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BACKGROUND

Rapid urbanisation in India has led to its urban 
population increasing from 286 million to 377 million 
between 2001 and 2011. This has resulted in an urban 
sprawl in large cities and increase in the number 
of million plus cities by more than 4 times from 12 
cities in 1981 to 53 cities in 2011. Rapid urbanisation 
has also translated into an accelerated demand for 
infrastructure, jobs, housing and travel, for eg. vehicle 
ownership has almost doubled between 2001 and 2011. 

Increasing motorization coupled with longer trip 
lengths due to urban sprawl is also leading to In-
dian cities facing severe congestion and escalating 
energy requirements. Early efforts for managing 
urban transport issues were mainly focused towards 
enhancing road capacities. Not much emphasis was 
given to bus services which slowly suffered a decline 
in service quality. This led to a shift away from public 
transport to personalised modes and intermediate 
public transport modes.  

Though initial efforts of adding road capacity pro-
vided short term relief, with more people opting 
for personalised and intermediate public transport 
modes, cities continue to struggle with problems of 
traffic congestion, delays, worsening air quality and 
high accident rates (Wilbur Smith Associates, 2008) 
(Singh S. K., 2012). 

Recognising that the capacity focused approach is 
not sustainable, the Government of India in 2006 
announced the first National Urban Transport Policy 
(NUTP) which emphasised on mobility of people 
rather than vehicles. NUTP recommended focusing 
on land use transport integration and prioritising 
sustainable modes to ensure better management of 
transport problems plaguing the Indian cities. It also 
outlined Bus Rapid Transit System (BRTS) as a pop-
ular mode being adopted by various cities across the 
world (Ministry of Urban Development, Government 
of India, 2006). BRT system is a high-quality bus 
based transit system that delivers fast, comfortable 
and cost-effective services at metro-level capacities 
through provision of dedicated lanes, with busways 
and iconic stations typically aligned to the center of 

the road, off-board fare collection, and fast and fre-
quent operations (Wright). 

In 2005, a Central Government scheme - Jawaharlal 
Nehru National Urban Renewal Mission (JnNURM) - 
offering financial assistance for urban infrastructure 
was launched that extended its funding to development 
of public transit systems, particularly BRT and buses. 

The State Government of Delhi had already allocated 
funds for the BRT in 2004 and initiated planning and 
design of the BRT system making it one of the ear-
liest BRT systems to be implemented in the country. 
Later, eleven other cities availed JnNURM funding 
for implementing a BRT system. Also, two other cities 
- Naya Raipur and Hubli-Dharwad - initiated BRT 
projects using funding from the World Bank under 
the Sustainable Urban Transport Project of Govern-
ment of India. Fig 1 and Table 1 show the BRT cities 
in India and their current status.
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FIGURE 1-1: BRT CITIES IN INDIA
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The purpose of this research paper is to analyse the 
role of governance in evolution of BRT systems in 
India. Governance of transport can be defined as the 
network of actors and institutions through which 
power over transport in metropolitan regions is exer-
cised (Lonnroth, 2018). 

To understand the development and operation of BRT 
systems and the role of governance, detailed case 
analysis of five cities was undertaken. These five cities 
are Delhi, Ahmedabad, Jaipur, Indore and Surat:

•  Delhi, the capital city of India was the first city to 
have conceptualised a BRT system in the country. It 
had implemented a 5.8 km corridor as a demonstra-
tion project in 2008. The corridor was dismantled 
after operating for nearly six years. 

•  Ahmedabad BRT system operational since 2009 has 
been recognised as a successful system in terms of 
design, speedy project implementation and coordi-
nated governance/institutional structure (Suzuki, 
Cervero, & Iuchi, 2013). 

•  Jaipur BRT implemented around 20km BRT corri-
dor, however with change in the political scenario, 
the focus shifted to metro system and interest in 
BRTS diminished.

•  Indore BRT network of 11.4 km opened in 2013 and 
is the only system with an operating surplus. The 
BRT implementation saw several challenges includ-
ing the legal hurdles which impacted its further 
expansion.

•  Surat BRT opened in 2014. Though a late entrant 
to BRT, Surat has been able to scale the network to 
more than 100km and has also been successful in 
integrating BRT and city bus services.

For these five cities, the paper presents the institution-
al structure, BRTS operational details and discusses 
the interactions between actors and key changes / ad-
aptations undertaken during BRT implementation and 
operations. Based on these, the paper summarises key 
governance factors which have been critical for suc-
cessful implementation and scaling up of BRT in India.  

S.No. BRT Cities

Popula-
tion in 
million 
(2011)*

Funding from Year of sanction-
ing of funding **

Network 
length  
sanctioned in 
km**

Network 
Length  
operational 
in km

Status Date of start 
of operations

1.        Delhi 11.4 State Government 2004  5.8 Dismantled in 2016 Apr-08

2.        Ahmedabad 5.6
JnNURM, Govt of 
India

Aug 2006, Oct 
2006,  Aug 2008

88.5
97 (88.5 + 8.5 
shared)

Operational Oct-09

3.        Jaipur 3.1
JnNURM, Govt of 
India

July 2007, Jan 
2009

39.45 20 Operational - partial Jul-10

4.        Rajkot 1.3
JnNURM, Govt of 
India

Jul-07 29 10.7 Operational Jan-12

5.        Bhopal 1.8
JnNURM, Govt of 
India

Nov-06 42.2 24 Operational Sep-13

6.        Indore 1.9
JnNURM, Govt of 
India

Aug 2006, Sept 
2013

11.65 11.4 Operational Dec-13

7.        Surat 4.5
JnNURM, Govt of 
India

Mar-08 29.9
101 (29.9 + 
71.1 SMC 
funding)

