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SUMMARY 
 

Mobility and transportation are an integral part of our lives, urban transport has faced lots of 

problems recently and it seems it is better to change the current trend to avoid further problems. 

The policies related to the transport field are strongly based on the market distributive principles 

and in modern society it is used as a tool for decision making in investment in urban transport 

infrastructure. The traditional approach, while trying to provide an equal level of services to all users, 

seems to reinforce inequalities because it ignores differences in mobility and accessibility. 

Therefore, this type of planning at its best maintains the existing differences in all dimensions, and 

in the worst, causes the growth of inequalities and leads to the creation of a vicious cycle. Since the 

transportation planning decisions have direct equity effects, it seems it is necessary to analyze 

transportation justice, however, there is little guidance for this analysis. Many evaluations tools 

focus on a specific group of the population, and transport equity analysis is mostly temporary and 

they are based on the interest of stakeholders who are involved in the planning process. There are 

always people who experience deprivation in accessibility, for instance, low-income groups, people 

with disabilities, different ethnicities, etc. 

the main goal of my thesis is to find a clear framework to evaluate transportation policies and plans 

based on the principles of justice. In other words, the main goal is to examine whether Utrecht’s 

urban and transportation plans considered transport justice or not, in order to use it to improve the 

existing conditions and perhaps as a pilot for planning other cities in the country.  

To analyze issues such as examining the effects of investment and transportation policy on unfair 

social situations, the use of qualitative studies has a significant impact. The goal of this study can be 

achieved by combining document analysis and interview results. The method I have used to analyze 

the interviews was the systematic analysis method, based on the indicators which were discussed in 

the conceptual framework. The policy documents I looked at were composed by the Province and 

municipality of Utrecht. In this regard, the upstream vision documents that show the pattern of 

future development were studied. 
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“Justice is the first virtue of social institutions, as truth is of systems of thought. A theory however 

elegant and economical must be rejected or revised if it is untrue; likewise, laws and institutions no 

matter how efficient and well-arranged must be reformed or abolished if they are unjust.” 

John Rawls  
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1. INTRODUCTION 
 

At the beginning of this thesis, first an introduction to what led me to study this issue is given. Following 

the research aim and questions will be presented, after which at the end part of this chapter the outline 

of my thesis will be stated. 

 

1.1. INTRODUCTION TO THE RESEARCH 
 

All our daily activities depend on mobility, these activities include work, education, and leisure, hence, 

mobility is an integral part of our lives. Today urban transport has faced lots of problems which shows 

that it is better we change the present trend to avoid further problems (Moriarty & Beed, 1991). 

Addressing issues such as justice and equity in the transportation policies has become very important 

these days and is an important and necessary challenge in the evaluation of projects and policies which 

specially in EU and local authorities have been marginally addressed before (Di Ciommo & Shiftan, 

2017). The policies related to the transport field are strongly based on the market distributive 

principles and in modern society it is used as a tool for decision making in investment in urban transport 

infrastructure (Martens, 2012). 

The traditional approach to transportation is extremely problematic from the point of view of justice 

(Martens, 2017). In traditional transportation planning, the goal of equality is not explicitly stated, but 

it is Imperceptibly mentioned because the purpose of this planning is for citizens to be able to easily 

use their own vehicle to travel through transportation networks with equal speed, regardless of 

personal characteristics such as race, gender, residential location, kind of vehicles, etc. (Martens, 

2017). Martens (2017) also states that this equality in speed on one area might lead to structural 

inequality in accessibility on that area because accessibility is determined by land-use patterns and 

network structure, not only speed. If transportation planners want to continue according to traditional 

transportation principles, these inequalities in accessibility will continue. The traditional approach, 

while trying to provide an equal level of services to all users, seems to reinforce inequalities because it 

ignores differences in mobility and accessibility. Therefore, this type of planning at its best maintains 

the existing differences in all dimensions, and in the worst, causes the growth of inequalities and leads 

to the creation of a vicious cycle (Martens, 2017). 

Growing worries and concerns about the unsustainable nature of transportation systems, with 

emphasis on the need for integrating designing of transport systems with land use, led to shifts in 

transportation planning systems (UN environment programme, n.d.). Since the transportation planning 

decisions have direct equity effects, it seems it is necessary to analyze transportation justice, however, 

there is little guidance for this analysis (Litman, 2018). Many evaluations tools focus on a specific group 
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of the population, and transport equity analysis is mostly temporary and they are based on the interest 

of stakeholders who are involved in the planning process (Litman, 2018). 

The Dutch government is trying to focus on improving Randstad’s position in Europe (Wiegmans, 2009). 

The Randstad region consists of the four big cities of the Netherlands including Amsterdam, Rotterdam, 

The Hague, and Utrecht along with other smaller cities like Amersfoort, Haarlem, Hilversum, Gouda 

and is the most important economic region of the Netherlands. Wiegmans (2009) wrote the Dutch 

government believes that the Randstad area is under lots of pressure due to accessibility issues and 

environmental regulations. The public transport and accessibility in Randstad don’t have sufficient 

quality and capacity compared to other regions in Europe, hence it may lead to lower performance on 

accessibility (Wiegmans, 2009). Utrecht is one of the important cities in the Randstad with a diverse 

population and large area which provides a wide range of employment facilities and services in the 

region. Although the transport system in Dutch cities is designed to efficiently possible displacement 

of large groups of people, it appears at the same time that some groups of people find their 

destinations in the city difficult can reach (Gemeente Utrecht, 2020b). Since transportation planning in 

the Netherlands has an important responsibility, the need to review and analyze fairness in the 

transportation services is essential. As long as there is little evidence and research with regard to 

transportation justice in this area, I think there is much room for improvement. 

 

1.2. PROBLEM STATEMENT 
 

Utrecht is located in the heart of the Netherlands and it acts as an important and main hub in the 

country, it connects different cities and urban areas. Due to the location of Utrecht, many offices and 

businesses tend to come to this city, and naturally, the number of people who come to Utrecht to work 

and live is increasing. The population of the city on 1 January 2021 was 359.355 inhabitants (CBS, 2021). 

The city has experienced high population growth in the past decade. Despite the fact that last year 

(2020), due to the Corona pandemic, the population growth of the city was not the same as in previous 

years, but Utrecht Municipality forecast that the city's population will pass the limit of 400,000 

inhabitants in 2027 and will reach to about 450,000 inhabitants in 2040 which is show the growth of 

27%, this increase in population can be seen in all age groups ("Stand & ontwikkeling | Utrecht 

Monitor", 2021). Although Utrecht is a young city and will remain young in 2040, based on the 

municipality forecast, the strongest growth in percentage will take place in the group of 65 years and 

over ("Stand & ontwikkeling | Utrecht Monitor", 2021). These are all issues that over time can create 

problems in terms of accessibility and transportation or exacerbate current problems in some areas. 

Because as van der Sangen (2019) states alteration in population, whether shrinkage or growth, has 

consequences for the level of accessibility and public transport. On the other hand, people in the 
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community do not have the same level of accessibility and there are always people who have difficulty 

to participate in daily activities. There are always people who experience deprivation in accessibility, 

for instance, low-income groups, people with disabilities, different ethnicities, etc. (Litman, 2002).  

Based on “Vervoer Voor Iedereen, 2020”, in Utrecht, more and more facilities are disappearing from 

the neighborhood level every day, facilities like bank branches and destinations are increasing in the 

city also it is mentioned that current transportation services in Utrecht are not as coherent and 

sufficient as it should be. All of these factors led me in this study to look at how transportation policies 

in Utrecht tackle these problems and whether they have been successful. 

 

1.3. RESEARCH AIM AND RESEARCH QUESTIONS 
 

Based on the problem statement, the main goal of my thesis is to find a clear framework to evaluate 

transportation policies and plans based on the principles of justice. In other words, the main goal is to 

examine whether Utrecht’s urban and transportation plans considered transport justice or not, in order 

to use it to improve the existing conditions and perhaps as a pilot for planning other cities in the 

country. This goal brings me to a research question that is: 

How do different decision-makers in the municipality and Transport Authority of Utrecht, act in order 

to implement justice and fairness in transportation planning? 

To answer this question, I came up with secondary research questions which are: 

• What is the role of transportation planning within strategic decision-making at City and province 

level in Utrecht? 

• What principles of justice have been taken into account by planners in Utrecht? 

• What programs and strategies are there in the city in order to have transportation justice in 

Utrecht? 

1.4. SCIENTIFIC AND SOCIETAL RELEVANCE OF THE PROPOSED RESEARCH  
 

This thesis will explore concepts such as justice and transportation justice principles. These concepts 

are part of scientific spatial planning, and can directly affect people’s lives, as well as the organization 

of spaces, equity in transportation, aims to consider social and spatial elements in social welfare 

assessment (Di Ciommo & Shiftan, 2017; Levitas et al., 2007). Lucas (2012) states that in any society, 

there are always people who are deprived of transportation for various reasons. These reasons can be 

due to high travel costs, location and distance, transportation services, and individual characteristics. 

Individual and spatial inequalities may lead to mobility reduction or accessibility poverty. Lack of access 
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to different places and services and inequality in mobility can create a sense of social exclusion. 

Transportation is one of the factors that can cause social exclusion, because the shortcomings of the 

transportation sector can deprive people of participation in work, healthcare facilities, education and 

social activities (Pritchard, Moura, Silva & Martinez, 2014). These deprivations, which are social in 

nature, can lead to a significant reduction in quality of life (Pritchard, Moura, Silva & Martinez, 2014; 

Sen, 2000). 

The notion of justice and equity in the social sciences is not a new concept, but the concept of justice 

and equity in transportation is still underestimated by social movements around the world (Zakowska 

& Pulawska, 2014). In the field of transport justice and equity, few studies have been done in the city 

of Utrecht and even in the Netherlands, therefore it seems that this study will be helpful to find ways 

to achieve fairness and justice in the transportation system in the country and demonstrates the need 

to consider these components in further plans and policies.  
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1.5. THESIS OUTLINE 
 

Figure 1 shows the structure of this thesis. In the next chapters, the literature, the theoretical and 

conceptual framework used to answer the research questions are presented. Chapter 4 describes the 

research methodology, data collection methods and the way in which the data will be analyzed. 

Chapter 5 discusses the results of the analysis. Chapter 6 is the discussion to answer the questions 

raised in this research. At the final chapter, recommendation for future research is presented and 

concludes with a general reflection of the research. 

 

 

 
Figure 1: Thesis Outline 
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2. LITERATURE REVIEW  
 

In this section the relevant literature will be reviewed. In order to examine the subject under study and 

the research questions raised earlier, I have reviewed several scientific literatures and defined several 

concepts. This section will continue with explanations of concepts justice, accessibility, and traditional 

approach to transportation planning. This chapter will be followed by the theoretical framework for 

transportation based on the principles of justice and in the end the conceptual framework will be 

presented. 

 

2.1. INTRODUCTION 
 

Mobility and transportation are important elements of human abilities, because they interconnect 

people to each other, therefore, research and investigations in such a field that directly influence 

people’s life need detailed analysis (Beyazit, 2011). In recent years studies with regard to justice and 

equity in transportation have increased significantly (Pereira, Schwanen & Banister, 2016). Beyazit 

(2011) states that social justice literature has shown the importance of addressing issues such as equity 

and capability to have a more just society, regarding that transport has an important role in ensuring 

to have “just society”.  

Paul Davidoff was one of the theorists who that mentioned governments should consider equity in 

their plans (Lazanus, 2019). Equity in transportation aims to consider social and spatial elements in 

social welfare assessment (Di Ciommo & Shiftan, 2017; Levitas et al., 2007). The notion of justice and 

equity in the social sciences is not a new concept, but the concept of justice and equity in 

transportation is still underestimated by social movements around the world (Zakowska & Pulawska, 

2014). 

Transportation systems include a variety of transportation infrastructures and services that allow 

individuals to move (Martens, 2017). These systems directly affect the "individual's ability to overcome 

spatial separation" (Martens, 2017, p. 11). Meanwhile, this ability is equally affected by a variety of 

personal characteristics, such as income, gender, personal access to vehicles, place of residence, and… 

(Martens, 2017). If people do not have a proper level of access to services and activities, this can lead 

to social exclusion and can significantly reduce the quality of life (Lucas, 2019). Therefore, the 

importance of investigating this issue is quite clear and needed. 

