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! http://www.lages.eu

2 Thenew strategic Masterplan
was presented in the form of
a proposal by the workgroup
during a public meeting in
Herat on 2 July 2013 and was
officially adopted by the Min-
istry for Urban Development
on 9 November 2014 (prot.
no. 3510).

There are numerous articles
in the local and international
press on the subject, for ex-
ample:
http://www.bbc.co.uk/per-
sian/afghanistan/2013/08/130
828_k02-irc-staff-herat
http://www.rescue.org/news/
irc-shocked-and-saddened-
killing-five-staff-members-
afghanistan-16272

Public demonstrations were
organized in protest, such as
that of the Herati engineersin
2013, cf. http://www.bbc.
co.uk/persian/afghanistan/20
13/09/130902_userphoto_zs_
road_workers_protest_herat

1. The cooperation process:
planning urban mobility in Herat

The Herat Sustainable Urban Mobility Plan constitutes the first strategic sector
plan at the disposition of the Herat administration to handle the dramatic expansion
currently underway in the area.

The Herat Sustainable Urban Mobility Plan, together with the Development Plan
for District 9 developed in parallel (cf. LaGeS, 2015), brings to an end a long period
characterized by an almost total lack of technical urban planning apparatus. It marks
an important phase in the overall scheme to restore efficient governance policies to
Herat. This scheme consists of a series of cooperation projects supported by the
Directorate General for Development Cooperation at the Italian Ministry of Foreign
Affairs.

The cooperation initiatives were launched in 2010 as part of an agreement
between the Universities of Florence and Herat, and organized by the LaGeS-Labo-
ratory of Social Geography at the University of Florence!. These initiatives have
increasingly involved local Herat authorities with expertise in urban planning, i.e. the
Ministry for Urban Development, the Department for the Urban Development of
Herat and the Municipality of Herat, culminating in the preparation of the new strate-
gic Masterplan (LaGeS, 2013)2, in whose implementation the Herat Sustainable Urban
Mobility Plan and the detailed plan for District 9 constitute the first step.

The actions put into effect through the cooperation projects have adopted the
strategies outlined below.

1. Creation of an up-to-date information base of demographic and social dynam-
ics in Herat. Because of the relatively safer conditions offered by Herat in comparison
with other provinces of Afghanistan, the city, even in the Taleban era, underwent dra-
matic expansion which continued at an accelerated rate in the years to follow. When
the Taleban regime fell, the country was deeply transformed but difficult to fathom.
Apart from the problem of rebuilding public structures for managing the most diverse
aspects of civil life (Loda and Hinz, 2008) there was an almost total lack of data. The
creation of an up-to-date database relating to the principal demographic and social
dynamics of the urban area was, therefore, singled taking place (cf. LaGeS, 2011).

2. Creation of training activities and transfer of knowledge in order to ensure that
essential technical skills are locally available to manage ongoing transformation
processes. The administrative structures responsible for managing the territory were
fragmentary due to prolonged fighting and to the strategy, adopted in the Taleban
period, of physically eliminating technical personnel (especially engineers)?. This
resulted in the dangerous erosion of the human resources necessary not only for man-
aging changes, but also for understanding the implications of these changes for the
future of the city. Numerous training and knowledge transfer activities were dedicated
to rebuilding this human capital in the period 2010-2015.

3. Creation of effective technical planning instruments. The only point of refer-
ence for administrative action to deal with the city’s profound physical and organiza-
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INTRODUCTION

tional transformation was an old Masterplan drawn up at central level (by the Ministry
for Urban Development of Kabul) in 1963. It therefore became a priority to create
urban planning instruments based on a new understanding of the area, and to inter-
pret current dynamics within an overall vision not only of available and potential
resources, but also of critical issues. This aim was achieved in 2013 with the creation
of the new strategic Masterplan of Herat.