Operational Jan-14

8.        
Pune - Pimpri 
Chinchwad

3.1
JnNURM, Govt of 
India

Aug 2006, Oct 
2006, March 2007, 
Dec 2007, Aug 
2008, Nov 2008

157 22.5 Operational - partial Aug-15

9.        Amritsar 1.1
JnNURM, Govt of 
India

Jan-14 31 9 Operational - partial Dec-16

10.     Vijaywada 1.05
JnNURM, Govt of 
India

Mar-07 15.2 10 Operational - partial 2013

11. Vishakhapatnam 1.7
JnNURM, Govt of 
India

May-07 45.2
Under implemen-
tation

 

12. Kolkata 14.1
JnNURM, Govt of 
India

Jun-10 15.5  
Under implemen-
tation

 

13. Naya Raipur na
The World Bank, 
SUTP Project of the 
GoI

na 56  
Under implemen-
tation

 

14. Hubli Dharwad 0.9
The World Bank, 
SUTP Project of the 
GoI

na 22.4 22.4 Operational Oct 2018

Source: *Census of India, 2011; **Ministry of Housing & Urban Affairs, Govt of India

TABLE 1-1: BRT CITIES IN INDIA



4

DELHI BRTS

The National Capital Territory (NCT), most com-
monly known as Delhi, is the capital city of India. 
The population of Delhi is 16.8 million with an annual 
growth rate of 1.94% during 2001-11. The city holds 
great historical significance as an important commer-
cial, transport and cultural hub and as the political 
centre of the country. It is the second most populous 
city in India (Census, 2011) and third largest urban 
area in the world.

Delhi BRT was conceptualised in 1997 as a dedicated 
bus lane project to respond to concerns of increasing 
air pollution levels in the city. This was followed by a 
series of actions – International Workshop organised 
by the Delhi Transport Corporation (DTC) in 2002 
on High Capacity Bus Systems attended by Enrique 
Penalosa, Mayor of Bogota; Committee constituted 
by the state government which proposed 100km of 
dedicated central lanes; Core group constitution to 
monitor implementation of the Committee’s findings 
and earmarking of INR 1000 million towards develop-
ment of BRT by the state government in 2003.

Conceptualisation to actual implementation of the 
BRT took close to eight years, during which, of the 
identified 100 km, a 5.8 km pilot corridor was first 
designed and implemented. The project focused on 
detailed designing of the corridor by accommodating 
dedicated lanes for buses, pedestrian footpaths and 
cycles apart from mixed traffic lanes as part of the 

right of way. The idea was to have ‘equitable’ alloca-
tion of road space with priority to non-motorised and 
public transport modes in contrast to the previous 
scenario where providing carriageway space for vehi-
cles was the predominant focus. 

Once the BRT corridor opened for all buses operat-
ing along the corridor, it provided them with faster 
travel time due to the dedicated lane. However, this 
5.8 km pilot corridor was dismantled after eight years 
of operation (2008-2016) being largely criticized for 
the inconvenience caused to private transport modes 
owing to reduction of their road space and increase in 
traffic congestion. 
 

2.1 Institutional Framework

Delhi has a complex administrative structure with 
dual jurisdiction of both the central and state gov-
ernments. The Central Government holds power in 
terms of enforcement and security of Delhi with the 
Traffic Police coming under the Ministry of Home 
Affairs of the central government. Also, the Delhi De-
velopment Authority (DDA) and National Capital 

Region Planning Board (NCRPB) – agencies responsi-
ble for the planning of land use and infrastructure in 
Delhi - are under the Ministry of Housing and Urban 
Affairs of Government of India (refer Figure 2-1). 
Road development and carriageway maintenance are 
also performed by multiple organizations at differ-
ent hierarchies in Delhi, namely National Highway 

2

FIGURE 2-1: ADMINISTRATIVE STRUCTURE OF DELHI
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Authority of India under Ministry of Road Transport 
and Highways of Government of India, Cantonment 
Board Roads under Ministry of Defence of Govern-
ment of India, Public Works Department (PWD) 
under Government of National Capital Territory of 
Delhi (GNCTD) and the five Municipal Corporations 
within the Jurisdiction of Delhi. 

In terms of public transport agencies, Delhi Metro 
Rail Corporation (DMRC) responsible for the im-
plementation and operation of metro rail services 
in Delhi is a special purpose vehicle of the Govern-
ment of India and the GNCTD, while bus services 
are offered by Delhi Transport Corporation, a state 
transport undertaking along with Delhi Integrated 
Multi-modal Transit System 1 (DIMTS) Limited - on 
behalf of GNCTD - which manages private bus car-
riage services. 

2.2 Lead agency and funding

The BRT project got a big push in 2003 when GNCTD 
earmarked INR 1000 million for “Development of 
Alternative Mode of Transport” in its Annual Plan. 
The Transport Department of GNCTD was one of the 
key stakeholders in the project with the then Chief 
Minister of Delhi, the Chief Secretary and Trans-
port Commissioner of the GNCTD being the primary 
advocates for the rapid bus program (Ajay Kumar, 
2012). DIMTS was entrusted with the implementation 
and execution of the BRT system in Delhi.

The launch of the BRT was opportune in that it 
aligned with various urban transport initiatives at 
the national levels in the subsequent years - “National 
Urban Transport Policy” which promoted integrat-
ed land use transport planning and more equitable 
allocation of road space with a focus on people rather 
than vehicles announced by the Government of India 
and the national government urban infrastructure 
funding scheme JnNURM under which financial 
assistance was provided for urban infrastructure in-
cluding buses and BRT systems. However, Delhi which 
had already started its BRT implementation was fully 
financed by the Transport Department of GNCTD, 
and was developed as a Delhi Government initiative.

2.3 Operations

The Delhi BRT commenced its operations in April 
2008 on a 5.8 km corridor with physically segre-
gated bus lanes in the central median, widening at 

1 DIMTS was established as a Special Purpose Vehicle in 2006 for implementing the multi-modal transit systems for Delhi. It is a Joint Venture Company
of GNCTD and IDFC Foundation (a not-for-profit initiative of Infrastructure Development Finance Company Limited).