Hence, before getting into the topic of transportation justice, it's essential to look at the concept of 

justice, which will be discussed below. Then, the concept of justice in transportation will be examined 

and finally, a conceptual framework will be presented. 
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2.2. JUSTICE 
 

The concepts of justice, fairness, and equity seem very similar but in-depth are too different and often 

by mistake used synonymously in transportation (Neef, 2018; Thomopoulos et al., 2009). From the 

1970s onwards, these issues received more attention in the field of transport policy (Trinder et al, 

1991). It can be said that there is still little clarity of the concept of justice in transportation, which 

makes it difficult for policymakers to compare the findings of different studies (Pereira, Schwanen & 

Banister, 2017). Studying different ethical justice theories might help clarifying the concept of justice 

in transportation (Pereira, 2018; van Wee, 2011; Davoudi &Brooks, 2014). This conceptual 

transparency can lead to a better understanding of the relationship between social injustice and 

transportation. As a result, it can lead to policy decisions to address transportation shortages and such 

inequalities (Pereira, 2018; Neutens, 2015, Martens, 2011, Lucas et al. 2015). Examining the concept 

of justice in various sources and literatures, it can be concluded that the accessibility injustices are the 

result of injustices in the distribution of activities and opportunities. (Peirera, 2018; Chetty et al. 2014; 

Delbosc & Currie, 2011; Delmelle & Casas, 2012; Neutens et al., 2010). What laws need to be 

recognized and enforced, and how policies and equitable distribution of benefits and facilities in 

society should be (Peirera, 2018). Susan Fainstein (2010) describes this interaction as a “just city” 

(Peirera, 2018; Susan Fainstain, 2010). “Justice can be understood as a broad moral and political idea 

that relates to 1) how benefits and burdens are distributed in society (distributive justice); 2) the 

fairness of processes and procedures of decision and distribution (procedural justice); 3) the rights and 

entitlements which should be recognized and enforced” (Pereira et al., 2017, p. 171). The concept of 

justice has been studied from different aspects. The following five important theories of justice will be 

presented.  

 

- Utilitarianism 

One of the most effective theories of justice, which is based on the cost-benefit analysis, is 

“utilitarianism” which was proposed by Jeremy Bentham and John Stuart Mill (Pereira, Schwanen & 

Banister, 2016; Hausman & McPherson, 2006). Based on this approach, the consequences of a policy 

or action must be based on maximum well-being (Pereira, Schwanen & Banister, 2016; Kymlicka, 2002). 

There are some major criticisms of this approach. One of them is, there is no clear concern about how 

well-being is distributed among different people in society (Pereira, Schwanen & Banister, 2016; Sen, 

2009). Another criticism is that taking into account the preferences of some people causes the rights 

of another group to be ignored in society (Pereira, Schwanen & Banister, 2016; Kymlicka, 2002).  
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Figure 2: Summary of key theories of justice. Source (Pereira, Schwanen & Banister, 2016, p.172) 

 

- Libertarianism  

According to Libertarianism, all people are equally free in society to choose the way of life based on 

their personal values without the interference of the government and others, as long as it does not 

harm the rights of others (Pereira, Schwanen & Banister, 2016; Hausman & McPherson, 2006). There 

is also much criticism of the liberal conception of justice (Pereira, Schwanen & Banister, 2016; Kymlicka, 

2002; Sandel, 2009; Sen, 2009). One of the most important of them is that, libertarianism believes in 

individual freedom, while individual preferences cannot be separated from “the natural and social 

contingencies of his or her context” (Pereira, Schwanen & Banister, 2016, p. 173). 

 

- Intuitionism  

Intuitionism is the result of the view of authors who believe that “basic moral knowledge is acquired 

through intuition” (Pereira, Schwanen & Banister, 2016, p. 174). In this view, the characteristics of a 

moral dilemma such as merit, non-discrimination, etc. are important to make a decision on what is 

right (Pereira, Schwanen & Banister, 2016). The theoretical criticism of this view is that it presents the 

ethical principles arbitrarily (Pereira, Schwanen & Banister, 2016; Kymlicka, 2002; Rawls, 1999). From 
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a practical perspective, it is not clear which ethical principles are right for the choice (Pereira, Schwanen 

& Banister, 2016; Kymlicka, 2002; Rawls, 1999).  

 

-  Rawls’ egalitarianism  

Theory of justice which was presented by Rawls is relates to the role of institutions in administering 

justice (Pereira, Schwanen & Banister, 2016; Rawls, 1999, 2001). Rawls belives that the rights and 

freedoms of individuals in society should be the same and people should be as much freedom as they 

want as long as it does not violate the freedom of others (Pereira, Schwanen & Banister, 2016; Rawls, 

1999, 2001). Another principle that Rawls proposes is about the distribution of primary goods “which 

are various social conditions and all-purpose means that are necessary to enable citizens to pursue 

their life plans (whatever they may be); they include in broad categories income and wealth, 

opportunities, powers and prerogatives of authority, and the social bases of self-respect” (Pereira, 

Schwanen & Banister, 2016, p. 174). “This second principle contends that social and economic 

inequalities can only be considered fair if they simultaneously (a) derive from a situation of fair equality 

of opportunity, and (b) work to the benefit of the least advantaged members of society” (Pereira, 

Schwanen & Banister, 2016, p. 174). 

 

- Capability approaches  

The Capability approach is not a full theory of justice and it endorses Rawls’ theory of justice. According 

to this view, the thing which is important is how people use resources to create a good life based on 

their desires and preferences (Pereira, Schwanen & Banister, 2016). According to this view, social 

structures and culture are factors influencing performance. This means that the values of different 

societies affect the performance. Also, these values in each society may change over time (Pereira, 

Schwanen & Banister, 2016; Sen,2005, 2009). 

 

As it stated, the concept of justice is defined by a wide range of political philosophers. Martens (2017) 

in the approach of transportation planning based on the principles of justice, explains that how the 

theory of justice proposed by Rawls can be developed to evaluate the urban transportation system. 

The development of a theory of justice in transportation “involves a justification for setting the good 

of transportation apart from other, regular, goods produced by members of society” (Martens, 2017).  
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2.3. ACCESSIBILITY 
 

The main purpose of transportation activities is accessibility which leads people to reach their desired 

activities and locations (Litman, 2018; Litman, 2003). Accessibility can have several meanings based on 

operationalization. Hansen (1959) defines “accessibility as the potential of opportunities for 

interaction” (Geurs & van Wee, 2004, p. 128), “the ease with which any land-use activity can be 

reached from a location using a particular transport system” (Geurs & van Wee, 2004, p. 128). These 

definitions show that accessibility has a direct relationship with land-use patterns and transport 

services, this allows people to participate in different activities in different places (Geurs & van Wee, 

2004). In general, according to different definitions of accessibility, four important components can be 

mentioned, land-use, transportation, temporal and individual (Geurs & van Wee, 2004). The 

relationship between these components and accessibility is shown in figure 3 which have been 

visualized by Geurs and Van Wee (2004). As can be seen in the figure, these components affect each 

other. 

 

 

 

Figure 3: Relationship between different components of accessibility, Source (Geurs & van Wee, 2004, p. 129) 
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“Mobility is seldom an end in itself, the ultimate goal of most transport activity is accessibility, which 

refers to people’s ability to reach desired services and activities” (Litman, 2002, p. 9). One of the most 

important factors that drive travel demand is land use. Land use can also affect the opportunities that 

people have to get various activities.  How activities are scattered in space and how the land is used 

leads people to move through space to achieve different activities (Rispens, 2019; Wegener & Fürst 

2004). Needs and the personal abilities of a person can also be influential on the accessibility level. 

These needs can depend on a persons’ age, income, educational level, and abilities are mostly 

dependent on physical condition and available modes of transport for instance owning a car (Geurs & 

van Wee, 2004). 

Martens (2017) states that scholars distinguish between person accessibility and location accessibility. 

In person accessibility a person has access to a series of places based on their characteristics but on 

the contrary, in location accessibility, it is an attribute of a location, a specific place is available for a 

specific group of people. The view of justice on transportation planning is about people, not places. 

people can experience high or low access levels (Martens, 2017).  Peirera et al., (2016, p. 177) defines 

the accessibility from justice perspective as “the ease with which persons can reach places and 

opportunities from a given location and be understood as the outcome of the interplay of 

characteristics of individuals, the transport system, and land use” (Pereira, Schwanen & Banister, 2016, 

p. 177).  

2.4. TRADITIONAL APPROACH TO TRANSPORTATION PLANNING  
 

The traditional transportation approach is based on the principle that one of the important factors of 

economic growth is the movement of goods and people (van Neerven, 2018; Banister & Berechman, 

2001; MacKinnon, Pirie, & Gather, 2008).  

“Traditional transportation planning developed from the practice of highway planning in the USA” 

(Martens, 2017, p. 25). This trend  continued after the Second World War in European countries 

(Martens, 2017). The aim of this approach was to provide basic services for all the population of a 

country (Martens, 2017). 
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Figure 4: The informal rules of traditional transportation planning prescribing how to conduct ‘proper’ transportation 

planning, (source: Martens, 2017, p. 23) 

 

The purpose of the traditional approach to transportation is for citizens to be able to easily use their 

own vehicle to travel through transportation networks with equal speed, regardless of personal 

characteristics such as race, gender, residential location, kind of vehicles, etc. (Martens, 2017). If we 

look at the traditional transportation theory from the perspective of the quality of the transportation 

system, we can see that it “hides a powerful distributive yardstick” in the matter of fairness, because 

everyone is entitled to receive a travel speed without obstacles, based on the transportation network 

they choose (Martens, 2017, p. 25). But if we look at traditional approach from the perspective of users 

of roads the principles of equality disappear because it is forgotten that road network users concern 

more about potential mobility and accessibility rather than travel speed. Hence the equality in travel 

speed can cause inequality in potential mobility and also accessibility (Martens, 2017).  This assessment 

can be generalized to public transport users in addition to road users. Hence “The rules of traditional 

transportation planning are thus likely to systematically produce, reproduce and reinforce inequalities 

between persons with access to different transportation systems “(Martens, 2017, p. 27). 
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3. THEORY AND CONCEPTUAL FRAMEWORK  

Since the traditional approach to transportation has proven that following the continuation of the 

planning process in that way will lead to injustice in society, hence in this chapter, the theoretical 

framework of transportation planning based on the principles of justice will be expressed and at the 

end, the conceptual framework of this research will be presented. 

3.1. TRANSPORTATION PLANNING BASED ON PRINCIPLES OF JUSTICE 

By looking at the traditional approach to transportation, it is clear that the purpose of transportation 

planning is not just to provide a good transportation system, but also to provide good access for people 

(Vilela, 2021; Levine & Grab, 2002). “from the perspective of justice, the traditional approach to 

transportation planning is highly problematic” (Martens, 2017, p. 32). By shifting the axis of 

transportation planning from a traditional perspective to a planning approach for greater access, it has 

led to a change in the mode of models, which in itself benefits a particular group in society, so that 

groups that were previously deprived cannot still take advantage of it (Neervan, 2018; Sheller, 2015). 

Martens in his book, “Transport justice, designing fair transportation system, 2017”, states the 

principles of transportation justice, based on the different philosophical principles of justice. He states 

that the concept of justice in the field of transportation has not yet been explicitly defined by any 

philosopher. Martens presented a framework of rules, and he believes that these informal rules can 

be seen as a guidance for policy advisor and decision makers to perform right transportation planning. 

Martens believes that Injustice never goes away. “An injustice is done whenever a person experiences 

an insufficient level of accessibility” (Martens, 2017, p. 126).  To evaluate the concept of justice in 

transportation, the first and most important question is what is sufficient level of accessibility. Martin 

argues that the definition of sufficient accessibility from the point of view that, for example, the 

number of jobs and services that each individual is able to access at certain time and with a specific 

budget is futile and inadequate from the point of view of justice (Martens, 2017). “Such a definition 

would radically, and unacceptably, constrain the scope of democratic decision-making” (Walzer, 1983, 

as cited in Martens, 2017, p. 128). Martens (2017) states that in every society people must have the 

right to access to basic service of a goods, such as healthcare and education, but in practice, it often 

happens some people are denied access to these services without any fault which is not acceptable. 

“Goods are, by definition, social goods; their meaning is socially constructed” (Walzer, 1983, as cited 

in Martens, 2017, p 48). The sufficiency threshold for accessibility is explained by Martens in these 

ways: “The delineation of a sufficiency threshold for accessibility can be based on either a detailed 

understanding of the empirical relationship between accessibility levels and the quantity and quality 
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of activity participation or on a pragmatic approach of accessibility measurement and ranking of 

population groups in terms of their experienced accessibility levels” (Martens, 2017, p. 144). 

One of the principles of the transport justice approach is that the transportation system should provide 

a sufficient level of accessibility for all the people without considering their characteristics such as age, 

income, gender, spatial location, etc. (Cooke, 2019). According to the available evidence many public 

and non-motorized transport users are among low-income, females, and elderlies which experience 

the level of accessibility that is lower than sufficient level. Regarding the transport justice approach, 

these are the groups of people who should be prioritized to reach at least to the minimum level of 

accessibility (Cooke, 2019). The figure below shows the rules of transportation planning based on the 

principles of justice retrieved from Martens (2017).  

 

Figure 5: Marten’s approach, the rules of transportation planning based on the principles of justice (source: Martens, 2017, 
p. 174) 
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Martens In his framework describes ten steps, as different groups of people experience different levels 

of accessibility in the city, so the first step in planning in principles of justice is that to divide the 

population into different groups due to their accessibility level. Identifying target groups that may 

experience low levels of accessibility is of particular importance  (Martens, 2017).   Generally, this 

grouping can be based on the residential location, available modes of transport and income level, but 

if we want to look more closely, these groupings can also be divided based on characteristics such as 

travel-related abilities, ethnicity, or even gender (Martens, 2017).   