Finally, in order to rebuild the administrative structures, we needed to transform
our strategic vision into a definition of the instruments to be used. It was decided to
complete this stage with the drawing up of an urban mobility plan and an initial dis-
trict development plan as a pilot for the other districts of the urban area.

The strategies briefly outlined here are the result of a specific approach to coop-
eration.

The rationale behind development cooperation policies, as well as their mecha-
nisms and outcomes, has been the subject of wide critical debate. In recent years
numerous studies have shed light on the instrumental nature of projects based on an
idea of cooperation as a non-opportunistic gift made in a humanitarian spirit. Such stu-
dies highlight instead the political importance of such projects in broad terms and,
often, the power relations within which they function®.

As an alternative to the classical model, which tends to converge with a neo-lib-
eral view of development focusing on technical aspects, we came up with an
approach in which cooperation becomes a means to general social development,
through the strengthening of institutions and grassroots democracy. In the new
paradigm, importance is given to participative practices to facilitate a deeper under-
standing of the place, its internal dynamics and workings and finally, a process of vir-
tuous change.

In this regard, cooperation can be qualified according to three focal points:
extent of knowledge of the local context, the organization of participation opportu-
nities, and the cultural models adopted as a benchmark for action. The following is a
brief account of how these were tackled in our cooperation with the city of Herat.

1.1 EXTENT OF KNOWLEDGE OF THE LOCAL CONTEXT

Many projects pay only cursory attention to this aspect?®, whereas in our case it con-
stituted a significant part of the whole project.

Our approach was based both on geo-anthropological and socio-geographical
perspectives. The former involved repeated and extended annual visits by the LaGeS
team from 2003 onwards. In this way we were able to gain thorough and on-hands
experience of the place itself and to weave a close network of relationships with peo-
ple from different groups and social classes (based on income, gender, level of edu-
cation, family history etc.).

Participant observation allowed us a first-hand, multifarious experience of
local life, ranging from the routine of family life to community celebrations such as
weddings, funerals, the rituals of Ramadan and the Nowruz celebrations. The
wealth of observations, impressions and knowledge acquired — reported in a field
diary and integrated with focus groups and open and semi-structured interviews —
provided us with an essential point of reference, and useful benchmarks for all
the projects.

12

4 Reflections on the politico-
strategic strengths of devel-
opment cooperation are at
the centre of post-develop-
ment studies. For an over-
view of the debate on these
themes see Minoia (2009 and
2015).

> Cf. Minoia (2015).



Photo 1.1, 1.2 Household
Survey.

6 The last census was carried
outin 1979.

" For detailed information on
methods and outcomes of the
surveys cited hereafter see
LaGeS (2013).

8 For an idea of development
as a complex process inher-
ent to the local context see
Holmén (2015); from this vi-
sion it follows that the role of
cooperation is the facilitation
of the process through a ho-
listic approach (not extem-
poraneous) to the local sys-
tem.

THE COOPERATION PROCESS

Our study of the local context was also broadened through a series of socio-geo-
graphical analyses, with the aim of producing quantitative data on critical aspects for
which there previously existed no statistical information. The turmoil in Afghanistan
from the end of the 1970s had in fact drastically reduced the margins of manoeuvre
for research, leading to a grave lack of reliable data on fundamental aspects of the life
of the country, starting with the demographic weight of the city and its districts®. Our
aim was to contribute to fill these gaps in our knowledge, through specific surveys
and research on the following aspects”.

Firstly, we conducted an analysis on land use in the Herat urban area through
satellite image interpretation, thus producing a digital map of the city updated to
2011.

A large sample study was conducted on the conditions of family life (cf. Photo 1.1
and 1.2). The survey, carried out between October 2010 and February 2011, involved
a random sample of 3,083 households, totalling 22,102 individuals (561.3% males,
48.7% females) in an area of around 56.5 km?2. During the survey, data were collected
on the composition of the households, socio-economic conditions and living condi-
tions, as well as on the availability of services and the degree of satisfaction with place
of residence.