2 Transportation Research and Injury Prevention Programme (TRIPP) at the Indian Institute of Technology (Delhi) is an interdisciplinary programme  
focussing on the reduction of adverse health effects of road transport.

3 Institute of Transportation and Development Policy (ITDP) is a global non-profit organisation which engages with cities worldwide providing  
technical expertise on sustainable transport projects. (www.itdp.in)

intersections to allow for parallel bus stations. It was 
designed as an open system in which buses running 
along this corridor could use this segregated lane. 
The buses belonged to DTC and private operators 
licensed by GNCTD and a total of 57 routes were ply-
ing along the corridor. A majority of buses that oper-
ated on the corridor were old and poorly maintained 
with drivers who lacked training on proper docking 
procedures and corridor driving. In subsequent years, 
even though DTC invested significantly in pan-city 
fleet upgradation by procuring ultra-low floor and air 
conditioned buses to gradually overcome the issue of 
bus quality, buses were not particularly earmarked for 
operation along the BRT Corridor. Nor were these ve-
hicles uniquely configured or branded for operations 
in the corridor  (Ajay Kumar, 2012).

Nevertheless, studies indicate that around 53000 pas-
sengers used the corridor daily and experienced time 
savings of around 35% along the corridor. (Hidalgo & 
Bhatt, 2018)

2.4 Interactions between actors
2.4.1 Collaborative working with technical partners 

Not having in-house capacity to undertake designing 
of the BRT corridor, GNCTD appointed TRIPP 2 as 
the technical and conceptual advisor. TRIPP prepared 
detailed engineering design and specifications. Being 
a nascent rapid transit technology in India, Institute 
of Transportation and Development Policy (ITDP 3), 
having expert knowledge in the field of BRT, support-
ed the design team during the initial stages (Kishore, 
2009).

2.4.2  Communication with BRT stakeholders  
and wider public

The first phase of communication exercise was un-
dertaken in 2005 by TRIPP to discuss the concept and 
design development of BRT with various government 
agencies, utility agencies, resident welfare associa-
tions along the corridor, slum dwellers, street vendors 
etc. Designs were subsequently modified to incorpo-
rate inputs from these stakeholders which ensured 
their support, causing minimal disruption during 
the implementation phase. To address the concerns 
raised by different stakeholders, the erstwhile Min-
istry of Urban Development, Government of India 
organised a conference on Alternative Technologies 
for Public Transport in December 2005 where experts 
across the world and India were invited to review 
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the  project. The designs were evaluated and finalised 
based on the criteria of efficiency, equity and environ-
ment. During this phase, there was favourable report-
ing of the BRT in the media.  

One constraint which the communication strategy 
suffered from however was its inadequate outreach to 
the general public. Limited awareness generation and 
general education about the operation of the system 
prior to its commissioning in April 2008 led to several 
issues - buses and cars/two wheelers were clueless 
about the new lane movement, leading to vehicles 
getting into wrong lanes. Also, bus commuters were 
unfamiliar with bus stations in the median lane. Is-
sues with traffic signals were also reported which led 
to massive queuing at junctions. BRT started getting 
criticised by road users, residents along the corridor 
as well as media which labelled the BRT as a ‘corridor 
of chaos’ and ‘a blunder’. The complaint was that pri-
vate transport has been inconvenienced by reducing 
the mixed lane widths resulting in increase in travel 
time along the corridor. (Kishore, 2009)

Learning from this, after 2008 a second phase of com-
munication was initiated by DIMTS through adver-
tisements, educational films, leaflets on the dos and 
don’ts of the system, blogs, flash mobs etc. The com-
munication strategy in the second phase focused on 
familiarising the users with the system and consisted 
of awareness raising programs, Equal Road Right 
Campaigns etc. However, by this time, the anti-BRT 
lobbies had already influenced the debate about the 
need for the BRT, diminishing the initial momentum 
and overall acceptance that had been achieved during 
the first phase of communication.

This ultimately manifested in a court case against 
the BRT in 2012 which led to the High Court of Delhi 
allowing entry of all vehicles into the BRT corridor 
for 4 months. Though the exclusivity of the Delhi BRT 
corridor was reinstated after that, private vehicle 
users’ resentment against BRT continued to grow. 

2.4.3 Leadership by the state government

The planning and design phase of the BRT project 
saw strong political support from the then Chief Min-
ister of Delhi. After the commencement of operations, 
there was strong criticism of the corridor from media 
as well as private vehicle users followed by a litiga-
tion against BRT, both acting as a major dampener. 
Even though the legal case was awarded in favour of 
the BRT, political support started waning due to the 
impending state elections. This resulted in no further 
expansion in operations despite the BRT’s next phase 
corridor being complete. It came as a double whammy 
that the dismantling of the BRT figured in the poll 
agenda of both the ruling as well as the opposition 
party. With no political champion, this project was 

pulled apart soon after the opposition party came to 
power. 

Absence of an integrated and cohesive institutional 
structure also impacted the BRT operations. Though 
the BRT project was being led by GNCTD, respon-
sibilities of design and corridor management were 
being handled by other agencies, namely TRIPP (IIT), 
which was the design consultant and DIMTS which 
took up the role of corridor manager. Another agency 
- the Delhi Traffic Police - which was responsible for 
enforcement turned out to be quite vocal in its oppo-
sition to the BRT. Also, there was no rationalised and 
coordinated bus service structure being offered by 
the DTC/private operators which affected the overall 
system quality.  

2.5 Changes/ Adaptations 
2.5.1 Minimise requirement for land acquisition

In order to avoid conflicts, designing of the corridor 
was done in such a way that there was no require-
ment of land acquisition which resulted in minimum 
disruption. The existing right of way was redesigned 
to accommodate median bus lanes and mixed traffic 
lanes along with non-motorised infrastructure like 
footpaths and cycle tracks. The design also incor-
porated safe crossing infrastructure for pedestrian, 
cyclists and commuter movements at intersections 
along the corridor. However, in a few places, this led 
to squeezing of mixed vehicle lane width along al-
ready congested roads (Rizvi, 2014). 