The most important component of transportation based on principles of justice is accessibility. land 

use patterns and service delivery policies besides the transportation system shape this accessibility 

(Martens, 2017). Mobility is a mean and the goal of mobility is accessibility to social goods, such as 

healthcare, education, etc. Martens (2017) explains as much as accessibility depends on the spatial 

arrangement of activities, overcoming spatial separation depends on a person's ability and this ability 

is shaped by “the resources available to a person, in terms of time, money, vehicle ownership, 

knowledge of the transportation systems, knowledge of the spatial pattern of activities, physical and 

cognitive capabilities, ability to handle discomfort, concerns about personal safety, and so on” 

(Martens, 2017, p.150). Therefore, each person will experience a different level of accessibility 

depending on the resources at their disposal. Also, the level of access that each person experiences 

depends on time, because for example, the roads are usually crowded during peak hours and public 

transportation may not work at night, so this will make access to the resources needed by each person 

to achieve the desired activity are not the same at different times (Martens 2017; Neutens et al. 2014). 

Many factors affect the level of accessibility, so there is no single way to measure it because taking into 

account all the factors to assess the fairness of the transportation system is not possible. Since the 

level of accessibility varies according to each goal and may change over time, hence the best way to 

assess it is to look at differences “which are of a structural character” and reflects the status of a 

significant portion of the study population (Martens, 2017, p.152). Hence the first step in planning with 

principles of justice is that to identify the population group due to their accessibility level. Identifying 

target groups that may experience low levels of accessibility is of particular importance because they 

are entitled to accessibility improvement  (Martens, 2017).   It is not essential to assess the level of 

accessibility of each individual, but understanding the general patterns of accessibility is sufficient for 

policy-making. Based on Litman (2002), I categorized people in groups based on age, income, people 

with physical or mental disability, ethnics, and gender. 

Another factor that affects accessibility is land-use patterns. Low levels of accessibility can be the result 

of the weakness of the transportation system as well as an unfavorable density of activities (Martens, 
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2017). Therefore, the quality of the transportation system, as well as the land use pattern, should be 

taking into account. To evaluate the quality of the transportation system, according to Martin (2017), 

we can consider indicators such as travel time, the distance between origin and destination, and 

frequency. Planning based on the principles of justice should focus on those people who experience 

substandard access levels (Martens, 2017). Martens name those “population groups fall under the 

regime of the domain of justice” (Martens, 2017, p. 158). 

The following, conceptual framework will be presented which is based on Martens approach and other 

factors that Littman and Geurs & van Wee proposed. 

 

3.2. CONCEPTUAL FRAMEWORK 
 

According to the reviewed literature and theories elaborated above, certain indicators have been 

selected that in combination can give a clear picture of how the transportation system of Utrecht acts 

in order to have a fair transportation system. 
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Figure 6: The conceptual framework. Source: own design 
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4. METHODOLOGY 
 

4.1. RESEARCH STRATEGY 
 

The central question in this study is “How do different decision-makers in the municipality and 

Transport Authority of Utrecht, act in order to implement fairness in transportation planning?” and the 

main aim is to study social aspects of transportation planning in the city of Utrecht and examine if 

Utrecht’s urban and transportation plans considered transport justice or not, in order to use it to 

improve the existing conditions and perhaps as a pilot for planning other cities in the country. In order 

to answer the raised question, based on the conceptual framework which was introduced in the 

previous chapter, I chose qualitative research design using a case study strategy.  

Qualitative research is defined in different ways, Silverman (2015) states that for planning topics that 

explore egalitarian goals qualitative methods are appropriate. Qualitative research can be used to 

gather the participant's perspective on a particular issue and then analyze the data by reducing the 

information to the significant statement to reach a structure for the nature of experience (Cresswel, 

2013).   To analyze issues such as examining the effects of investment and transportation policy on 

unfair social situations, the use of qualitative studies can have a significant impact (Beyazit, 2011; 

Church et al., 2000; Lucas et al., 2001; Sánchez et al., 2003; Social Exclusion Unit, 2003; Rajé et al., 

2004; Lucas, 2005; Hine, 2008). The goal of this study can be achieved by combining document analysis 

and interview results. With this design, I will be able to examine the relationship between different 

variables instead of using quantitative methods that show the exact relationship between limited 

factors (Schaars, 2021; Kumar, 2014). 

 

4.2. METHODS: DATA COLLECTION 
 

In order to answer the main question of this research, two sources of vision documents and semi-

structured interviews have been used to collect the necessary data. In the following, I will explain each 

one separately. 

 

4.2.1. SEMI-STRUCTURED INTERVIEW 
 

Semi-structured interview is one of the interview methods in qualitative studies (Silverman, 2015; 

Wengraf, 2001). As Silverman (2015) states for the planners using semi-structured interviews give them 

in-depth understanding on how different policy-makers understand about the studied issue. Hence 

here semi-structure interviews with different experts in different positions who were involved in the 

process of policy making and planning transportation in the city of Utrecht were conducted. 

The qualitative interviews for this thesis were conducted with representatives of Municipality of 

Utrecht, Province of Utrecht, Utrecht city council and some other experts who were involved in matters 
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related to transportation policies. In total 10 interviews were conducted during August and September 

2021. In the table below the list of the interviewees as well as their organizations are presented. 

I identified a list of experts involved in the policy-making in the field of transportation, mobility and 

urban planning in the city of Utrecht (Municipality, Province and consultant) by desk search and then 

contacted them to schedule the interviews. During the first interviews, I asked first interviewees to 

introduce other names that could be of interest. During two months all interviews were scheduled and 

conducted. They were all online. The interviews were 50 minutes long on average. In the analysis 

chapter, in order to keep the names of these people anonymously, I will name them in the order in 

which the interviews were conducted.  

 

Table 1:List of interviewees and their organizations and date of the interview 

Interviewee Organization Date of interview 

Respondent 1 Municipality of Utrecht 2 August 2021 

Respondent 2 Municipality of Utrecht 24 August 2021 

Respondent 3 Province Utrecht 30 August 2021 

Respondent 4 Province Utrecht 1 September 2021 

Respondent 5 Mobycon 3 September 2021 

Respondent 6 Province Utrecht 3 September 2021 

Respondent 7 Municipality of Utrecht 8 September 2021 

Respondent 8 Municipality of Utrecht 10 September 2021 

Respondent 9 Utrecht city council 16 September 2021 

Respondent 10 Municipality of Utrecht 28 September 2021 

The method I have used to analyze the interviews is the systematic analysis method, based on the 

indicators which were discussed in the conceptual framework in Chapter 3. All the interviewees were 

selected among those people who are involved in the process of planning and policy-making in the city 

of Utrecht. The interview guide was designed in a way that respondents could point their goals of 

planning and the most important factors that they consider in the process of policy-making and 

planning. I tried to design the interview guide in such a way that the respondents themselves pointed 

to the factors influencing policy. Based on the response I was receiving; I might have asked them more 

questions about the factors they mentioned. All the interviews were held online and they all were 

recorded after getting permission from the interviewees. At the same time, I tried to make notes in 

case if the recording machine breaks down.  
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Then all the interviews were transcribed into a Word file to be analyzed. To analyze the interviews, I 

created a master document in Atlasti, added all ten transcribed documents separately. Before coding, 

a network of codes was prepared based on the conceptual framework in chapter 3 and then I started 

to assign codes to each sentence, and all topics and data related to the indicators were extracted. The 

extracted codes were then grouped into specific categories to make them easier to analyze. In addition 

to helping to analyze interviews, coding also provides an opportunity to examine the frequency and 

importance of various indicators. 

 
4.2.2. POLICY AND VISION DOCUMENTS 
 

In document analysis, empirical understanding and knowledge can be achieved by interpreting the 

data, and they can provide more complementary information. One of the advantages of document 

analysis is that obtained information will not be affected by the study process (van den Boogaard, 2018; 

Bowen, 2002). As a result, document analysis is also useful for this research. The policy documents I 

will look at are composed by the Province and municipality of Utrecht. In this regard, the upstream 

vision documents that show the pattern of future development are studied. These are the documents 

that the interviewees mentioned during their interviews. These vision documents outline the 

development of the city, so reviewing these documents will help to have a better view of what policy-

makers have set as long-term and short-term goals in transportation field. All these documents are in 

Dutch. I needed to translate them all, then using the network of codes based on my conceptual 

framework to analyze them. These documents are listed as bellow: 

 

• Omgevingsvisie province Utrecht 2050 (Environmental vision province Utrecht) 

Environmental Vision (EV) is long-term ambitions and policy goals for the physical living environment 

of the province of Utrecht and the aim is to provide a framework and take responsibility for provincial 

interest. This vision document includes social aspects that have a physical impact, such as accessibility 

and inclusivity. It is scheduled into force from 1 January 2022 and among from spatial structure vision, 

it consists of mobility vision with a time horizon of 30 years, 2050. This document offers space for 

sustainable use and development of social cohesion to preserve or improve the quality of the living 

environment in the Province Utrecht and contains the guiding choices about the development process 

and the content of the Environmental Vision and Ordinance. it has also explored future trends and 

developments as a basis for a vision of the future. It is prepared under consultations with civil society 

organizations, water managers, municipalities, neighboring provinces, and the national government 

(Province of Utrecht, 2021a). 
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• Mobiliteitsprogramma 2019-2023 Province Utrecht1 

In this program, the objectives from the Mobility Vision for the coming years have been translated into 

target values. This mobility plan will work as a discussion document to make working partners reach 

an agreement on how to reach the goals. This mobility program mostly focuses on short-term programs 

and is mainly based on the developments that are already known (Province of Utrecht, 2021b). 

 

• Mobiliteitsplan 20402 

This mobility plan 2040 is a municipal traffic and transport plan, that clarifies the vision of mobility of 

city of Utrecht as a growing city and sharpens the choices needed to keep the city healthy, attractive 

and accessible and future proof in the long term to offer more guidance for the implementation of 

projects. It is the starting point for all new traffic projects and planning decisions of the municipality. 

This mobility plan shows Utrecht's commitment to the various program lines from U Ned, including the 

elaboration of the urbanization perspective Utrecht Near and the MIRT exploration of public transport 

and living. At the same time, this mobility plan forms the policy framework for various elaborations 

within the municipality. This is its motto: “Jouw straat en onze stad gezond, aantrekkelijk en bereikbaar 

voor iedereen”3 (Gemeente Utrecht, 2020a). 

 

• Utrecht dichtbij: de tien-minutenstad4 

The RSU 2040 is a strategic vision describes frameworks in outline with target values and a commitment 

that is quantitatively indicative. This Spatial Strategy Utrecht 2040, the municipality ensures that the 

growth in the number of inhabitants and housing remains in balance with an increase in greenery in 

the city, with a growth in jobs, with an appropriate infrastructure for traffic and transport and with the 

ambitions based on the energy transition. To be able to grow in a healthy way, the city council has a 

team in June 2020 formulated principles that are central to the further development of the city. In this 

basic principle is an important starting point that Utrecht must remain a city for everyone (Gemeente 

Utrecht, 2020b). 

 

 
1 Mobility program 2019-2023 Province Utrecht 
2 Mobility Plan 2040 
3 Your street and our city healthy, attractive and accessible to everyone 
4 Utrecht nearby, the 10 minutes city 
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• Vervoer voor iedereen5  

This vision document provides the framework of transport policies for target groups with a good 

connection with the mobility policy of the municipality of Utrecht. The first major challenge in this 

regard is the transition of responsibility for purchasing and contract management of social-recreational 

transport (the current regional taxi) as of December 2023. This is closely related together with 

developments and policy choices in the field of mobility. That is why a broad vision on need 

transportation (Gemeente Utrecht, 2020c). 

 

4.4. RELIABILITY AND VALIDITY 

Van Thiel (2014) states two factors including: accuracy and consistency to show the reliability of the 

research. He argues that the elements of accuracy are related to measurement instruments like 

questionnaires and selected variables should be as accurate as possible. And the consistency elements 

refer to how the idea of the research can be repeatable. The reliability of my study relies on the process 

of analyzing data. In studies about the social components and social sciences, the consistency is hard 

to achieve. As long as the repeatability of the study shows its reliability, in studies related to social 

issues only in similar circumstances we will get the same results, and as people can learn from the 

previous experiences, so repeating the study always will not have the same results (Van Thiel, 2014). 

My thesis is the study of the social components of mobility. That’s why I think this kind of study will 

have different results in different situations and regions.  

The validity of the research refers to the proper operationalization of theoretical structure (Van Thiel, 

2014). To ensure the validity of my thesis, I try to use the variables which are used in various studies 

related to the issue of equity and justice such as Martens (2017) and Litman (2002).  

A combination of sources may be used in the qualitative analysis by the researcher (Bowen, 2009; 

Denzin, 1970) these sources can include interviews in addition to other documents (Bowen, 2009; Yin, 

1994) in this way the researcher can provide “a confluence of evidence that breeds credibility” (Eisner, 

1991, as cited in Bowen, 2009, p. 28).  Similarly, in this study I tried to use a combination of document 

review along with interviews with key people involved in Utrecht's transportation policies to answer 

the questions. “When there is convergence of information from different sources, readers of the 

research report usually have greater confidence in the trustworthiness (credibility) of the findings” 

(Bowen, 2009, p. 30). 