A survey was conducted on the size and conditions of property. This survey, car-
ried out between October 2011 and January 2012, involved a sample of 3,663 build-
ings. The exact position of each building was calculated by GPS, a form was compiled
on the main technical features, and photographs were taken. A form was also com-
piled for each building containing detailed information on the features of a dwelling
considered to be representative of those in the building. All the data collected were
organized in a georeferenced database.

A demographic development model was produced which allowed us to predict
the population of the city and of each of its twelve districts until 2051.

As regards mobility, a systematic series of surveys was conducted, as illustrated
in Section 2.

The creation of this knowledge base demanded continual hard work from all
involved. The results, however, were extraordinary. Moreover, the knowledge base
triggered an interesting mechanism of self-reflection among our local counter-
parts. The action was no longer thought of as a one-off event, but was seen instead
as a facilitating factor in a virtuous development process involving the local com-
munity?®.

13
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I 1.2 PARTICIPATION OPPORTUNITIES

The second point to consider in qualifying the philosophy behind a cooperation proj-
ect regards the intensity and type of task involving the local counterpart. Dependent
upon this point are the opportunities for the counterpart to take ownership of the
technical content of the project and above all, the knowhow behind it. This in turn
affects the sustainability of the project, i.e. the ability of the local counterpart to be
able to independently reproduce content and knowhow in the future.

It is on this point that classical models often fail to deliver®. The participatory
approach is more promising in terms of activating sustainable projects in the medium-
long term. They allow the counterpart to be systematically involved in the action so
that the achievement of technical goals is not just an objective in itself, but is also the
means by which the principal goal, i.e. the strengthening of local institutions, is
achieved.

Our experience of cooperation in Herat can certainly be termed participatory in
that it aimed to increase and improve the active participation of our local counter-
parts. By these we mean both the institutions directly or indirectly involved in urban
planning (technical staff of competent departments, university teachers and stu-
dents) as well as a wider public of stakeholders and civil society.

This involvement took various forms. As regards urban planning personnel, there
were three main ways, each with a different duration and degree of complexity. The
most demanding was the actual training, which was achieved by facilitating the par-
ticipation of 18 students (including 4 women) in the 2012 and 2013 editions of Mas-
ter i Urban Analysis and Management at the University of Florence (cf. Photo
1.3, 1.4. 1.5)'°. This training course allowed us to form a small group of supervisors
with sufficient skills to tackle the roles assigned to them. Above all, however, it
established a close and ongoing dialogue between participants and teachers and
between the participants themselves with regard to the development of the Herat
area. This contributed indirectly, on a trickle-down basis, to raised awareness of
these themes among wider sections of the population. A significant consequence
was the decision by the University of Herat to launch their first degree course in
Urban Planning (second in the country) in 2014, and to include in the teaching staff
numerous participants who had obtained their diploma in Florence.

The involvement of technical supervisors and university personnel was achieved
through regular meetings during which the data emerging from the surveys were inter-

9 Criticismis directed above all
at the custom of involving lo-
cals only in manual jobs such
as collecting data, cf. Minoia
(2015).

0 For information see.
http://www.lages.eu/eng/pag
es/MasterUrbanAnalysisEn-
gluglio2014.pdf

Photo 1.3, 1.4 Master in Urban
Analysis and Management at
Florence University.




THE COOPERATION PROCESS

Photo 1.5 Master in Urban
Analysis and Management at
Florence University.

Photo 1.6, 1.7, 1.8 Workshop at
LaGeS/Florence University.

' The event, ‘Great Herat —
Scenario 2030, was held at
the Herat Conference Hall on
2 October 2012.

preted, possible developments discussed and project proposals evaluated. This method,
which was extremely effective from a training perspective, had already been experi-
mented in the preparation of the Masterplan, but took on particular importance in the
preparation of the Herat Sustainable Urban Mobility Plan (and of the pilot Develpment
Plan for District 9). Three workshops were organized, involving a total of 16 people com-
prising technical supervisors and university personnel (cf. Photo 1.6, 1.7, 1.8).