2.5.2 Demonstration Corridor

Though five corridors totalling a 100 km network 
were identified for BRT, only a 5.8 km long corridor 
was undertaken as a pilot project by the GNCTD. The 
idea was to test the efficacy and working of the sys-
tem through this demonstration corridor. With only 
5.8 km of the corridor getting operationalized, there 
was limited success in terms of improving pan-city 
PT connectivity, as was originally conceived. 

2.5.3 BRT Service Management

Some of the initial traffic flaws like traffic signal 
hardware issues were addressed over a period of time. 
DIMTS gave training to traffic marshals to support 
enforcement and guide passengers. Training was also 
given to BRT drivers to improve driving safety and 
reduce accidents. Since bus breakdown rate on the 
corridor was as high as three per day, DIMTS con-
tracted a designated crane to remove the disabled 
vehicles. However, beyond the provision of improved 
physical facilities, DIMTS had limited role over fleet 
operations or service quality. Since there was no 
dedicated fleet for the BRT and different kinds of 
buses under DTC and private operators were using 
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the corridor, universal accessibility to buses could not 
be fulfilled. Also, a standardised integrated service or 
fare structure could not be implemented (Ajay Kumar, 
2012) (Rizvi, 2014). Corridor management strategies 
were thus only partially successful in improving the 
overall system performance.

2.6 Summary

The BRTS in Delhi was conceptualised as a dedicat-
ed lane for operating a high capacity bus system. Its 
initial focus was on detailed design of the corridor 
(including dedicated lane for speeding up buses, infra-
structure for cyclists and pedestrians) as a result of 
which other aspects of the bus service such as vehicle 
type, route structure, ITMS, fare integration etc. got 
lesser attention. In many ways therefore, the Delhi 
BRT was more of a physical corridor planning and de-
sign exercise, rather than a complete ‘system’ plan.

Another important aspect that the Delhi BRT planning 
process missed out was dissemination and consultation 
with wider citizen groups. The first phase consultation 
in 2005 was too centred on design approval by local 
stakeholders along the corridor and missed the oppor-
tunity of getting other stakeholders like the Traffic Po-
lice, media and private mode users on board. The lack 
of ownership amongst the general public subsequently 
led to widespread protests and litigation once the pilot 
corridor got operational. The failure of the Delhi BRT 
and its subsequent disbanding can also be attributed to 
the lack of ownership by the state government and the 
diminishing political interest in the project. 

Though the project was challenged by all delegations, 
it was widely recognized for achieving its purpose of 
improving the overall travel speeds and customer sat-
isfaction of bus users. The desired vision of the Delhi 
Master Plan to develop a multi-modal transit network 
by ensuring integration between metro, BRT and buses 
now lacks one of its primary components – the BRT. 
As the next phase of BRT is being planned, this crucial 
missing link in Delhi’s public transport operations may 
well be restored.
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AHMEDABAD BRTS

Ahmedabad is the commercial capital of the state of 
Gujarat and the seventh largest city in the country. 
The population of Ahmedabad metropolitan area is 
around 6.36 mn (Census, 2011) with a growth rate 
of around 3.4% per annum. Formerly known as the 
textile capital of India, it also has a strong industrial 
base of traditional manufacturing especially textiles, 
chemicals, plastics, machinery and basic metals and 
alloys. With a rich architectural heritage of Indo-Is-
lamic monuments dating back to the 15th century 
and traditional residential clusters or ‘pols’ from the 
medieval period, the city has been recently inscribed 
in UNESCO’s World Heritage City list. 

The BRT in Ahmedabad was not the first rapid transit 
mode choice for the city. In fact, prior to BRT, the city 
had been considering options of regional rail and met-
ro; however there were major concerns regarding their 
financial sustainability (Swamy, 2018). Taking a cue 
from the best-practice cases from BRT in Latin Amer-
ica (Curitiba and Bogota), Ahmedabad’s prominent 
planning and design institute, CEPT University with 
a renowned consulting firm Environmental Planning 
Collaborative (EPC) tried to sensitise decision makers 
to consider BRTS as a potential rapid transit option 
for the city. This intention got a major boost with the 
visit of Enrique Penalosa, Mayor of Bogota to Ah-
medabad in the year 2004. During his presentations to 
the government, he shared his experiences of the bus 
based rapid transit system in Bogota which was very 
well received and generated a huge interest in the me-
dia as well. Post this, the state government recognised 
that “no single mode would be sufficient for meeting 
the mobility needs of the city” and decided to go ahead 
with a mix of metro, BRT and traditional bus based 
system. (Ahmedabad Municipal Corporation, 2007)

Work on BRT development further got an impetus 
due to the announcement of the year 2005 as the 
‘Urban Development Year’ by the state government, 
bringing with it, a political push for initiating and im-
plementing urban projects. The city implemented and 
operationalized a 12 km pilot corridor in 2009 which 
expanded to an 88.5 km network by the year 2014. 

3.1 Institutional Framework

The strategic planning for the city is carried out by 
Ahmedabad Urban Development Authority (AUDA) 
which is the planning authority responsible for 
preparation of the Development Plan. Ahmedabad 
Municipal Corporation (AMC) is the local authority 
of Ahmedabad and is responsible for provision and 
maintenance of infrastructure services within the 
municipal area. It takes care of planning and mainte-
nance and management of roads and parking facili-
ties within the municipal area. The city bus services 

are managed by Ahmedabad Municipal Transport 
Service (AMTS) - a subsidiary of the AMC while 
the BRTS system is operated and managed by Ah-
medabad Janmarg Limited (AJL), a Special Purpose 
Vehicle (SPV) incorporated under AMC. 

