the SUMTP transport demand 
model was updated. The existing model is trip–based and behaviour–oriented, allowing different socio–
demographic and traffic variables to be considered. However, the model does not address gender or 
sexual differentiation. And, while the NMTS recognizes universal access and women’s safety (2018, p. 
71), it fails to translate those into actual outcomes. Moreover, it identifies in a highly discriminatory and 
inaccurate way that, “road safety is predominantly a male issue whereas cultural concerns mostly relate 
to women” (p. vii). The RTPS uses homogenous language by referring to “vulnerable road users” (2015, 
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p. 10) in attempts to improve pedestrian safety. Even though the RTPS includes equity and accessibility 
considerations in improving road efficiency, these relate to commuting in and out of the city, rural 
accessibility to services and establishing Namibia as a regional transport hub (2015, p. 9). 
 
Transport inequities experienced by Namibians with disabilities “can be traced to disability policy 
shortfalls” (Chichaya et al., 2018, p. 1). The National Policy on Disability of 1997 has not been updated 
in more than 20 years and does not meet the present day needs of Namibians with disabilities because 
it predates the United Nations Convention on the Rights of Persons with Disabilities. Moreover, policy 
gaps can be attributed to the disability portfolio constantly being moved to different government 
departments. The policy currently falls under the Ministry of Health and Social Services, supported by 
the more recently established Disability Affairs in the Office of the Vice President. Together, they are 
responsible for mainstreaming disability across government. It remains to be seen how their combined 
role will affect people with disabilities in relation to transport (and other life domains) as a result of 
disability mainstreaming in government policies. 
 
Inequities can also be attributed to the lack of integration between state–based and local transport 
planning. The need to integrate planning efforts within and across different levels of government must 
be prioritized to address transport–related inequities sustainably, holistically, and efficiently. Windhoek’s 
public transport system has “explicitly favoured [taxis in] the Government transport policy” (p. 34). 
However, this is fraught with danger given the poorly regulated taxi industry — “chaotic” and “unsafe” 
(Madejski et al., 2014, pp. 3–4)—and the proliferation of ‘pirate’ (illegal/unregistered) taxis. The taxi 
industry is jointly regulated by the Ministry of Works and Transport and the City of Windhoek. There are 
just under 7,000 registered taxis serving the local population (SUTMP, 2013). However, this figure is 
expected to be much higher due to the growing number of pirate taxis. There is mounting anecdotal 
evidence of taxi drivers robbing, assaulting, and even raping passengers over fare disputes. The shared 
taxi system also means that taxi drivers are always “jostling” (Edwards–Jauch, 2012) and circling areas 
for additional passengers in a fiercely competitive and aggressive manner until their taxi is at capacity. 
Passengers often spend long waiting periods inside taxis with strangers while drivers solicit enough 
passengers to fill up their taxi, adding another safety risk.  
 
India has a lopsided commuter gender ratio with five times as many men compared to women 
commuting to work (Rukmini S, 2019). Further, women who do travel, do so over smaller distances and 
typically on foot or public transport (Rukmini S, 2019; Shah et al., 2017). While women and people with 
disabilities have some form of recognition and perhaps even support within policies and systems (Singh, 
2019), trans and gender–diverse people are invisible even though they face the same, if not additional, 
barriers to mobility (Changoiwala, 2018), such as male–female metro security checkpoints mentioned 
earlier. Moreover, India’s lawmakers and administrators are overwhelmingly male and often upper caste 
and continue to base planning decisions on their world view (Quraishi and Verniers, 2017). With limited 
resources for strong bottom–up consultation, corruption, and dominance of the powerful over decision–
making processes, the day–to–day urban mobility needs of those who are marginalized are neither 
recognized nor addressed. The inequities ignored by these policies are innumerable and extremely 
critical if the transport system is meant to be inclusive and safe. 
 
Considering the above discussion, policy evaluation outcomes will inform suggestions for policy 
improvements, discussed next.  
 

5. PRIORITIZING DIVERSITY IN TRANSPORT POLICY 

Mobility depends on the complex interaction between spatial and operational aspects of land use and 
transport planning and a person’s social and political capital. Transport systems should therefore not 
be viewed as a technical component of the city system independent of those complexities. Further, a 
person’s social and political capital is a product of their different formations of identity. This affects their 
mobility in terms of access, affordability, and safety. Based on the foregoing analysis, this discussion 
will reflect on the importance of intersectional mobility (Lubitow et al., 2017) as a fundamental 
requirement of inclusive transport to account for the needs of the diversity of women and trans and 
gender–diverse people. An intersectional approach is essential to transport policy to ensure meaningful 
inclusion of groups with diverse needs. Safety is of prime importance in this, including the perceived 
fear of victimization in transport and surrounding public spaces. Women and trans and gender–diverse 
people are vulnerable to gender–based violence (Keogh et al., 2006; Lubitow et al., 2017), with the 
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additional risk of victim blaming and oftentimes an absence of legal recourse. As a result, lack of safety 
and security can become serious barriers to mobility even in the presence of the best infrastructure.  
 