Finally, a larger group of people (including a number of students from the Fac-
ulty of Engineering at the University of Herat) took an active part in the project,
though in the less demanding role of data collection.

Here a separate mention should be made of the initiatives for stakeholders and
civil society. Despite restrictions caused by the low level of security in the country,
efforts were made to maximize the occasions for informing and listening to citizens,
since it was recognized that their participation was an essential condition for the
plans to be accepted and actually implemented. Increasing citizen participation in
decision-making processes regarding the running of the city is also an objective of
Afghan urban development policies (Popal, 2014, in particular chap. 3.5).

By revisiting methods previously used with positive results in the preparation of the
Masterplan, whose main themes were discussed in a crowded public meeting!!, the aim
was not only to take advantage of all the possibilities offered by the local media, press
and TV of Herat, but also to create opportunities for public debate in their presence.

As regards the Herat Sustainable Urban Mobility Plan, a public meeting was
organized to illustrate the contents at the halfway stage of its conception. The meet-

15
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ing, coordinated by eng. Feridun Sarwary, was held on 18 April 2015 in the Herat
Municipality Conference Hall (cf. Photo 1.9., 1.10)'2.

The Plan was also discussed at a conference held on 23 April 2015 at the Uni-
versity of Florence, attended by a numerous delegation from Herat, including rep-
resentatives of all the main local institutions involved in the Plan (Municipality,
HUDAD, University) (cf. Photo 1.11). The conference offered opportunities for
discussion not only of technical aspects but, above all, on the basic choices which
would inform the Plan, particularly in relation to the themes of environmental sus-
tainability and social inclusion. From this point of view the interpersonal relation-
ships triggered by the Florence-Herat cooperation tend to mitigate the pessimistic
view expressed by some international development workers regarding the possibil-
ity to achieve sufficiently effective and transparent governance of urban develop-
ment'3,

16

Photo 1.9, 1.10 Meeting with
stakeholders; Herat Municipality
Conference Hall 18 April 2015.

Photo 1.11 Conference “Firenze
- Herat", University of Florence,
23 April 2015.

2 Following representatives
took part in the meeting: the
Herat Mayor, Districts May-
ors, the Director of Herat Na-
tional Environmental Protec-
tion Agency, the Deputy of
Herat University Chancellor,
the Director of Herat Trans-
portation Department, a rep-
resentative of Meli Bus De-
partment, a representative of
Private urban Transportation
Union/Coaches, arepresenta-
tive of Taxi Union, a repre-
sentative of Freight Trans-
portation Union, the Director
of Public Transportation Ter-
minals, the Director of Herat
Urban Development Depart-
ment, Municipality District’s
Engineers, arepresentative of
districts development Shura,
a representative of Gozars
Elders, a representative of
Welayat Office, representa-
tives of the Herat Department
of Urban Development.

B For a recent example cf.
Leslie (2015).



4 In particular one thinks of the
historiographic debate on the
role of colonial powers and
particularly Great Britain in
destabilizing the Afghan
monarchy (Ahmed-Ghosh,
2003; Barfield, 2010), and of
the economic-political debate
on the theme of moderniza-
tion, development (or post-
development). For a summa-
ry see Sidaway (2007).
A practical approach to this
theme can be found in the
plentiful grey literature on the
condition of Afghan women
produced by various interna-
tional organizations and co-
operation agencies. Of partic-
ular interest: Norwegian
Agency (2011), Echavez
(2012) and Ganesh (2013).
6 For example Chambers
(2010).
" The first book specifically ad-
dressing this theme is Grieco
et al. (1989).
Inparticular, mobility surveys
focusing on journey-to-work
travel proved to be inadequate
when women'’s daily lives in-
volved more diversified activ-
ities and journeys (Law,
1999).
19 On the question of gender in
Afghanistan and in Islamic
countries in general, thereisa
great deal of literature, focus-
ing largely on the diatribe be-
tween cultural relativism and
universalism. For a summary
of the two positions see re-
spectively Abu Lughod (2002)
and Moghadam (2002); for a
clear summary see also Win-
ter (2006).
On the one hand, condemna-
tion of the presumed oppres-
sion of women — typically sym-
bolized, in Western eyes, by
the burga—has supplied an ar-
gument for those seeking to
garner approval for military in-
tervention and to mount sce-
narios shaped by the clash be-
tween the West and Islam
(Strick van Linschoten, Kiithn,
2012, p.171). Onthe other, re-
calling ‘colonialist feminism’
and fearing the neo-imperial-
ist aim of Western power, the
more conservative forces have
constructed an effective alibi
for perpetuating a dissymme-
try of powers between gen-
ders which is unpopular with
anot irrelevant part of the lo-
cal population (Spivak, 1999,
p. 284).
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1.3 CULTURAL MODELS: MOBILITY AND QUESTIONS OF GENDER