A 38 km long metro system is under implementation 
along two corridors: East-West (Vastral Gam-Thaltej) 
and North-South (Visat-APMC) which is expected 
to commence operations in the later part of the year 
2018. For the metro project, Gujarat Metro Rail Cor-
poration (GMRC) was incorporated as a 50:50 SPV of 
the national and state governments.

3.2 Lead agency and funding

The initial work on BRTS feasibility was initiated by 
the state government. However, involvement of a local 
agency was felt to be critical during project develop-
ment, design and implementation. Keeping in view 
AMC’s extraordinary track record in implementing 
past urban development projects, it was made the 
lead agency to plan, design and implement the BRTS 
project.

Around the same time in 2006, a national urban 
infrastructure funding scheme JnNURM was an-
nounced under which funding was available to cities 
for sustainable urban transport projects as recom-
mended by the NUTP, 2006. This included funding 
support for BRTS and buses along with non-motor-
ised transport infrastructure. With BRTS planning 
for Ahmedabad already in progress, AMC decided to 
avail the JnNURM funding and submitted its propos-
al in 2006. As per the JnNURM funding structure, 
35% was contributed by the national government, 
15% by the state and 50% by the local government. 
The total cost of the project was around INR 10000 
mn. Thus, the funding of the BRTS project was done 
jointly by the national, state and local governments. 

To manage the BRTS operations, a new SPV ‘Ah-
medabad Janmarg Limited’ (AJL) under the aegis of 
the local authority AMC was created. Since city bus 
services were also handled by a subsidiary - Ah-
medabad Municipal Transport Service (AMTS) - of 
the AMC, it was felt that positioning AJL under AMC 
would ensure coordination amongst both the PT 
modes (Swamy, 2018). AJL is responsible for man-
aging BRT corridors, planning of routes and service 
scheduling, fare regulation, performance assessment 
and monitoring while services like bus operations, 
fare collection, ITS, station cleaning, maintenance 
etc. have been contracted out. 

3.3 Operations

The Ahmedabad BRTS system features include me-
dian corridor and bus stations, standard buses with 

3
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900mm floor height and right side doors, external 
ticketing, closed system operations and Intelligent 
Transport System (ITS) for operations control, 
electronic fare collection and provision of real-time 
passenger information. BRTS is operating on 88.5 
km of dedicated corridor and 9 km of mixed traffic 
lane with a fleet size of 230 buses (Refer Figure 3-1). 

A majority (80%) of these buses are air-conditioned 
buses and there are plans to changeover to 100% 
air-conditioned buses in due course of time. There are 
a total of 152 BRTS stations and 12 routes with aver-
age peak hour headways of 3-5 minutes (AJL, 2015).

The peak hour average travel speeds of BRT are ob-
served to be around 23 kmph, much higher than the 
city bus travel speeds of 16-17 kmph which operate 
under mixed traffic conditions (Centre of Excellence 
in Urban Transport, CEPT University, 2016). Real time 
information on bus arrival times is available at the bus 
stops, making waiting time less onerous while the Pas-
senger Information System on buses provides passen-
gers information about the stops enroute. BRTS has 
been able to ensure 95% departures on time leading to 
provision of reliable services (AJL, 2015). While 50% 
of BRTS passengers have shifted from AMTS buses, it 
has also been able to attract the remaining ridership 
from modes like two wheelers, four wheelers and au-
to-rickshaws. Currently, BRTS ridership is around 0.13 
mn passengers a day (Refer Table 3-1).

For meeting operational expenses, revenue was 
envisaged to be generated through fare collection, 
advertisement right sale at stations and corridors 
and on-street parking. In 2012-13, the fare revenue 
generated was close to the operational expenses; how-
ever subsequent to that, the system has been making 
operational losses for which gap funding is being pro-
vided by the AMC. For the year 2016-17, the operating 
ratio of BRTS was 1.62.

S. No Item
Year

2009 2010 2011 2012 2013 2014 2015 2016

1 Network length (km) 13 39 45 52 80 96 97 97

2 No. of stations 20 61 67 80 124 149 152 152

3 No. of routes 1 4 5 7 9 12 12 12

4 Fleet size (buses) 24 60 113 118 135 225 225 230

5 Buses on road 18 56 103 112 128 209 207 211

6 Peak headway (min) 5 3–5 4–8 5–8 3–5 3–5 3–5 3–7

7 Off-peak headway (min) 8–10 5–8 5–10 6–12 5–8 8–10 8–10 8–12

8 Avg. daily Passengers (’000) 20.2 102.2 136.0 109.7 113.8 121.2 126.6 130.4

9 Avg. daily vehicle km (’000) 3.6 14.3 20.5 22.5 32.9 48.6 48.7 48.2

10 Average daily cost INR Mn  71.5 269.2 374.3 533.2 764.3 985.0 1178.4 1411.4*

11 Average daily earning INR Mn  25.7 206.8 324.6 462.3 566.3 732.6 na 869.5*

12 Operating Ratio 2.78 1.30 1.15 1.15 1.35 1.34 1.62

FIGURE 3-1: BRTS NETWORK OF AHMEDABAD
Source: COE-UT, CEPT University

TABLE 3-1: KEY OPERATIONAL STATISTICS (2009–16)

Source: AJL 2018, *Gujarat Samachar 23rd April 2018
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3.4 Interactions between actors
3.4.1 Project ownership and support 

The Ahmedabad BRTS project was spearheaded by 
the local government with support from the state 
government as well as political leadership. In fact, 
the state government appointed senior administra-
tors with prior track record of managing challenging 
projects as the executive head of AMC to successfully 
manage the BRT in Ahmedabad. The pilot phase of 
the corridor was finished 6 months before time and 
the network expansion to 88.5 km was also achieved 
in a short span of five years.