 
5 Transport for everyone 
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4.5. RESEARCH DESIGN 

The following figure shows the research design. This figure provides an understanding of the general 

steps and process that have been followed. In the first step, the transportation planning approach 

based on the principles of justice discussed in a theoretical framework. After determining the 

conceptual framework of this study, the necessary data were collected in stage B, by examining the 

vision documents and development policies of the city along with interviews with people who are 

involved in transportation policy making in the city of Utrecht. In step C, the results of these two are 

completely analyzed. In the end, these analyzes end in answering the research questions in stage D, 

and an attempt is made to provide recommendations to the municipality. 

 
 
 

A 
 
 
 
 
 

B 
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Transportation planning based 
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Document 
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                                                       Figure 7: The research design. Source: Own design 
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5. RESULTS 
 

In this section, the details of the interview along with the reviewed documents are examined in more 

depth. Based on the defined conceptual framework, which is discussed before. it will be followed by 

the policies and programs and barriers.  

 

5.1. PRIORITIZING JUSTICE AS A GOAL 
 

I started questions by asking the respondents about what is the role of transportation planning, and 

what is their goal of policymaking. Summarizing all the respondent, it is clear that the purpose of 

transportation planning in Utrecht is to provide mobility for all people with more emphasis on active 

modes of transportation, walking and cycling, the aim is less car use and the development within the 

existing infrastructure.  

 

“Utrecht is growing city and more and more people are going to live in 

this city during the coming years, one of the main goals of the 

transportation planning in the Utrecht is not to grow with the amounts 

of cars” (Respondent 2, 24.08.2021).   

 

To respond to the question that what they think and define the concept of transportation justice, there 

was a common understanding among all respondents that they see the role of transportation as an 

opportunity that should give all the people the right to access wherever they want regardless of their 

personal situation.  

 

hink everybody has the right to move freely about their living area. t ”I

do  Everybody has a right to getting to and from their social network to

grocery shopping and to go to a hospital to visit a club or sports events. 

s money or less opportunities in And I think that for people who have les

life, that's more difficult. And I think it's our job as politicians to make 

 .30.08.2021), 3 Respondent( that gap, smaller”  

 

To answer this question the mobility experts referred to Mobility vision document 2040 that consists 

of the policies for the next 20 coming years (Respondent 9, 16.09.2021 & Respondent 3, 30.08.2021). 

This document has submitted in April 2021. The mobility vision 2040 value for the further spatial 

development of Utrecht in the long term. 
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“Together we want to give substance to our ambition to 

growing city healthy, attractive and accessible for 

everybody” (Gemeente Utrecht, 2020a). 

 

The mobility expert (Respondent 1, 02.08.2021) explains that in the previous mobility plan the concept 

of transportation justice was not covered and now it is mentioned.  

 

me it is that people have the options that they want, or that they  For ”

ucial thing, and that can go to the activities that they want to. That's a cr

e strategy that was adopted by the city. There were was added, also in th

10 points but transportation justice was left out. Sure, I'm really happy 

myself that it is now included because I think it's crucial to have happy 

 .02.08.2021)Respondent 1, ( ”ppy citizenspeople and ha  

 

All the interviewees had similar ways of defining transportation justice. Planners are very much 

influence by the framework on which their department focuses. The point about all the respondents 

was that all of them agreed on the need of paying attention to provide opportunities for all people to 

be able to easily move and do their activities. Interestingly, even in the title of Mobility plan 2040, this 

issue is clearly mentioned “Your street and our city healthy, attractive and accessible to everyone”6. 

 

should look at transportation, not as an activity itself but as a way  ” We

to contribute to society as a way for people to participate, to enjoy 

fulfillment… [People] want to have fulfillment, they want to have joy, 

eate large fulfillment and joy. transportation can be a way to facilitate cr

When you look at it that way, it's more at what is needed and how can I 

offer it, instead of what are the problems I see outside, because if you're 

 …looking from a transportation view you tend to look at a traffic jam 

are all not really a problem. A problem is that somebody from one  Those

place does not have the same chances as somebody from another place, 

because your network is incorrectly designed. You're not give that place 

” fulfillt and complex task to very difficul It’s. deserves itthe connections 

2021). , 01.09.4espondent (R  

 

 
6 Mobiliteitsplan 2040, Jouw straat en onze stad gezond, aantrekkelijk en bereikbaar voor iedereen 
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5.2. Identifying target groups 
 

As Martens (2017) states the first step through transportation planning based on principles of justice 

is to identify the population group in the study area. For this purpose, I followed the role of transport 

planners and policy-makers on what are the main elements they should consider in their process of 

planning. Almost all respondents acknowledged that it is very important that vulnerable people in the 

community have the necessary support, these groups of people mostly experience a low level of 

accessibility based on their attributes. The respondents described these people as elderly, people with 

disabilities, low-income groups, different ethnicities, and genders. By looking at interview data, it is 

figured that groups of elderly, people with disabilities, and low-income groups were mostly named 

respectively. All the documents examined explicitly mentioned that target groups should be able to 

have proper transportation in the city. 

“The infrastructure must be set up in such a way that safe use is possible 

for everyone and is encouraged. Vulnerable target groups deserve extra 

attention in this regard. This mainly concerns children/young people, the 

elderly and cyclists” (Province of Utrecht, 2021b). 

“The municipality of Utrecht is building an inclusive city, where there is 

room for everyone and where social and physical barriers are overcome. 

We set up the mobility system in such a way that everyone can 

participate” (Gemeente Utrecht, 2020a). 

Policy document “Vervoer voor iedereen”7   specifically addresses the target groups. This document 

described target group as people who temporarily or chronically have to deal with limitations in their 

mobility and therefore unable to travel independently (Gemeente Utrecht, 2020c). 

In the following, I will examine the target groups based on the selected indicators in the proposed 

conceptual framework. 

5.2.1. Elderly 

Based on the municipality forecast, in the future, the number of elderly people will face the strongest 

growth among the residents of the city ("Stand & ontwikkeling | Utrecht Monitor", 2021). It emerges 
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the critical actions for the city. Therefore, this issue shows the need for the foresight to provide 

facilities for this group of society. 

Respondent 1 (02.08.2021) mentioned that Dutch are bike nations, there are still lots of elderlies who 

cycle, not in the centrum areas but in the neighborhoods. The mobility expert emphasizes that the 

elderly usually avoids cycling in densely populated and very busy cycle lanes especially during working 

hours in the centrum area. He illustrates the reason is that they do not feel safe cycling in the crowd.  

Except for elderly people who still continue biking, there are lots of them who are in severe condition 

that cannot travel independently and they need someone to accompany them. Adding that using some 

transportation platforms requires the use of relevant applications on mobile phones, which is difficult 

for a group of elderly people because they are not familiar with how to work with them. 

“I think, in future, everything will be too complicated for people, for 

example for the elder people and then everything goes by [the] net that 

you need websites where you can find Info, and people that can’t use [the] 

internet properly sometimes kick out, does not always the people that's, I 

think that is still a problem and we should work about that” (Respondent 

6, 03.09.2021). 

However, Respondent 3 (30.08.2021) stressed it is not the thing to be worried about because future 

seniors, who are now the younger generation, will not have this problem. 

“And I have completely recognized the needs of elderly people … I think 

the elderly of 20 years from now, they are almost my generation well they, 

will be completely used to this so this is a problem that will evolve in the 

good in the right direction I think eventually we cannot keep still, in all 

these developments, just because elderly people cannot use their phones, 

I think we should take them by the hand, explain it to them, well make 

sure that nobody's left behind, but, but at the same time continue making 

plans for the future” (Respondent 3, 30.08.2021). 

5.2.2. PEOPLE WITH PHYSICAL OR MENTAL DISABILITIES 

Another factor that prevented proper transportation was the disability of individuals. All interviewees 

mentioned people with physical or mental disabilities as the target group. There are some places that 

bus frequently is not good or bus stops are far from homes, and it is for those who cannot walk or bike 

there is a big problem (Respondent 8, 10.09.2021). 
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“We try to have the regular public transport as accessible as possible for 

everybody, so we have slow entry buses and low entry trams, we have 

high bus stops so there is no distance between the Floor after bus. The bus 

stops, for instance. We're working on that. So, we want to have the 

regular public transport as accessible as possible” (Respondent 8, 

10.09.2021). 

5.2.3. ETHNICS 
 

In 2021, about 36.4% of the total population of city of Utrecht are non-Dutch immigrants (CBS, 2021). 

Among these, the highest number of immigrants in Utrecht are in neighborhoods Overvecht, Zuidwest 

and Leidsche Rijn with 60.4%, 51.2% and 43.7%, respectively. In Dutch culture it is very normal to grow 

up and learn how to ride a bicycle, but in some cultures, it is less normal. The remarkable point here is 

that apart from some factors that put people in the group of those who are financially or physically 

and mentally disabled, there are groups who are in perfect health situation and can afford a bicycle, 

but they cannot ride that.  

“A great example is we have Overvecht a neighborhood where there's a 

lot of people from foreign countries with a lot of welfare, a lot of public 

housing a lot of people with a relatively low income compared to the rest 

of Utrecht, they are pretty much next to each other, but there's a canal in 

between. So, if you want to go from one place to another, you have to 

travel a pretty long way. So, the city people thought let's make a cycling 

bridge between those two. But the people who are living in Overvecht, 

they are not cycling, they are not ever going to cycle. So, you can make a 

cycling bridge but that's just your literian idea of how you think it should 

be. You think they should cycle but that's not the way it works. Actually, 

there's a cycling bridge actually from Overvecht to a park. And that's just 

built because we want to build a cycling bridge there somewhere. It's not 

even in the right place, it's in the right place where they could make it, but 

not in a place where they should have made it. It's just a completely 

useless spending of money, where you're not helping anybody but 

yourself and your idea of how you think it should be, nobody's using that 

bridge, at least not anybody from the neighborhood Overvecht” 

(Respondent 4, 01.09.2021). 
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Respondent 6 (03.09.2021) explicitly pointed out that most immigrants are people who do not speak 

Dutch or do not know how to communicate with the government.  

“… It's also problem because the people that have mobility poverty how 

you can reach them often with normal channels. Maybe because they 

don’t know the government for example or they can’t can speak the 

language” (Respondent 6, 03.09.2021). 

5.2.4. GENDER 
 

None of the respondents mention gender as a barrier to transportation, nor was there any report of it 

in any of the documents. Although policies in the Netherlands are gender-neutral, Interestingly, one 

respondent just noted that since most women carry children on bicycles, especially to schools, they 

sometimes feel insecure, biking with children in crowded streets, this is what Martens states that as 

concerning “personal safety” factors that might cause accessibility limitation. That expert explained 

that the municipality keeps the streets around the schools close in the mornings and afternoons to 

make those areas safer.  

“About genders… I think we just discuss this last week in the city council, 

because someone asked this, is there still a problem with gender 

difference between women and men about immobility, but I don't see 

them so much, maybe, maybe it's about a woman brings kids to school by 

bike maybe have problem with that so I don't see that right now” 

(Respondent 9, 16.09.2021). 

 

 

With a general and accurate view, it can be seen that all the interviewees referred to the elderly, people 

with low incomes, different ethnicities and one example of gender. They also mentioned a group of 

people who could not travel independently and needed someone to accompany them. It seems that 

the importance of these groups is due to the population and size of the group, in order to be cost 

effective to plan for them.  

Among the documents examined, all of these documents explicitly state that transportation should be 

available to all. But specifically, each of these documents emphasized specific groups except from 

Mobiliteitsprogramma 2019-2023, which did not mention any specific target groups. In Environmental 

vision Province of Utrecht 2050, children, elderlies, and cyclists are named as vulnerable groups. While 

in “Mobiliteitsplan 2040”, people with disabilities and low-income groups, children, elderlies, visitors, 
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commuters, and students are mentioned as the target groups. This document states that the 

proportion of older people is increasing and it is expected that the number of residents with a disability 

(mainly movement disorders) will therefore also increase in the coming years. “Utrecht dichtbij: de 

tien-minutenstad” focuses on this aim which Utrecht should remain a city for everyone, hence it is 

stated that mobility and accessibility should be available for every target group. This document states 

that not everyone has equal access to transportation or is able to navigate complex traffic situations. 

It is too expensive, too time-consuming and some people are not (digitally) skilled enough. 

In the document “Vervoer voor iedereen” the Knowledge Institute for Mobility Policy (KiM) 

distinguishes six target groups that might experience a low level of accessibility: people with a low 

income, jobseekers/unemployed, elderly, people with a migrant background, non-driver's license 

holders, or residents/visitors. It is stated that often the combination of those characteristics reinforces 

the problems. These groups of people are mostly dependent to public transportation. Another group 

of people who are considered in this program is those who cannot travel alone. To help these groups 

participate in social activities they receive transport under Social Support. The purpose of this plan is 

to enable social participation for people who cannot travel by public transport because of their 

disability (Gemeente Utrecht, 2020c). 