The third focal point to be considered in rating the underlying philosophy of a coop-
eration project regards the cultural models used as a reference.

With regard to this point, the debate on cooperation becomes particularly heated
because of its many historico-political'* and practical implications'®, leading to harsh
criticism of the classical forms of development cooperation.

One of the main objections to the traditional approach is its tendency to project
Western models onto the area of the project, thus facilitating progressive cultural
assimilation and denying equal dignity to the local cultural context (top down
approach). Such critical voices' take on a cultural otherness as a value in itself and as
a prerequisite of the cooperative relationship, tending to foster procedures which give
voice and form to such diversity (bottom up approach). However, the bottom-up
approach does not entirely exclude external input, and may even benefit from it. Thus
these two approaches, here ideal-typically contrasted, can complement each other.
The shift of the pluralistic approach from ideal theory to practical application is not,
however, an easy one, particularly in a case such as this one where the objective of
the cooperative relationship is town planning, i.e. affecting the fabric of daily life as
well as the system of relationships in the entire community.

In this case the outcomes of the project rely on the ability of collaborators to
grasp the specifics of the local cultural and to avoid the naive dichotomy of Western
versus local model. It is in this way that they can best deal with a local system which
is undergoing inevitable changes, and therefore also with its different component
parts and the role that these parts play in the dynamics of transformation. It is also
essential to acquire sufficient awareness of how these dynamics are projected spa-
tially, and how taking action on the urban fabric and layout can change the function-
ality of the existing ‘order’, thus accelerating or slowing change.

As an example I would like to illustrate how the Herat Sustainable Urban Mobil-
ity Plan dealt with the delicate issue of gender.

Gender is not an issue which generally comes to the fore in planning mobility and
traffic'”. However, in recent years more attention has been paid to the question
because of the differences — not only quantitative but also structural — between gen-
ders. In order to analyse these differences we need to reassess traditional research
approaches's.

In Afghanistan this ground is particularly delicate both because of the extraor-
dinary quantity of implications at the most diverse levels of social organization'?,
and because it has assumed a highly symbolic value in the geo-political battle on a
global level and in local politics, polarizing the debate and the frequent recourse to
instrumental arguments on both sides®.

Aware of the importance of the subject, particularly in the eyes of the Western
public but also of its extreme delicacy in our relationship with local interlocutors, it
was decided not to tackle the issue abstractedly and on questions of principle but
indirectly, beginning with practical problems arising during the planning process.

In order to build a knowledge base on the subject, we began by collecting data on
mobility and distinguishing it by gender. The lack of this kind of data is, in fact, a seri-
ous obstacle to an understanding of mobility choices at an international level
(Duchene, 2011, p. 9).

An analysis of the data immediately highlighted a wide quantitative variance
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and a structural difference between female and male mobility. The sample survey con-
ducted on more than 22,000 people shows that the female population’s demand for
mobility is much lower than that of the male population and that it drastically
decreases after school age (cf. Fig. 6.2), that on average women cover less ground
(with the exception of journeys on foot, cf. Fig. 1.1), and that they figure almost
exclusively as passengers.