3.4.2 Partnership for technical support

Project planning and implementation was carried out 
in a cohesive and integrated manner by the local au-
thority and the design team. CEPT University, which 
had a long-standing association with the local and 
state governments was selected as the planning and 
design advisor. To be able to handle the first project of 
its kind in India, CEPT University expanded its team 
by inviting other consultants for providing engineer-
ing and structural design inputs and worked on de-
tailed planning and design of the BRTS. Further, AJL 
was ill-equipped to handle BRT operations owing to 
its lean structure and lack of prior experience. CEPT 
University therefore offered technical support to AJL 
in the initial years (2009-2012) for defining routes, 
preparing bus schedules, carrying out customer 
surveys, analysing demand patterns and undertaking 
service design. 

3.4.3 Outreach strategy

Before operationalizing the BRTS, significant effort 
was put into branding the system and developing 
communication strategies in order to create aware-
ness and positive image of the new BRTS system. In 
Ahmedabad, the prospective user group of the BRT 
system consisted of people who were using city buses 
and shared auto-rickshaws; apart from bus, car and 
two-wheeler users. BRT features like median bus 
stops, turnstiles, automated doors, smart cards, real 
time information, etc. were new to a majority of the 
masses. It was therefore important to familiarise 
people with the new system and its features. For this, 
various outreach measures such as stakeholder meet-
ings, seminars, workshops, exhibitions, distribution of 
handouts were adopted. 

The then Chief Minister of the state named the sys-
tem as ‘Janmarg’ meaning ‘people’s way’. For brand-
ing of the system, logo and bus graphic design were 
commissioned to prestigious city institutes such as 
the National Institute of Design and CEPT University 
respectively. Apart from having distinct designs for 
the BRT stations and buses, uniforms for BRT bus 

operators, bus station managers, control room staff 
were designed as a part of branding.  To explain the 
system’s features, brochures and cartoon strips were 
designed and miniature models of the bus station and 
Janmarg branded pens were handed out as souvenirs.
Prior to the commencement of commercial opera-
tions on the demonstration corridor, the system was 
operated on a trial basis for a period of three months. 
No fare was charged and citizens were encouraged 
to travel and experience the system. Eminent city 
residents including doctors, industrialists, religious 
leaders and government officials along with school 
children, women-groups, differently-abled, elderly 
from old age homes were invited for guided tours on 
the BRT system for promotion and feedback. The tri-
al runs also helped to smoothen out the initial opera-
tional challenges. (Swamy, 2018) (Rizvi, 2014) 

Also, since trial runs were operated for free, it led to 
shared auto users along that corridor shifting to the 
new BRT services. Since this continued for a couple 
of months, shared auto drivers had no option but to 
move to other corridors of the city or become feeder 
to BRT, thus reducing the competition with BRTS. 

Meanwhile, the media also played a very supportive 
role. During the course of implementation and com-
missioning, media helped in publicising BRTS and 
widening its popularity. Its constructive criticism 
during the initial times helped improve the system 
and build a positive opinion among the general public. 
With consent of AMC, there was open sharing of 
information on BRTS. AMC believed that giving out 
information was critical for ensuring buy-in from 
people and followed a rather transparent process 
sharing details on the project as it evolved.

3.4.4 Integration with other modes

During the planning of the BRTS system, it was 
envisaged that BRTS and AMTS services would not 
compete and rather act as trunk and feeder network. 
In the initial phases, AMTS restructured its routes 
to comply with this policy. However, post 2011, with 
opening of new BRT sections, AMTS did not pull out 
its services and continued its operations parallel to 
BRT. AMTS viewed BRTS with suspicion of having 
taken over the most lucrative city bus routes, affect-
ing the fare revenue of AMTS. With city bus fares 
lower that BRTS, the latter was unable to attract 
new passengers on the system. In due course, shared 
auto rickshaws also proliferated back along the BRTS 
corridors adversely affecting the BRT ridership. 

Thus, envisaged integration of BRTS and AMTS 
services as ‘trunk and feeder’ could not be realised. 
Despite being under the umbrella of AMC, both 
AJL and AMTS functioned as independent units. 
AJL being the agency managing BRTS was not in a 
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position to facilitate buy-in from AMTS. Further, in 
2014-15, it was decided to operate AMTS along with 
BRT within the corridor and new AMTS buses with 
right side doors were procured. Currently around 175 
AMTS buses operate inside the BRT corridor (CEPT 
University, 2017).  

Informal shared auto services were initially edged 
out of the corridor during the trial phase as BRT 
services were operating for free. However these were 
soon back on the corridor due to lack of enforce-
ment.

With the coming in of a new executive head of AMC 
in 2018, the focus has now shifted to improving 
public transport service levels and discussions are on 
regarding integrating routes and fare structure of 
both BRTS and AMTS. 

3.4.5 Partnership with Traffic Police

After opening of the BRT corridors, control of entry 
for other vehicles inside the corridor became a chal-
lenge. Traffic management in the city is the responsi-
bility of the Traffic Police; however owing to manpow-
er constraints, Traffic Police could not be on-boarded 
to manage this. In such a situation, AJL had to hire 
ex-servicemen as security personnel to ensure no 
other vehicle enters the BRT lane; however with 
these personnel not vested with any powers to levy 
penalty on violators, it made enforcement extremely 
challenging.

3.5 Changes/ Adaptations 
3.5.1.1 Minimise disruption along the BRT corridor

For ease of implementation and avoiding conflicts 
with other mode users along the corridor, several 
aspects were taken care of. The first one centred 
around identification of BRT corridors - the BRT 
corridors were planned in such a way that they 
connect major demand nodes in the city; however 
in some places, particularly in the inner city areas, 
connecting major activity centres meant aligning the 
BRT corridor along already existing narrow congest-
ed roads. To avoid aggravating the congestion fur-
ther, alternative routes were identified so that busy 
corridors could be avoided. Many of these routes 
required developing of new road links or adding new 
river bridges, which also led to overall network im-
provement. 