Table 2 shows the result of the indicator “identifying target groups” in each reviewed document. 
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Table 2: Results of indicator "Identifying target groups" in reviewed documents 

Document 
Does it discuss target 

groups? 
Example 

Omgevingsvisie Provincie 
Utrecht 2050 
 

Yes  The infrastructure must be set up in such a way that safe use is 

possible for everyone and is encouraged. Vulnerable target 

groups deserve extra attention in this regard. This mainly 

concerns children/young people, the elderly and cyclists. 

Mobiliteitsprogramma 2019-
2023 

No   - 

Mobiliteitsplan 2040 Yes  We want Utrecht to be an inclusive city by 2040, because 

obstacles to mobility have been removed as much as possible. For 

example, we make facilities such as supermarkets and schools 

accessible with good walking routes and we ensure that 

customized solutions are available are for those who need it 

because of physical or other limitations. Residents and visitors for 

whom there is no suitable alternative to the car will still be able 

to use it. All destinations in the city must be easily accessible for 

pedestrians, also for people with disabilities (people with 

disability, people with wheelchairs or prams). This way everyone 

can move freely in the city. 

Utrecht dichtbij: de tien-
minutenstad 

Yes For the city as a whole and for the separate neighborhoods, the 

municipality wants the city green, connected, compact, 

affordable, and is future-proof. A city where everyone is welcome 

and should feel welcome. A city of rich contrasts and a great 

diversity of (affordable) living environments, work environments 

for all target groups with sufficient facilities accessible to 

everyone. 

Vervoer voor iedereen  Yes  That tariff of transportation should be logical. Contributing to the 

cost-effectiveness of public transport for specific target groups is 

one of the measures being pursued. The province of Utrecht 

starts a pilot “free transportation” for residents 65 who’s their 

income is below the social minimum. For those people with low-

income there is U-pass they can use their credits for various 

activities and public transportation. 
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5.3. ACCESSIBILITY 
 

For accessibility, two important indicators of land use and the quality of the transportation system are 

considered. 

Respondent 4 (01.09.2021) illustrates that the spatial vision document 2040, emphasizes having new 

measurements for mobility and transportation which is much more based on accessibility and travel 

time. He believes that the old fashion of looking at transportation is not the solution for that. He 

explains the need for new measurements is crucial. Because it is important to measure the travel time 

originating from the home address at reaching a certain number of jobs and amenities such as schools 

and hospitals. He explains it is much more important for them as politicians to have a just way of 

looking at transportation in a way that people actually experience. 

 

The policy advisor argues the best solution to fight transportation disadvantages is proximity. He 

describes when everything in the city is in the 10 or 15 minutes by bike or walk, then most of the people 

can do cycling and walking and just a very small number of people will be excluded, who cannot bike 

or walk. So, he believes that the basic structure for good accessibility is laid on proximity (Respondent 

6, 03.09.2021). 

“when everything is in close proximity, then a lot of ways, you don't need 

expensive some ways for example, you can do everything, very close 

nearby.... So, I think the basic structure for a good mobility for everyone is 

close proximity. There's only the base of all the systems” (Respondent 6, 

03.09.2021). 

Another mobility expert illustrates that by focusing on proximity, the challenge of traveling becomes 

less hard and easier (Respondent 5, 03.09.2021). Respondent 2 (24.08.2021) explains main policy that 

the municipality now is working on is Utrecht 10 minutes city (Gemeente Utrecht, 2020b). 

 

“We have 10 minutes city in Utrecht, so that means that we want to 

organize all activities nearby. We now build new city, new center clubs … I 

think maybe you heard about Mervedecanal zone, we are now working on 

that, that’s a part of city, everything should be near on that part and don’t 

need to go really far supermarkets, shops, and everything you need is 

nearby, to reduce the amount of transport” (Respondent 9, 16.09.2021). 
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Respondent 10 (28.09.2021) explains that for ones who can walk or cycle there are lots of opportunities 

in the city to participate, but for the ones who cannot, there should be an alternative, which will be 

discussed in section 5.5. 

 

Looking at the documents in the matter of accessibility and land use, it can be concluded that almost 

all of them stated the accessibility indicator. The important topic which is often brought up in 

“Omgevingsvisie Provincie Utrecht 2050” is accessibility and has been stressed that accessibility starts 

with spatial development. In this regard, it is stated that utilizing opportunities for efficient and/or 

multiple uses of space and mixing of functions is important.  

Although in “Mobiliteit Programme 2019-2023” accessibility to work and other transport networks are 

discussed, it does not consist of any policies related to land use and proximity of amenities. 

The mobility approach in “Mobiliteitsplan 2040” is that there is a strong correlation between spatial 

development and mobility. The municipality is focusing on urban densification in order to improve the 

proximity of living, working, and other facilities. 

 

“We want Utrecht to be an inclusive city by 2040, because obstacles to 

mobility have been removed as much as possible. For example, we make 

facilities such as supermarkets and schools accessible with good walking 

routes and we ensure that customized solutions are available are for 

those who need it because of physical or other limitations. Residents and 

visitors for whom there is no suitable alternative to the car will still be able 

to use it” (Gemeente Utrecht, 2020a). 

 

“Utrecht dichtbij: de tien-minutenstad”, is known as the Spatial Strategy Utrecht 2040 (RSU 2040). RSU 

2040 is a framework for development toward 2040, which with that, Utrecht is transforming into a city 

with multiple centers. One of the main goals of this framework is to be inclusive and affordable city 

where everyone is welcome and should feel welcome. In “Utrecht dichtbij: de tien-minutenstad”, it is 

described that in the horizon of 2040, the city of Utrecht will change from a city with one center to a 

city with several nuclei. The municipality chooses the growth of the city first of all in the existing city 

as much as possible.  Since the space in the city is scarce and there is a limit to this densification, 

Outdated sites, and unused buildings are transformed and vacant lots are built on. Utrecht continues 

on the existing city and generates thus means to provide a qualitative impulse to give to the public 

space and infrastructure in the existing neighborhoods. The basis of this document is based on 

proximity (Gemeente Utrecht, 2020a). 
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Table 3: Results of indicator "Accessibility (Land use and proximity)" in reviewed documents 

Accessibility (Landuse and 

proximity) 

Does it 

discuss 

accessibility? 

Example 

Omgevingsvisie Provincie 
Utrecht 2050 
 

Yes It includes that all-important work location, secondary schools, and 

junctions are safe, comfortable, and quickly accessible by bicycle and the 

first seven fast bicycle routes have been completed. It is also stated that 

Accessibility is a precondition for a well-functioning society and 

economy. Work, schools, shops, facilities, and recreation must be easily 

accessible to everyone. People should be able to meet each other easily, 

it mostly focuses on using bicycle pre- and post-public transportation 

and investing in sufficient and safe parking space.  

Mobiliteitsprogramma 
2019-2023 

No - 

Mobiliteitsplan 2040 Yes (Proximity) We will concentrate the growth of the city as much as 

possible in the inner city around junctions. As a result, people travel 

less (far) to their work and facilities, they participate more easily in 

various activities and they more often opt for walking, cycling, public 

transport and shared mobility, and (Inclusiveness) The municipality of 

Utrecht is building an inclusive city, where there is room for everyone 

and where social and physical barriers are overcome. We set up the 

mobility system in such a way that everyone can participate. 

Utrecht dichtbij: de tien-
minutenstad 

Yes The municipality chooses to no longer develop monofunctional 

neighborhoods but makes mixed areas where possible living, working, 

facilities, and greenery are close to each other. Major transport was 

therefore limited. Also, on a lower scale level means that Utrecht is 

investing in the neighborhood economy and neighborhood facilities, so 

that the physiotherapist, the community center, and the human 

workplace remain accessible within ten minutes of walking or cycling. 

Vervoer voor iedereen Yes The policy is for everyone to be able to use public transport. Therefore, 

Municipality together with the province of Utrecht should improve 

accessibility, affordability, proximity and immediacy and 

comprehensibility of public transport, especially for people with a 

functional limitation (physical/mental), regular public transport 

increasingly accessible. 

 

The quality of the transportation system is another important factor affecting accessibility. In this 

regard, we can name indicators such as travel time, distance to bus stops, frequency and comfort. 

Many respondents stated that the frequency of busses in some neighborhoods are so low, they just 

come only one per hour, and they stop early at nights. This can be problem especially for those who 
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have night shifts and it is not really pleasant for one to bike at 4 am in an industrial area or even for 

those who have to leave early in the mornings, most of busses start working at 6 am (Respondent 2, 

24.09.2021 and Respondent 6, 03.09.2021).  

 

“And you also have problems, probably with some buses, how shall I say 

this, Frequency is too low, for example, that they only come by once per 

hour, and that they stopped at seven o'clock at night or something, 

especially in industrial areas that might be a problem because some people 

in industrial areas have night shifts or evening shifts and they work till 10. 

They don't have an option to take the bus back home” (Respondent 2, 

24.08.2021). 

 

In this regard Respondent 3 (03.09.2021) explains that having empty busses driving around especially 

at nights is neither logical nor cost beneficial. She believes that transport planners should find new 

ways of transportation which is more customized. She cited the Flex bus as an example. Some parties 

in the province of Utrecht believe that every person have entitled to access buses next their home 

every 15 minutes (Respondent 3, 03.09.2021). But the other parties believe that it is an old approach 

of transportation and would be so expensive to have empty buses around. They suggest the concept 

of flex bus is more cost effective and accessible.  

 

“now with techniques you have all these “Flex” concepts that you can go 

and it's kind of like a taxi actually, but much cheaper and it's also more cost 

effective” (Respondent 3, 30.09.2021). 

 

Some of the respondents explain that some bus lines in the city were abolished due to the low demand. 

Respondent 2 (24.08.2021) states that they cost more than it brings. These abolished lines were mostly 

in Zuilen and Hoograven and they get lots of complains from the residents about that. 

Distance to bus stops was mentioned by most respondents represent, in some areas stops are far away 

from doors and traveler have to walk or bike to get stops which is difficult for some people or there is 

a lack of bike parking near the stops. 

 

“But for some people, this is of course a problem to walk to the bus or the 

tram stop. We have a few examples of this issue. And we do not always 

have a good answer for these issues” (Respondent 8, 10.09.2021). 
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Comfort and safety were other issues raised by the interviewers. Respondent 8 (10.09.2021) explains 

that the way from Utrecht Central Station to Utrecht Science Park, due to the crowded route and the 

unresponsiveness of the bus, a lot of money was spent to run the tram on this route, and despite the 

high cost, the project was implemented. 

 

makes Because public  hink it's different for everybody. And this”I t

transport thrives on big masses of People in the bus and then go for in the 

tram. This is good for the system and you have more revenues. This I can 

tell you the line … which was the line before the tram to Utrecht science 

park was made. It was the only bus with the double articulated bus, you 

know the buses of 25 meters this really long buses, we still have them. It 

was between Utrecht central to science park it was the only the only line 

in the Netherlands, I can sure you, which was Having more income than 

costs. So this was about 120 percent, and what does this mean in practice, 

it was really crowded bus, every morning a lot of students go to Utrecht 

Science park but this was the only bus in the Netherlands, which was 

generating what is revenue, so it was it was bad, It was not comfort and 

safety, what did we do as a city and province, we made a tram line and it 

was really expensive of course but we had to. We couldn’t transport all 

these amount of people in dissent way. the system thrives on masses mass 

projects and this is who we are. We also studied is very precise and very 

individual aces of course (Respondent 8, 10.09.2021). 

 

Respondent 8 (10.09.2021) argue that they are making plans for having a better city for bike and make 

a better city for the pedestrian and less car mobility and one of major challenges is to maintain and to 

have still good infrastructure for tram and bus in the city. If the bus and the trams are stuck in the 

traffic would be definitely a big problem. 96% of total inhabitants in Utrecht have one or more bicycles 

within their household and 4% have no bikes. Bike ownership is in the highest in Utrecht-oost with 98% 

and in its lowest in Overvecht with 91% (CBS, 2021). 

 

“Or sometimes within a family they only have one car, but two people will 

want to use it, that might be a problem too” (Respondent 2, 24.08.2021). 
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In public transportation in the city, some bus line in the city is not cost effective, they are just few 

people who uses them and some of them are canceled and this bring the disadvantages for those who 

live on that areas which bus was their only choice, the municipality tries to have alternatives for those 

people (Respondent 2, 24.08.2021). Respondent 3 (30.08.2021) explains that by abolishment of some 

bus lines in some neighborhoods like Zuilen and Hoograven, there are lots of complains from the 

residents, and they don’t have a lot of alternatives. Those areas mostly middle to low-income people 

live in.  

 

The mobility expert illustrates that by putting more attention on biking in the city, they excluded a 

number of people who cannot or will not to cycle (Respondent 4, 01.09.2021). 

 

“We've been wanting to be a bike city so much. We're not paying attention 

enough to the public transport so by fighting the car, enabling the bike, we 

are destroying public transport in a very worse way, that's interesting 

because we see the bike as an accessible mode of transportation. But that's 

not always true. There's a lot of people who cannot cycle or who will not 

cycle or afraid to cycle in densely populated areas or very busy cycle paths. 

So you're losing sight of a large group of people who can resort to the car” 

(Respondent 4, 01.09.2021). 