Not unlike other underdeveloped countries (Riverson et al., 2005), this structure
reflects a difference in the social roles of the sexes and a different degree of involve-
ment in paid work. Nevertheless, in the case of Herat the variance in mobility
between the sexes is wide enough to suggest grave implications in terms of reduced
access to urban resources.

Given that, as amply demonstrated in the literature, reduced mobility and
reduced use of transport are reflected in limited access to services (markedly edu-
cation and health services) and greater social isolation®!, the Herat data induced us to
identify in this point one of the critical issues that needed to be tackled. Support for
the female mobility demand became a necessary action for increasing social inclusion
through the urban mobility system, which constitutes one of the strategic aims of the
urban Mobility Plan (cf. Section 14 for organization of plan action and Section 18 for
the actions proposed).

The definition of the action guidelines required, however, a thorough under-
standing of this phenomenon. An analysis of only quantitative data, while essential in
delineating the presence of women in mobility flows, did not allow us to observe
potential demand, i.e. the needs and motivations of women who do not participate in
the process. To shed light on these aspects, it was decided to use data collected
through qualitative survey techniques (participant observation and focus groups®),
and to use, as a point of reference and as a guideline for the Plan, the perception of
the female population and the needs they expressed.

As can be expected, the reduced mobility of the female population, and in par-
ticular the drop in numbers for non-school-age groups is explained by the low num-
bers of women in the work force. This, as was amply demonstrated by the qualitative
surveys, derives in turn from the fact that women identify themselves above all in
relation to the household, in their role as mothers and wives?3.
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Fig. 1.1 Average distance
travelled according to gender
(source: author’s processing)

21 Mobility is now considered
the fourth condition of social
integration, after accommo-
dation, health and education
(cf. Le Breton, 2005). Field-
work has demonstrated that
mobility is an essential factor
in the development and
maintenance of social rela-
tions: ‘Access to social capi-
tal networks requires mobil-
ity, and transport is the
agency by which social capi-
tal networks are supported.
Mobility is essential to the
sustainability of social net-
works’ (Bradbury, 2006, p. 1.
As regards, in general, par-
ticipant observation, see the
first part of this section. As
regards other survey activi-
ties, the theme of mobility
was dealt with in two focus
groups, one which took place
in Florence in February 2013
with the participants in the

Master in Urban Analysis

and Management, another

in Herat during the summer
of 2014 with a group of
women aged between 15 and

38.

23 This is what emerges from an
empirical study conducted
on a group of women who
took part in microcredit pro-
grammes, cf. Kabeer et al
(2011).
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female population of Herat
still enjoy very favourable
conditions with regard to ed-
ucation, since they represent
slightly less than 50% of all
school-goers, compared to an
average of 39% in
Afghanistan in general (Lo-
da, 2015).

According to Afsaneh Naj-
mamadi, cited in Kakar
(2004, p. 6), the anthropo-
logical phrase ‘homo-social’
adequately expresses the
separateness of male and fe-
male worlds in Afghanistan,
i.e. the custom of men and
women to work and socialize
almost exclusively with the
same gender.

According to local customs,
women must be accompanied
outside the home by a male
member of the household
(‘mahram’). In some periods
of history — especially under
the Mujahideen and later the
Department for the Promo-
tion of Virtue and Prevention
of Vice established by the
Taleban regime — this custom
was enshrined in law, cf.
Ahmed-Ghosh (2003, p. 7).