The policy diagnosis revealed how neither city fully addresses these issues or the needs of their diverse 
populace. Both share commonalities in terms of the adverse effect that emerges from the 
implementation of transport policies that are not developed with the goal of recognizing diversity. 
Moreover, while these effects may not be as pronounced in Windhoek as in the case of Delhi given the 
economies of scale and a longer history of activism in India, they are no less important and resonate 
strongly with each other. Overwhelmingly across all five IBPAF criteria, the transport policies in both 
cities largely ignore the diverse needs of women and remain trans and gender–diverse blind.  
 
These policies are not written with the intention to discriminate, rather they clearly state their goal of 
ensuring inclusion. Where they fail is to recognize the overlapping nature and diverse needs of different 
groups. Even though there are (limited) references to ‘women’ and ‘disability’ in some instances in both 
cases, these are largely tokenistic without follow through (for example, the unfulfilled Delhi commitment 
to make all public transport free for women due to the fragmented nature of transport planning and 
management). This treats women and disability as an after–thought or side issue despite existing 
legislation in both countries making gender and disability discrimination unlawful. Namibian law 
explicitly recognizes the rights of people with disabilities but not trans and gender–diverse people, while 
the opposite is true for Indian law, where a third gender has recently been formally recognized. Both 
cities need to acknowledge and materially address the needs of those groups in transport policies, 
including the complex needs stemming from the multidimensionality of identity based on other factors, 
such as ethnicity in Namibia and caste in India. Despite a vast body of research showing that women’s 
mobility is different than men’s (Ceccato and Newton, 2015), the policy analysis revealed little to no 
recognition of this difference across both cities. The mobility needs of the trans and gender–diverse 
community is significantly under–researched but it is understood from the limited available research on 
this subject (for example, Keogh et al., 2006; Lubitow et al., 2017) that they share similar safety 
concerns as women. 
 
In both cities, there is a lack of policy integration within and across different levels of government and 
transport service providers. This lack of a coherent policy vision, coupled with layers of bureaucracy 
(Chakravarty and Negi, 2016), in the case of Delhi means that the transport system is exclusionary and 
even inhospitable towards the most vulnerable members of society. And, in the case of Namibia, the 
lack of ownership of the government disability portfolio until recently has meant that disability has never 
been mainstreamed in government policies. It is important for policies to be streamlined and actively 
make room to address the diversity and particularity of needs. This means recognizing and addressing 
the complex and heterogeneous nature of identity across policy spheres. Rejecting heteronormativity 
as the default approach in a patriarchal world and ableism in an ableist world is a critical first step in 
this process. Asking questions about who, how, why, when, and where people travel across the city will 
help guide transport improvements to become more responsive to specific needs. This calls for learning 
from the lived experiences of those groups through deep and meaningful engagement to understand 
their mobility needs. 
 
The failure of transport policymakers and planners in responding to specific needs and evidence of the 
transport disadvantage of vulnerable groups places a heavy burden, particularly on those with low 
incomes, those with disabilities and other marginalized identities. For example, intersections of gender 
and poverty impact the access and experiences of transport for women. Transport inequities are linked 
to differences in income with poorer women experiencing greater challenges accessing health and 
public services, employment, and other life opportunities than those who are less poor. Addressing 
differential impacts and barriers must recognize the multidimensionality of people’s lives (lived 
experiences). Only by recognizing the intersectional nature of identity and focusing on its diversity and 
complexity can transport systems, and ultimately cities, become truly inclusive.  
 
It was not possible to source examples of diversity mainstreaming in transport policy anywhere and 
emphasizes the need for an urgent exploration into how transport systems could best respond to diverse 
and complex mobilities, to meet the needs of a modern–day world marked by difference. In this regard, 
the IBPAF is helpful for interrogating policy instruments to determine the extent of policy neglect as a 
starting point for making meaningful improvements. 
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6. CONCLUSIONS 

This paper investigated the influence of key transport policies on marginalized people in the cities of 
Windhoek and Delhi, with the aim of gaining an understanding how those policies respond to 
overlapping and diverse needs. We found that, in light of the global attention on gender mainstreaming 
and (limited) efforts for inclusion, most interventions are focused on gender within a binary construct 
and are not inclusive of trans and gender–diverse people. More inclusive and sustainable transport 
systems can only be achieved if transport policies address intersectional mobility: the argument for 
diversity is the argument for inclusive and sustainable transport. This can only be achieved by focusing 
on mainstreaming diversity within transport policies to ultimately achieve equity. Transport policy must 
be built on the principle of ‘no one–size–fits–all’ and an understanding that solutions must evolve over 
space and time. It is impossible to make an exhaustive list of the diverse identities that exist within our 
societies. Different identities create the vibrancy that we cherish in our cities and that we must recognize 
and value. Blindness to this diversity viz–a–viz the narrow constructs of gender mainstreaming and 
gender equality adopted by transport planning policies inhibit people from living productive and fulfilling 
lives. The instances presented throughout this paper are only a few examples of this exclusion. As 
noted at the start of this paper, there is a lacuna when it comes to diverse experiences, because that 
information has never been collected. Focusing on diversity in the development and analysis of policies 
can make room within policies and systems for different and differing needs to co–exist and be equitably 
addressed. All people, irrespective of their gender, age, ability, sexual orientation, class, or caste, 
deserve and have the right to the freedom of mobility without physical, financial, or social restrictions or 
fear of violence. To achieve this, policies must recognize the complexity and diversity of the needs of 
marginalized people, thereby taking a leap forward for transport planning praxis. 
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