Another aspect related to designing of BRT corridor 
cross-sections in such a way that the existing traffic 
carriageway is not compromised. The existing roads 
in Ahmedabad had not been developed to the full 
extent of their right of ways (RoW) and instead, only 
a part of the RoW was developed as the carriage-
way space. The BRT project adopted a strategy of 

developing the entire cross section of roads, allo-
cating space for all mode users. Thus, the additional 
capacity released from undeveloped parts of such 
roads was used for BRT lanes as well as providing 
footpaths and/or dedicated bicycle lanes, while at the 
same time keeping intact the carriageway widths for 
general traffic.

The execution strategy focused on implement-
ing easier corridors first to be able to gain greater 
acceptance and avoid resistance. For example in 
the case of demonstration project, a less congested 
corridor was selected so that there were no major 
issues during its construction. The right of way of 
the road was wide enough to be able to accommodate 
the bus lanes keeping intact the carriageway widths 
for general traffic. Further, a predominant section 
along this corridor did not have any bus route earlier 
and thus conflicts with existing bus routes were also 
avoided. 

During the course of implementation, several design 
adjustments had to be done depending on the local 
context and site conditions. At some places, religious 
structures had to be incorporated in footpath de-
sign or in median spaces as relocating them would 
have created resistance from people. Some of the 
BRT streets had evening markets and high intensity 
hawker activities, which were incorporated as part 
of the street design. All these adaptations in design 
went a long way in ensuring wider acceptance of the 
project.

3.5.1.2 Avoiding conflict with other PT modes

With the objective of ‘Accessible Ahmedabad’, the 
DPR identified a network of 155km, of which 58 km 
network was taken up in Phase 1. The underlying 
thought was that a public transport network con-
sisting of metro, BRT and city buses needs to be 
put in place such that accessibility across the city 
is improved. While planning for the BRT network, 
corridors which were identified as ‘potential metro’ 
corridors by the DMRC report were not considered 
for BRT so as to avoid any kind of mode conflict. It 
was felt that once all three PT modes developed an 
integrated network, accessibility across all parts of 
the city would improve.

3.5.1.3  Adjustments in BRT service, station and  
vehicle design

The initial design of BRT stations was proposed as 
kerb side stations on median corridor. However, this 
was changed to median bus stations after a site visit 
to Bogota keeping in view ease of passenger transfers 
between buses in different directions and also reduc-
tion in costs by having a single structure housing all 
the infrastructure and staff rather than two struc-
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tures in case of the kerb-side stations (Swamy, 2018). 

The decision of median stations led to a different 
kind of challenge. This meant that the buses would 
need to have right side doors for passenger boarding 
and alighting. However, no bus company was manu-
facturing such vehicles at that time; nor was there 
much interest among bus manufacturers to deliver 
customised buses within the project time-frame. The 
bus service operations were contracted to a private 
operator, who found a solution by fabricating the body 
after procuring the chassis from one of the vehicle 
manufacturers. A linked decision with respect to 
vehicle design was the floor height of the vehicle. For 
universal accessibility, low floor buses were initially 
being considered. However, these would have had ma-
jor financial implications 4 . Therefore, in the interest 
of universal accessibility, it was decided to raise the 
bus station platform height to match the regular bus 
height (Gautam, 2017).

Similarly, the initial plan was to move BRT buses out 
of the corridor so that end to end connectivity could 
be provided. This was changed by the AMC, and BRT 
buses were to ply only within the corridor and for last 
mile connectivity, feeder services were to be provided 
by AMTS. This decision was made to maintain the 
image and exclusivity of the BRTS as well as to safe-
guard the BRTS from pressure from local politicians 
for connecting areas in their respective constituencies 
in the future. (Lokre, 2017)

3.6 Summary

The Ahmedabad BRTS experience can be viewed in 
two distinct parts. The first is the planning, design 
and implementation phase, while the second is the 
operations phase. The first phase was characterised 
by cohesive and integrated working of AMC with 
the design team. AMC led the project with unstinted 
political support from the state and was successful 
in garnering support of the city’s residents through 
an effective mix of outreach strategies and design 
modifications aligned with the socio-economic and 
religious context. 

During the initial years of the operations phase 
(2009-2012), BRTS functioned quite well and was able 
to attract ridership in line with the network expan-
sion. However, in the subsequent phase, lack of coor-
dination between AMTS and BRTS led to stagnation 
of ridership. Further, informal shared auto rickshaws 
came back on the corridor due to lack of enforce-
ment. However, BRTS service levels have been good - 
average travel speeds of around 23 kmph in compar-
ison to the city bus travel speeds of 16-17 kmph - and 
higher user satisfaction rates owing to faster travel 
times, frequent services, air-conditioned buses and 

4 The rate per bus km quoted by operators was 40% higher in case of a low floor bus in comparison to a regular bus. (Gautam, 2018) 

real time passenger information.

With the aim of reducing congestion, the city is now 
implementing a new metro system. It is hoped that 
the desired ‘integration’ between metro, BRT and 
AMTS can be achieved which will provide seamless 
and convenient journeys to passengers and attract 
more PT ridership.
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JAIPUR BRTS

Jaipur is the capital and the largest city of Rajasthan 
state. Popularly known as the “Pink City” due to the 
dominant colour scheme of its buildings, it is a part 
of ‘Golden Triangle’ tourist circuit along with India’s 
capital New Delhi and Agra in Uttar Pradesh state. 
It is one of the first planned cities of India and since 
its construction in 1727, the city has now grown into 
a modern metropolis and a throbbing commercial 
and handicraft centre. The population of Jaipur is 
about 30.73 lakhs with a growth rate of 2.83%  
(2001-11). (Census, 2011).