THE COOPERATION PROCESS

From the interviews, it nevertheless emerges that, at least in part, the reduced
mobility is the consequence of objective difficulties in physically getting to work
places. The compliance of women with their cultural and social context does not, in
fact, exclude a growing demand for a better distribution of rights and responsibilities
within the family, and especially the need to handle their own money. Many women,
especially among the young population, express favourable views about the possibil-
ity of activities which could contribute to the household income, because this would
allow them the possibility of independent resources for their own daily needs as
well as those of their children. More educated women expressed clear aspirations
towards professional fulfilment. The prospect of being able to conduct a paid profes-
sional activity is, however, subordinate in all cases to type of work, which must be
compatible with the local value system. Thus they orient themselves mainly towards
work in the fields of education or domestic economy (sewing or cooking), although
there were also references to typical male domains such as law. It emerged that an
important condition was that their journey to work should not expose them to the
risks of being on the streets for extended lengths of time.

On the one hand, this confirms that women basically identify with a value sys-
tem which focuses on the household. On the other, new expectations of greater
economic independence and professional fulfilment are spreading, especially
amongst young people. This picture, which corresponds to what has emerged
from research conducted recently in other parts of the country (see in particular
Echavez, 2012), suggests the existence of a considerable latent demand for mobil-
ity, which will probably grow with the probable further increase in the average
level of education®.

As regards the very young, ambitions for autonomy and professional fulfilment
are often associated with the dangers and obstacles of the external environment
that can come between them and the achievement of their ambitions. External con-
ditions may impede the completion of studies, or attendance at a chosen university;
they may also prevent women from taking advantage of work opportunities which are
acceptable to them and their families.

As in many other countries in the world, a major issue is the danger of attacks or
violence, with the added factor that the mixing of genders is particularly frowned
upon in places like Afghanistan which is organized in a strictly homo-social way?.
Since it is impossible to rely on the availability of a regular chaperone (typically a
mahram?®), geographical proximity, for the women of Herat, is a major condition
today for accessing their place of study or work.

These results confirm, on the one hand, that support for female mobility is cru-
cial for increasing social inclusion, while on the other hand, they demonstrate the rel-
ative narrow margins available for possible action. Considering the structural char-
acteristics of female mobility in Herat (much reduced car autonomy, no use of bicy-
cles, etc. see Sections 5 to 9), action, to be efficient, should concentrate on 1) pedes-
trian mobility 2) public transport.

While there do not seem to be particular problems regarding cultural models for
the former, some reflection is required on public transport.

In the context described above and in the light of the needs expressed by the
female population, guaranteeing conditions of safety and gender-segregated transport
means (paradoxically, if considered in terms of the Western perspective) achieving a
socially more inclusive mobility system which ensures a more equal availability of
resources, especially for young women.
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The practical form that these conditions might take depends on a series of tech-
nical evaluations and politico-cultural opportunities during detailed planning. The
solutions in use in many cities around the world offer numerous examples?’, ranging
from women-only compartments in commuter and metropolitan trains and trams®, to
the introduction of special taxi services and buses® for school and university, up to
the creation of reserved parking spaces which are well-lit and near stairs and lifts
leading to buildings™.

Within this wide spectrum, the choice of adequate measures for the Herat con-
text should be the result of an ad hoc commission to be set up at the time of imple-
menting the Plan (cf. Section 19). In compliance with the principle of inclusion and
our aim to increase the participation of women, the commission should also include
an appropriate quota of women so that this section of the population has a voice in
planning mobility?!.
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27 For adetailed and up-to-date
review see Peters (2013).
2 The first example of this kind
was introduced in the city of
Mumbai in 1992; subse-
quently the model was adopt-
ed by other cities, including
New Delhi, Chennai, Calcut-
ta, Tokyo (from 2001), City
of Mexico, Rio de Janeiro,
Djakarta, Cairo and Kuala
Lumpur. In 2005 a similar
system was introduced on
trains on the Minsk-Moscow
line.
The most famous case of this
type was the ATENEA pro-
gramme in the City of Mexi-
co, which ensures dedicated
lines on the main urban
routes for the whole day.
This kind of measure is wide-
spread also in many Euro-
pean cities.
On the need to give women a
voice in the planning of mo-
bility, especially in develop-
ing countries, see Peters
(2001).
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