 

With comparison to other parts of the city public transportation in Canalisland and Overvecht has the 

worst situation in terms of accessibility. Respondent 1 (02.08.2021) argues these areas have some 

accessibility difficulty but if they are compared to other cities in the world they still are in acceptable 

condition. Based on the Kim institute research, the important elements for the travelers in the city of 

Utrecht is less waiting time for the public transportation. To have a less waiting time and more frequent 

bus and trams it was needed the stops far away from each other. This makes people who cannot walk 

or bike to the stops face more difficulties. There are some examples in the city like Zuilan, the mobility 

expert illustrates that they try to solve these difficulties by flex busses (Respondent 8, 10.09.2021).  

 

In Zuilen we had this issue. And we solved it by the bus was out of the 

shades more on the main road. In the facility of the district. We had a lot 

of trouble in this area with the people. We solved it by introducing flexible, 

small bus, which you can call or you can on your app order as well which 

brings you to the nearest bus stop (Respondent 8, 10.09.2021). 
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The mobility planner explain that they will more people using public transport, but as a city, we also 

want to reduce car mobility so we have to have a good public transport system. So, this is basically I 

think one of the main challenges for us, as planners for the city (Respondent 8, 10.09.2021). 

 

Based on the “Omgevingsvisie Provincie Utrecht 2050”, which mostly focus on cycling and public 

transportation, the infrastructure must be set up in such a way that safe use is possible and encouraged 

for everyone. It also focusses on optimal accessibility especially for target groups. Document 

“Mobiliteitsprogramma 2019-2023” explains that access to public transport (access to the station, ease 

of payment, availability of travel information, etc.) should be easy. Public transportation should be 

available to everyone and in some cases where it is not possible based on location and time, 

customized transportation should be replaced. “Mobiliteitsplan 2040” emphasized improving the 

transportation system by removing physical and non-physical barriers. It aims to improve accessibility 

through walking, cycling and public transport. “Vervoer voor iedereen” shows that efforts are being 

made to improve physical accessibility by more access to travel information and to more accessible 

stops. 
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Table 4: Results of indicator "Accessibility (Quality of transportation services)" in reviewed documents 

Document 

Does it discuss 

accessibility 

(transport 

services)? 

Example 

Omgevingsvisie Provincie 
Utrecht 2050 
 

Yes   The focus of this vision for mobility is mostly on cycling and public 

transportation. It is mentioned in the document that for those 

areas which demand is low (less than 6 passengers per trip) the 

public transport facilities should be “Customized”, and on the 

cycling side, it is focused that by using electric bikes passengers 

would travel more distances and it will be a good alternative for 

cars and public transport and will help to solve the capacity 

bottlenecks. That’s the reason for investing in fast bicycle routes in 

Utrecht. The plan focusses on the accessibility quality in order for 

residents to have an acceptable and reliable travel time to 

sufficient functions. 
Mobiliteitsprogramma 
2019-2023 

Yes  Convenience is about the mentally smooth running of a journey 

with public transport as part of it. Important here are: accessibility 

of the stop and the vehicles, ease of payment, and the correctness, 

topicality and availability of travel information that offers the 

traveler certainty (signposting, information about the continuation 

of the journey and of such). We encourage and facilitate the 

transporters and road authorities in improving these aspects. 

Public transport has a task to help those who do not have other 

means of transport at their disposal provide a facility to move 

around. However, in some places and times the currents 

are too small for scheduled public transport. In such cases, the 

transport facility will be more like 'customization' must be offered. 

The basic principle remains that where demand is small (average 

less than 6 travelers per trip) refrain from public transport with a 

line-bound bus and alternative forms stimulate and support 

transport and innovation 

Mobiliteitsplan 2040 Yes   In this program the aim is to accommodate the growth in mobility 

by walking, cycling, public transport and shared mobility which are 

called space-efficient modes of transport to have a less traffic and 

better accessibility and remove both physical and non-physical 

barriers and impediments. 

Utrecht dichtbij: de tien-
minutenstad 

No  - 

Vervoer voor iedereen Yes  There are some areas in the city where demand for travel is too 

low to operate the schedule bus, the best answer for the demand 

on those areas is customized transportation. Because driving 
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around empty busses are too expensive. Using the customized 

transportation can be in areas with low frequency of busses or with 

a long travel time a cost-effective option. That is why the province, 

in its role as concessionaire for public transport together with the 

concession holders and the municipalities looking for cost-effective 

modes of transport. The aim of this concept is people to participate 

as equally as possible in society. 

  

 

5.4. AFFORDABILITY 
 

Almost all the interviewees consider that transportation should be accessible not only in terms of 

availability but also affordable in terms of cost.  

 

“What I also want to focus on is that not only people in wheelchairs, might 

have problems reaching some places, but also other people who don't have 

a high income, because it can be quite expensive” (Respondent 2, 

24.08.2021).  

And, 

“It's about making public transport and transport in general for everybody. 

Makes it accessible also in terms of money accessible for everybody, which 

is the main objection” (Respondent 8, 10.09.2021).  

 

There is a relationship between car ownership and transportation poverty. When people cannot have 

access to any modes of transportation whether for the high expenses or lack of facilities and 

infrastructure, they tend to forced car ownership (Lucas, Mattioli, Verlinghieri & Guzman, 2016; Currie 

and Delbosc, 2013). Therefore, low-income households are forced to devote a large portion of their 

income to buy a car to cope with this deprivation (Lucas, Mattioli, Verlinghieri & Guzman, 2016; Currie 

and Delbosc, 2013). This is the thing we can see in Utrecht. Respondent 4 (01.09.2021) states that 

Overvecht is a neighborhood in the city where most of the residents have low income and everybody 

has a car but less people has a bike.  Most of plans in the city is focus on biking projects and active 

mobility.  

“I think a good public transport system that anyone can use wherever you 

are, at any time. And, also, that it's affordable for everyone. Yeah, I think 

public transport is the solution with improvements I just said” (Respondent 

6, 03.09.2021). 



 48 

In almost all the documents examined, affordability is one of the things that has been emphasized. In 

“Mobiliteitsprogramma 2019-2023” explains that public transport must cope with rising costs and rising 

demand and transportation should remain affordable. The affordability of public transportation is especially 

important for low-income people with physical and mental disabilities in “Mobiliteitsplan 2040” and the 

basic principle is that regular means of transport are accessible and affordable to everyone. Also “Vervoer 

voor iedereen” states that should be affordable, especially for especial target groups. 

 

 

Table 5: Results of indicator "Affordability" in reviewed documents 

Document 

Does it 

discuss 

affordability? 

Example 

Omgevingsvisie Provincie 
Utrecht 2050 
 

 No  - 

Mobiliteitsprogramma 
2019-2023 

 Yes The affordability of public transport also plays a role at a national level 

for all governments involved. This also applies to Utrecht public 

transport. Public transport has to deal with cost increases (nationally 

determined indexations based on, among other things, personnel and 

fuel costs) and growing demand. On the other hand, there are also rising 

yields, but these are not always sufficient. In time, this may require 

additional choices, but until then, the budget as stated in this program 

is the starting point. 

Mobiliteitsplan 2040  Yes We bring shared mobility and Mobility as a service (MaaS) services 

within reach of everyone, with special attention 

for people with a small budget, people with movement disorders or 

people who otherwise experience physical or mental disabilities. 

Travel information is accessible and understandable to everyone 

(multilingual, easy to find and use). The affordability of public 

transport for everyone is also a point of attention. The basic principle 

is that regular means of transport are accessible to everyone. 

Utrecht dichtbij: de tien-
minutenstad 

Yes For the city as a whole and for the separate neighborhoods, the 

municipality wants the city green, connected, compact, affordable, and 

is future-proof. A city where everyone is welcome and should feel 

welcome. A city for everyone requires in the first instance to provide 

affordable housing for everyone. 

Vervoer voor iedereen Yes  That tariff of transportation should be logical. Contributing to the 

cost-effectiveness of public transport for specific target groups is one 

of the measures being pursued. 
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5.5. EXEMPLARY POLICIES AND PROGRAMS (STRENGTHS)  
 

In order to make every one good level of accessibility in the city of Utrecht the Municipality and 

Province of Utrecht have implement some programs to help those who face accessibility shortfalls. 

They are listed as bellow:  

 

- U-Pass 

Transportation costs can be a major barrier to movement for those from low-income families (Gelinder, 

2020). The municipality of Utrecht offers an electronic fare-card to people with low-income which is 

called U-pas and all the family members can use of it. With U-pas they can participate in social activities 

such as cultural activities or receive a discount. This pass is now use in the municipalities of Utrecht, as 

well as in De Bilt, Houten, IJsselstein and Stichtse Vecht. The whole family members can use it and all 

adults U-Pas holders can put a maximum of 75 Euro of that pass on their own OV-chipcaart in order to 

use it for public transportation ("Over U-pas | U-pas", 2021). But a question here is, is that amount 

enough for those families or not. Two of respondent states that they are not sure if this amount is 

enough for low-income families or not. 

 

“I know that we have fewer arrangements for people. Yeah, okay. We 

have the U pass. It's for people who have a very low income, they can ask 

for a U pass, and then you get all kinds of things for free or for cheaper 

than normal … but mostly that's not for transport that's for all kinds of 

things. So, if you have a kid, and your kid needs a laptop for school for 

something you can buy of that budget, or if you want to go to a theater 

once a year because people with a very low income can never go to a 

theater or the zoo or whatever, they can pay for that they can pay the 

sports clubs for that stuff like that. So, I think there's a small budget on 

there. They can buy from the budget. But that's, I don’t know too much 

into detail, I think, but people with that U pass can also get for, I think 

now 10 bus rides for free. So, there is an arrangement and of course 

there's a big question if that 10 is enough because of course you need to 

ride a bus, more often than 10 if you don't have a car” (Respondent 2, 

24.08.2021). 
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- Support assistance 

Also, in order to help families who cannot afford to buy a bike, it is possible to buy and use it at a low 

cost. 

“people can buy for 30 euros a secondhand bike, and they have to 

renovate them, and we'd help to make it their own bike and to customize 

it and to, to make it valuable for them. And then they can ride this bike to 

where they want” (Respondent 1, 02.08.2021). 

 

Province of Utrecht want to implement a plan as a pilot in Utrecht, “free transportation for elderly” 

They want to run this program in the city so that if it succeeds, they can use it for the whole country. 

The Corona pandemic situation we have been facing this year has prevented the project from being 

implemented so far (Respondent 2, 24.08.2021, Respondent 3, 30.08.2021 and Respondent 4, 

01.09.2021).    

 

- Regio taxi 

Regio taxi Utrecht is public transport from door to door, to and from a pick-up point or a public 

transport stop. Regio taxi Utrecht is accessible to anyone who can travel independently or with 

guidance (Gemeente Utrecht, 2020c). 

 

“Utrecht like other Dutch cities have a system that for disabled people or 

elderly people, you have this system of you can ring phone number, and 

you will get a taxi, which is not a really expensive taxi, but it's a kind of 

public transport for elderly people and disabled” (Respondent 7, 

08.09.2021). 

 

- U-Flex bus 

U-Flex buses are flexible public transport services, where the bus runs on demand, only when it is 

needed, and only where it is needed. The transport goes from stop to stop, according to the fastest 

possible route. When several travelers go in the same direction at the same time, they travel together 

in one vehicle (Gemeente Utrecht, 2020c). 

“…  flexible public transport goes two ways, sort of, taxi driving. Only 

people can as a discounted way of using taxis to go around as many for 
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people who even as the best could not use the bus. And then there's 

flexible public transport in the shape of a bus which has no bus stops. That 

makes it easier for people to get on the bus somewhere on the route, you 

can use the bus stop here and the bus driver gets a notification, stop there, 

and he stops picks you up. When there's not a good place to place a bus 

stop because there's low density anywhere you're closest to your house, 

hard part is, it's not very accessible for old people because it works with 

net, so you have to have a phone” (Respondent 4, 01.09.2021). 

 

- Mental Accessibility public transport 

Utrecht Municipality has conducted a pilot of mental access to public transport. The purpose of this 

experiment is to remove mental barriers. The pilot focuses on Existing users and future users of the 

regional taxi, and the new influx in target groups. Users of target group transport are linked to a public 

transport coach and together they will practice using public transport. these coaches are volunteers or 

interns of Handje Helpen (Gemeente Utrecht, 2020c). 

 

- Bike learning program 

Since Utrecht Municipality emphasizes the use of bicycles and encourages walking, it organizes cycling 

training “De Fietsmeesters” for those who do not know how to ride a bicycle and do not grow up with 

bicycles. De Fietsmeesters is an initiative of Goedopweg. Cycling lessons are given to adults, but also 

to students who use the student transport to school (Gemeente Utrecht, 2020c). 

 

“That's one of the projects and other projects is that, of course it's some 

people who do want to ride a bike, or who have a bike, [but] can't use it 

because they didn't grow up with it. within Dutch culture it's very normal 

to grow up and learn how to ride a bicycle, but in some cultures, it is less 

normal so we also give lessons for people. Also, on our primary school, 

but also for elderly people too, well, for adults. For those who don't know 

how to bicycle, how to ride a bicycle. And those are, I don't think they used 

to be free but I think they, they are asking for a small price now” 

(Respondent 2, 24.08.2021). 
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- Free public transport for minimum wages in the province of Utrecht8 

The province of Utrecht has commissioned Mobycon for in-depth study research on free public 

transportation in Utrecht. Mobycon has conducted studies on free transportation for low-income 

people in the province of Utrecht. The company has reviewed various free transportation programs in 

various cities in the Netherlands and internationally. Mobycon has evaluated how to reimburse the 

cost of this free public transport. Evaluation of various schemes in different cities led to the conclusion 

that making free public transport available, for example for social minimum income, offers economic 

opportunities. It also prevents people from being socially isolated. And free public transportation for 

age of 65 and upper can cause the use of the regional taxi decreases. At the same time, it has its 

drawbacks. It has negative effects on active mobility and at the same time the financial costs will 

outweigh the benefits. As a result, it is decided to carry out this free public transport scheme for a 

specific group of target groups. The costs of introducing free public transport depend strongly on the 

size of the target group and the criteria used. After reviewing the costs as far as loss is concerned, the 

chance of additional costs due to the use of extra capacity the small target group of age 65+ were 

selected. Province of Utrecht want to implement “free transportation for elderly” in the city so that if 

it succeeds, they can use it for the whole country. The Corona pandemic situation we have been facing 

this year has prevented the project from being implemented so far (Respondent 2, 24.08.2021, 

Respondent 3, 30.08.2021 and Respondent 4, 01.09.2021).    

 

5.6. WEAKNESSES 
 

Respondent 2 (24.09.2021) states that although there is Utrecht spatial vision and it is indicated on it 

which areas need the investment on public transportation, there should be a reason for that to not 

schedule bus lines there. 

The province member states based on the spatial vision they try to encourage people to active mobility, 

which is healthier but the transport companies are trying to convince people to use more public 

transportation, for instance, some plans like free transportation for students. These are some 

contradictions because more investment in public transportation puts more pressure on taxpayers, it 

is better to let people who indeed need it use it (Respondent 3, 30.08.2021). 

The province member believes that public transport is really something that should be better 

incorporated in the next term. But it is the thing that they are still looking for ways how to do that 

(Respondent 3, 30.08.2021). Respondent 5 (03.09.2021) explains that:  

 

 
8 Gratis openbaar Vervoer voor minima in provincie Utrecht 
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we try to do as consultants, is to focus on, you know what do people want 

in an area, what is needed was required for them to travel. And I think a 

lot of planners at the municipality forget that they are working, of course, 

for the people living in that municipality, but they don't pull it down, it 

should be the starting point of planning, you know, where do you want to 

go, and how do you can or want to travel. That should be your initial 

starting point. And I think that once you've been taken more to come, is 

the question what kind of city do we want to live in (Respondent 5, 

03.09.2021). 

 

She cites the growth of bike-share projects in the city as an example, and how they will be used in 

neighborhoods like Kanalisland which fewer people tend to cycle. Respondent 4 explains in Overvecht 

the municipality invest in building a new bike bridge through a canal in the neighborhood. The 

Overvecht is a neighborhood in the city where more than half of the residents are from other countries 

and they usually do not tend to bike. it shows that they do not pay attention to for whom they are 

planning, at the same time it is mentioned that this neighborhood suffers from the lack of bus 

frequency and lines. Respondent 6 (03.09.2021) states that foreign residents mostly do not speak 

Dutch and normally they do not know how to reach the government, this makes a lot of issues in the 

city. 

politicians do most of the times invoke not talk with people but talk about 

people (Respondent 6, 03.09.2021). 

 

Finding good indicators for measuring transport and accessibility disadvantages will help to have a 

more just city in matter of accessibility. Planners do measure it but the most important and forgotten 

point is the subjective point of view which is always missed. Respondent 6 (03.09.2021) states that 

transport planners do measure everything but they do not scale enough. 

 

not everyone has transport poverty. For example, if I don't have a car, and 

there is no bus nearby, but I'm very happy with riding my bike every day, 

then I don't have transport poverty (Respondent 2, 24.08.2021). 
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5.7. KEY FINDINGS 

Analysis of the interviews conducted along with additional data shows that in the city of Utrecht there 

are few types of obstacles to fully achieve the goals of transportation justice. The one and the most 

important barrier is the political perceptions. Other obstacles include budgeting, financial barriers, and 

cultural factors. One of the political concerns is, since this money comes from taxpayers, it is very 

important how and for what projects it is used in the city, and there is always the concern of using it 

prudently. Some of the interviewees believed that taxpayers should not pay for all kinds of extras, like 

free Wi Fi in all the buses, whereas it is much more important to spend that money to improve the 

quality of the transportation, when there is a limited budget. In “Mobiliteitsprogramma 2019-2023”, it 

is stated that due to the growth of the city, the development of public transportation is essential, and 

since the public transportation budget does not increase relatively, this development must be 

organized in the existing budget, hence affordability is under pressure. 

information collected from interviews showed that the aim of all plans is to consider everybody but 

sometimes there are some policies which make people exclude, they made an example of banning cars 

in the city center which ban any cars older than 2009 in Utrecht central. Sometimes some policies apply 

to some people in certain religions, for instance, women who cover their faces who are barred from 

using public transport throughout the Netherlands.  

In the mobility plans for the city of Utrecht, more focus is on active modes of transportation and it is 

emphasized that pedestrians and cyclists should be given more space and more frequent priority 

especially in the centrum, Utrecht science park and Leidsche Rijn centrum to make public spaces more 

accessible. Therefore, the quality of public spaces will be improved. On the other hand, by focusing 

more on cycling in the city the number of people who use their bikes for transportation is increasing 

and this leads to a very crowded cycle lane. And this causes a large group of people, mostly children 

and the elderly, kicked out. Because they do not feel safe travel on busy roads. Almost all the 

respondents state that safety has an important role in the transportation system, both mode safety 

and sense of security. They agree that road safety is an important part of mobility. They point out that 

many people, especially children and the elderly, are reluctant to use bicycles because of the busy bike 

lanes and they do not feel safe. Safety is an issue which Martens (2017) also states that as concerning 

personal factors that might cause accessibility limitations. Hence it can be added to the indicators 

which should be considered in transportation planning based on principles of justice. 

The affordability of public transportation, especially for vulnerable groups, is an issue that is really 

important to the municipality and the province of Utrecht. In this regard, the province of Utrecht has 
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launched a pilot project for free transportation of “people over 65” and “income below the social 

minimum” (Gemeente Utrecht, 2020c). This document states that the transport tariff must be 

reasonable. Document "Gratis openbaar vervoer voor minima in provincie Utrecht" criticizes free 

public transportation without any obligations to the users, which may reduce the product value and it 

also increases the use of public transportation. However, since free public transportation for the target 

groups leads them to activities such as health, so to prevent the excessive increase of transportation, 

a fixed share per year should be suggested or it can be limited during non-peak hours.  

Poor cooperation between different departments was another barrier. As it was mentioned by two of 

the interviewees that there is not much interaction between different departments in the municipality 

of Utrecht. They pointed specifically the social department should have a close interaction with the 

transportation department. 

Interviewees stated that customized public transportation is the solution for those who cannot use 

regular public transportation or they cannot travel independently or for areas in which public 

transportation is limited in terms of frequency or far distances from bus stops. One of its barriers is 

they need internet and smart phones, old people might not be able to use them (Respondent 4, 

01.09.2021).  for example, for the elder people and then everything goes by the net that you need 

websites where you can find info, and people that can’t use the internet properly sometimes kick out 

(Respondent 6, 03.09.2021). In addition to customized transportation shared mobility could be an 

alternative for those who cannot afford a private vehicle or cannot use public transportation. Hence 

the municipality of Utrecht is trying to increase the supply of shared mobility and encourage residents 

to use it (Gemeente Utrecht, 2020c). 

Lack of parking for bicycles is also one of the issues that city struggle with, especially in Utrecht Central. 

Bike parking in Utrecht central are almost always full. This contradicts the incentive policies to promote 

cycling in the city. 
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5. DISCUSSION 

In this section, according to the collected data and the results of the analysis, the sub-questions of the 

thesis will be answered. 

6.1. ANSWERING THE RESEARCH QUESTIONS 

In order to answer the main question of this thesis that will be addressed in the next chapter, it is 

better to answer the sub-questions here first. 

Question 1: What is the role of transportation planning within strategic decision making at City and 

province level in Utrecht? 

There are many actors involved in transport policy making in the city of Utrecht. In matters related to 

public transportation, for rail transport the Ministry of Infrastructure and Water Management and for 

the busses and trams and also Regiotaxi the Province of Utrecht is responsible. These two authorities 

by issuing concessions organize public transport in the city. Hence contributions from the national 

government and province are needed. This regional cooperation is not only for the public 

transportation and regional taxi but for the innovative transport for target groups. In December 2018 

at the municipalities in the province of Utrecht decision-making took place for jointly innovative public 

transport in the region (Gemeente Utrecht, 2020c). In other transportation modes, the municipality 

has the final say in general policies. Apart from the municipality and the province of Utrecht, other 

factors are also involved in the decision-making process, among which I can mention the general 

policies of the country and the region. Also, another factor that plays a very important role is budgeting 

and finance. One of the strengths of this process is that citizens, like other urban issues, have their 

voice and can submit their suggestions regarding urban projects and policies. As Martens, 2017 states 

to identify the causes of lack of accessibility, while requiring a top-down analysis, to identify the 

shortcomings of the transportation system, which carefully examines transportation and land use data, 

a bottom-up analysis is also needed. This bottom-up approach is a complementary step needed to gain 

a better understanding of the needs of the population of the city. In this case, the top-down approach 

can ensure that solutions and actions are based on a conscious understanding of the needs of target 

groups, especially disadvantaged groups. 

As stated in Martens (2017), governments in all societies play a key role in designing transportation 

systems. Transportation systems in all societies are the result of deliberate government planning. 

Transportation systems are often designed on the basis of economic efficiency. To prevent injustice, 

the design of transportation systems should be in the interest of all people in the community. 

“Transportation planning, like any domain of government intervention, is inevitably an exercise of 
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comparison, of comparing various policy options against each other” (Martens, 2017, p. 39). Martens 

(2017) states that accessibility can be seen as a social concept of transportation. Therefore, it is 

observed that this concept and demarcation are not seen in the traditional transportation planning. 

Because the distribution of accessibility is based on land use and service delivery, which is influenced 

by government and policy interventions. 

Question 2: What are the principles of justice which have been taken into account by planners in 

Utrecht? 

According to the interviews conducted and the documents reviewed, it is observed that although 

transportation justice is not specifically mentioned as a goal, but in the existing programs in the city as 

well as the policies set in the vision documents, it is considered for the city and the region in different 

ways.  

According to the answers of the experts who participated in the interviews and the documents 

examined it is very important that vulnerable people in the community have the necessary support, 

these groups of people mostly experience a low level of accessibility based on their attributes. The 

elderly and people with mental or physical disabilities have the most attention in this area, but in 

general the target groups are mentioned as children, elderlies, people with mental or physical 

disabilities, low-income people, ethnicity, visitors and gender.  

Although policymakers insisted on transportation for everybody, there are still areas in the city that 

face accessibility shortfalls. If we consider Mertens’s proposed framework, it is quite clear that this is 

due to the lack of attention to the first stage of planning based on the principles of justice, "for whom 

planning is done". Utrecht is a city with high growth rate and diverse population, as mentioned earlier. 

The fact that most transportation problems are related to areas with higher population diversity is 

itself a strong reason for this argument. Planning based on the principles of justice should focus on 

“population groups fall under the regime of the domain of justice” who experience substandard access 

levels (Martens, 2017, p. 158). 

The city's vision and policies are focusing on cycling, and although there are opportunities to teach 

cycling to citizens in need or make it affordable for those who need it, more precise policies are needed. 

Because the space in the city is limited and the development of bicycle infrastructure in the city is also 

limited. Due to the congestion of bicycle lanes, no matter how many incentive policies are 

implemented in the city for bicycles, these problems will kick out a large number of people from this 

system, due to safety worries.  
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As Martens (2017) states the most important component of transportation based on principles of 

justice is accessibility, which land use patterns and service delivery policies besides the transportation 

system shape this accessibility. Accessibility was an indicator that all interviewees emphasized.  Most 

of the concerns were that to find good indicators for measuring transport and accessibility 

disadvantages to help to have a more just city in the matter of accessibility. Therefore, according to 

Martens (2017), by grouping and prioritizing the population and examining the threshold of access to 

activities, both quantitatively and qualitatively in terms of participation in activities and measuring 

their experienced level of accessibility, the threshold of adequacy of access can be determined. 

Accessibility was examined from the perspective of land use and proximity, as well as having access to 

transportation system, but the criticism is that the subjective part is forgotten. 

In addition to accessibility, the affordability of transportation, especially for vulnerable groups, is an 

issue that is of particular importance to the municipality and the province of Utrecht. As Martens 

(2017) mentions economically disadvantaged and low-income people often abandon some of their 

“goods” to make ends meet. Hence low-income families experience accessibility shortfalls more than 

other groups (Martens, 2017; Martens, 2011; Martens, 2006). Accordingly, the province of Utrecht, in 

addition to some other plans, has launched a pilot project for free transportation of “people over 65” 

and “income below the social minimum”. The criticism of this issue is that free public transportation 

without any obligations to the users, may reduce the value of goods and it also increases the use of 

public transportation. Therefore, it is necessary to formulate informed policies to prevent possible 

problems. 

In order to provide solutions to improve the Transportation deprivations, both top-down and bottom-

up approaches are needed. This top-down approach may be necessary for identifying shortcomings in 

the transportation system, but should also be reinforced by a bottom-up approach to better 

understand the cause of the lack of access for different groups. The basis for understanding the 

vulnerabilities of a vulnerable group. A bottom-up approach in this area can be done through local 

consultation (Martens, 2017). Therefore, there should be a much closer cooperation between the 

urban planning, transportation and social departments in the municipality.  
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Question 3: What programs and strategies are there in the city in order to have transportation 

justice in Utrecht? 

There are various programs in the city that makes residents with different needs in different target 

groups experience good accessibility and affordable transportation. As mentioned in the reviewed 

documents and in the conducted interviews, one of the goals and policies of the city of Utrecht is that 

transportation can be affordable for all the citizens especially for low-income families and those who 

can not afford it. The municipality of Utrecht offers an e-card which is called U-pass to people with low-

income and all their family members. The budget set out in this card is limited for public transportation, 

and there was suspicion among experts that this amount might not be enough for a family. Another 

plan is that the municipality of Utrecht has provided conditions for citizens who are unable to afford a 

bicycle to buy and use it at a very low cost. 

For those who belong to the group of the elderly or people with physical and mobility disabilities and 

are not able to walk long distances or ride bicycles, there is a project in the city known as Regio taxi. 

This project is managed with the cooperation of the municipality and the province of Utrecht. 

Customized transportation is one of the other programs mentioned in almost all interviews and 

documents, which is called U-flex buses in Utrecht, where the bus runs on demand, only when it is 

needed, and is suitable for neighborhoods where there is the low frequency of public transport. One 

of the concerns about the Regio taxi and U-flex buses among the interviewees was that they work over 

the Internet and need smartphones. This may not be available to everyone or it may be difficult for 

older people to use them. It seems that it is better for the municipality to hold programs for those 

people who need to be trained to work with these software’s. Other programs in Utrecht are Bike 

teaching programs for those adults as well as youngsters who cannot ride a bike. They can be trained 

at a low price. 

Transportation 
department

Social 
department

Urban planning 
department
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Also, the municipality of Utrecht has conducted a pilot in Utrecht for those who cannot use public 

transportation due to mental barriers. they gave assistance to those people but in recent years due to 

the Corona pandemic situation was not possible to implement. 

Studies have also been conducted for the city of Utrecht, which is called “free transportation for people 

65 and older”. The study has been completed but has not yet been implemented. Interviewees stated 

that the reason for not implementing the plan was the Corona pandemic. 

These were programs that existed in the city and are directly related to the transportation sector. In 

addition, the most important program for the city of Utrecht is a 10-minute city, which aims in the long 

term is that all neighborhoods within a distance of walking and cycling access daily activities. The focus 

of this document is on “proximity’. According to this document, planning in the city should be done in 

such a way that due to the limited space in the city, in each neighborhood, a center should be created 

and daily activities should be within 10 to 15 minutes walking distance. This plan will eliminate many 

of the current transportation problems in the city if implemented. But in this regard, one of the things 

that should be considered is that space in the city is scarce and how the municipality is going to 

implement it, needs further studies. 

By studying the documents, responses of the interviewees, and reviewing the programs available in 

the city, it can be concluded that the programs and policies seem to take into account different 

population groups and try to make it possible for everyone to travel without obstacles. In terms of 

accessibility and affordability, which are important indicators of the conceptual framework, there are 

programs and policies in place, but the extent to which they have succeeded or been able to reduce 

injustice is a matter for further consideration. 
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6. CONCLUSION 
 
In this final chapter, I will first answer the main research question and then recommendation for 

further research will be presented, as well as recommendation for policymakers and experts to be able 

to prioritize justice in their planning. This dissertation will end with the reflections and limitations. 

 
7.1. ANSWERING THE MAIN QUESTION 
Answers to the sub-questions of this research have been able to find the necessary findings to answer 

the main research question “How do different decision-makers in the municipality and Transport 

Authority of Utrecht, act in order to implement justice and fairness in transportation planning?”. This 

study examines the concept of justice in transportation and the aim was to examine whether 

policymakers and implementers of the transport system in the city of Utrecht have considered this 

concept in their policies or not. 

According to the interviewees, there are areas in the city that did not have proper accessibility, both 

in terms of distance from the centers of daily activities and jobs as well as the weakness of the 

transportation system such as far distances to bus stops, the low frequency of public transportation or 

busy and crowded routes. According to Martens “having a dedicated transportation system may help 

improve accessibility, but a wider range of interventions is needed to improve overall flow” (Martens, 

2017, p.164). Customized transportation in the city of Utrecht was one of the programs implemented 

by the municipality with the help of the Province of Utrecht in the city for people who had low 

accessibility to any title, but Martens (2017) believes that having such a customized transportation 

system alone cannot compensate the accessibility shortfalls, and there is a need for broader 

interventions. Martens (2017) also stated the cost of transportation as “an expensive deterrent 

system” (Martens, 2017, p. 164). As most of the interviewees pointed out that transportation costs are 

paid for by taxpayers and are dependent on the national government, so planning should be done in 

such a way that programs are based on the groups at risk of lack of accessibility and the size of these 

groups. Prioritize the higher the share of a population group in an area suffering from a lack of access, 

the higher the priority of addressing that particular group. If the population group has a very low level 

of accessibility but does not include a significant number, prioritizing these groups can be very costly 

and, according to the interviewees, this financial burden will fall on the taxpayers. It seems that Utrecht 

Municipality has done the same. Because one of the interviewees explicitly stated that the priority of 

planning is with the majority of the people in the community and not the minority groups. Other policy 

interventions can be considered to solve the problem of the lack of accessibility to these groups. 

By examining the transportation planning in the city of Utrecht and analyzing the lack of accessibility, 

in addition to shortcomings in the transportation system, the population groups that lack access were 

also identified that these groups are scattered in different areas of the city. The municipality of Utrecht, 
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in cooperation with the province of Utrecht, has plans to compensate for these shortcomings for the 

city's residents, including financial support for low-income groups, bicycle training programs, and 

changes in land use patterns, mixed land use, and the provision of municipal services. But whether or 

not these measures can address the concerns of the underprivileged is still unclear. Hence, this shows 

that the solution to overcome the accessibility shortfall is not easy. Martens (2017) believes that 

solutions cannot be just a top-down technique, but must be complemented by bottom-up 

partnerships. “The population groups that have been identified as experiencing sub-standard levels of 

accessibility may be expected to bring crucial knowledge to the table about the ways in which their 

particular accessibility problems can be addressed. This may well lead to the identification of a broad 

range of possible solutions, in part because the accessibility concerns of a population group may not 

be homogenous in nature” (Martens, 2017, p.165).  

Finally, to answer the main research question, examining transportation from a justice perspective 

identifies a wide range of problems, but how these problems are prioritized based on importance and 

need so that the majority of people in the community can have a good level of accessibility is much 

more essential. Utrecht policymakers and planners want everyone to have the right level of access 

based on their needs, but sometimes this is met with obstacles that drive a group of people out of the 

system. One of the most important obstacles is the budget, which is mostly provided by the central 

government. Other obstacles include not recognizing the needs of residents, which, as discussed in the 

previous chapter, caused problems in some neighborhoods. Martin calls it the “veil of ignorance”. 

“justice is not blind-folded egoism, but open-eyed and informed objectivity” (Martens, 2017, p. 129). 

When the majority of people give feedback on an issue, at this time the officials are more confident 

with the program. This is something that people should be aware of that they can influence 

transportation planning decisions. The most cost-effective way to deal with transportation 

disadvantages in the city is to invest in public transportation but not in an old-fashioned way. So, if 

public transport, doesn't score well, it does not mean it is needed to improve public transport directly. 

It is better to think about new ways which are most cost effective. Since people's incomes are different, 

the price of transportation services can affect people's ability to use them, so this issue is very 

important in planning transportation (Martens, 2017). The studied documents only outline the lines of 

development, and how and when to use these set policies requires careful planning.  

Finally, as a conclusion, based on the results of this study, it was observed that the considered 

indicators are interdependent and other indicators were added according to the collected data, so the 

conceptual framework presented in Chapter 4 can be extended as figure 7.  
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7.2. RECOMMENDATION FOR FURTHER RESEARCH 
 

The whole thing about evaluating justice in transportation and transport poverty issues are quite new, 

since a few years now, in Amsterdam, Rotterdam and The Hague experts are working on it. But the 

whole problem is that there is no really good indicator. The problem with the existing indicators is that 

the subjective part is always ignored. Someone might live in a very far distance from public transport 

or activities but be in perfect health condition and might be willing to ride a bike would not experience 

unfairness. 

Examining issues such as justice is directly related to social issues. Although the purpose of this 

dissertation was to examine transportation planning from the perspective of justice and it was studied 

from the perspective of planners and policy makers, but according to the transportation planning 
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approach based on the principles of justice that Martens introduced the most important and the first 

step is to identify people. In my opinion, it is better to study the issue from the perspective of citizens 

and users of the transportation system in the city in order to obtain more complete results, something 

that was not possible for me to do in the current situation due to the Corona pandemic. 

As another suggestion, Utrecht's transportation planning can be compared to its counterparts in the 

country. Since the public transportation system in the country is under the control of the national 

government, it is possible to compare the performance of different municipalities on how they 

implement justice in transportation. And according to this comparison use successful initiatives and 

programs as a solution for other cities. Also, one of the things I can suggest as a further study is to look 

at the performance and impact of the policies that have already been implemented, such as regional 

taxis or flex bus, how much they can help vulnerable people. And study of free public transportation 

and its effect on the both making transportation affordable for target groups and evaluating the impact 

on public transportation systems are seen essential. 

Also, examining the issue of transportation justice specifically for the groups mentioned separately (for 

instance, visitors or children) can provide a better perspective and help planners to determine policies 

and programs. 

And finally, an important question that can be asked could be: 

• Should transportation planning seek to design and deliver a system that can provide the fairest 

services to most people?  

• How this fairness can be defined in each society?  

• How is it financed? 

 

7.3. RECOMMENDATIONS FOR PRACTICE  
 

Given the nature of the concept of justice, it is very difficult in a society to have an equal and fair 

transportation system for everyone. As we have seen, in order to take the right step towards justice, 

we need the participation of the people and bottom-up planning as a complement to top-down 

planning because different people have different needs. But the important point is that a wide range 

of people who have some form of transportation deprivation cannot participate in the partnerships. 

For example, one of the interviewees in this study stated that most of the problems in some parts of 

the city are due to the fact that most of the population living in those neighborhoods do not know the 

Dutch language and are not familiar with how to participate or how to contact the government. They 

cannot make their voices heard, and the government cannot access them through ordinary channels. 

Also, Van Neerven (2018) in his study which examined the role of Breng flex on the accessibility of the 

elderly people in Nijmegen, also found that most elderly people with transportation problems usually 
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do not talk about it and are less likely to seek help. The study also found that people who do not have 

a problem usually attend city council meetings. 

In my opinion, the municipality should look for new and innovative solutions for public participation. 

It also requires training both for the residents and also experts. The more citizens are aware of the 

benefits of partnerships and know that they can play an important role in decisions about their city 

and how much it would be beneficial for them, the more willing they will be to participate. Also, 

transportation experts and politicians must always be up to date with the changes in society and the 

behavioral tendencies of the city's population so that the programs and projects planned for the city 

are in accordance with the needs of the population being studied. 

 

7.4. REFLECTION ON LIMITATIONS OF THE STUDY 
 

This concluding section outlines my learning process besides some of the limitations of this study. One 

of the most important things I learned from writing this dissertation was that instead of spending a 

long time studying the whole materials in the libraries, I should have started writing earlier. I attribute 

the reason for this to the nature of the topic I chose, as it is a broad topic and involves a very wide 

range of discussion, and this led me to immerse myself in a huge flood of reform and devote a lot of 

time to it. This, however, greatly contributed to my understanding of the concept of justice, which was 

one of my goals in choosing this subject for study. 

One of my concerns in choosing a qualitative method for this dissertation was finding the right 

interviewees. Although I found a lot of people with a lot of searching, many of them either did not reply 

to the email or stated that they did not have enough information in the field I was studying or did not 

want to be interviewed. There were also people who said that if the interview was conducted in Dutch, 

they would agree to accept it. I lost a number of interviewees because my knowledge of the Dutch 

language was not at a level where I could handle these interviews. However, I was able to schedule 

and conduct 10 interviews, and some of these people provided me with very good documents and 

information, as well as introducing me to other relevant people, and it's appropriate to thank all of 

them again here.  

In general, I got good results from this research, and more importantly, to know that there is always 

room for improvement and no situation in a constantly changing society can be perfect and flawless. 
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