Since 1985, Jaipur had undertaken several studies for 
its transport management. Most of these studies had 
highlighted the need for a rapid transit system for 
the city; however none of the proposals got translat-
ed on the ground. In 2006, availability of funds from 
JnNURM became the trigger for consideration of a 
BRT system for Jaipur, like many other Indian cities. 
Subsequently, a workshop on “BRT systems in Indian 
Cities” under the aegis of the MOUD was organised 
at Jaipur in September 2006, which saw participation 
from various Indian as well as international cities 
either in the process of implementing or having 
operational BRT systems. Several mode options, 
issues and challenges with regard to implementing 
the BRT system in Jaipur city were discussed during 
the workshop along with experience of other cities 
such as Bogota and Taipei. It was in this workshop 
that BRT as a mode option for Jaipur got firmed up 
(Parashar, 2018).

Following this, the Rajasthan Urban Infrastructure 
Development Program 5 (RUIDP) commissioned 
preparation of a Detailed Project Report for Devel-
opment of Bus Rapid Transit System for Jaipur to 
PDCOR 6 in 2006. The study recommended develop-
ment of a mixed transit system consisting of BRT 
and monorail, with a total BRT network of 138 km, 
of which 42 km was allocated for Phase-I. Of this, a 
7.2km pilot corridor was made operational in July 
2010.

However, the project did not remain in the limelight 
for long and only around 20 kms of BRT corridor 
has been implemented till date. With no enforce-
ment, the BRT corridor today functions as a regular 
carriageway space for all kinds of modes. Criticism 
of the BRT in Delhi – a city not too far away from 
Jaipur - and change in the political landscape of the 
state ended up diminishing the overall interest in 
the BRT.

5 Rajasthan Urban Infrastructure Development Project was an Asian Development Bank assisted project covering 6 towns of Rajasthan - Ajmer, Bikaner, 
Jaipur, Jodhpur, Kota & Udaipur. The project focused on policy reforms to strengthen urban management and providing priority investments in urban  
infrastructure and services required to meet basic human needs.

6 PDCOR Ltd.is a company jointly promoted by the Government of Rajasthan (GoR) and Infrastructure Leasing & Financial Services Limited (IL&FS) to 
facilitate to facilitate private sector investment in the infrastructure sector in the State of Rajasthan

4.1 Institutional Framework

Jaipur Municipal Corporation (JMC) is the urban 
local body responsible for infrastructure provision 
within the municipal area whereas the Jaipur De-
velopment Authority (JDA) is responsible for the 
strategic planning of the region and preparation of 
the Development Plan as well as other infrastructure 
development like construction of flyovers, bridges, 
parking places, basic amenities (community centres, 
parks etc.), development of commercial projects and 
residential schemes. Both JMC and JDA along with 
the Department of Public Works (PWD) are respon-
sible for all planning and development in the road 
transport sector including financing and investment. 

Traffic Police is responsible for traffic safety and 
enforcement in Jaipur city. The Regional Transport 
Office (RTO) manages the regulation and licensing of 
vehicles and drivers in the district. The private min-
ibus operators are regulated by the state transport 
department while the city bus services including the 
BRT corridor are managed by Jaipur City Transport 
Services Limited (JCTSL), a Special Purpose Vehicle 
which is a government-owned limited company under 
the aegis of JDA and JMC. For the purpose of oper-
ation of metro rail services in the city, Jaipur Metro 
Rail Corporation (JMRC) was incorporated as a 100% 
subsidiary of the state government in December 2009.

4.2 Lead agency and funding

Though the project was initiated by RUIDP, it was 
subsequently transferred to the JDA which became 
the nodal agency for planning and implementation of 
BRT in June 2006. JDA led the BRTS project till the 
time JCTSL was formed in 2010 to manage city bus 
operations and BRTS. PDCOR worked closely with 
the JDA and JCTSL providing them the required 
technical support for bus system planning and oper-
ations.

Of the 42 km, 39.5 km BRT was approved by the 
central government with a total funding of INR 4795 
million in two phases in 2007 and 2009. Later, bus 
funding under JnNURM was also announced. With 
Jaipur not having any formal bus system till then, it 
was decided that the buses would be procured using 
this funding and given under PPP for operations.

4.3 Operations

Jaipur BRT was modelled on Delhi BRT and was 
planned as an open system, in which all the buses 

4
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running along the BRT corridor could use the segre-
gated bus lane. 

The pilot BRT corridor from Sikar Bypass to Pa-
nipench (7.2 kms) was inaugurated in July 2010 - 
almost three years after commencement of its con-
struction (The Hindu, 2010). JCTSL initiated city bus 
operations in 2010 by awarding the operations con-
tract to RSRTC (state transport undertaking). Apart 
from the formal bus provision by JCTSL, there were 
around 4000 private minibuses being operated by 
multiple operators in the city catering to 3-4.5 lakh 
passengers daily.

All the bus services operating along the Sikar Bypass 
to Panipench BRT corridor were allowed to use the 
dedicated corridor. As a result, significant travel time 
benefits were observed along the corridor with buses 
achieving an operational speed of 25km/hr (National 
Institute of Urban Affairs, 2011).

Implementation of the BRT Phase 2 corridor was slow 
and did not get completed, as it was later identified as 
a potential metro corridor. The BRT Phase 3 corridors 
from ‘Government Hostel Crossing’ to Amrut Nagar 
via ‘Ajmer Road’ and ‘Ajmer Road’ to ‘Sanganer Road’ 
which were approved in Nov 2010 were completed and 
operationalized in 2014 and 2015 respectively.

The recently contracted bus services to RSRTC by 
JCTSL had poor service levels. Hence, JCTSL decided 
to take charge of operations in 2013 and contracted 
some services to private operators, while operating 
some on its own by hiring drivers and conductors. 
However, operations with a fleet size of 400 buses were 
inadequate for a city size of 3 mn and could not attract 
adequate ridership. The operating ratio for city bus 
services has remained around 1.8 depicting poor finan-
cial performance (Table 4-1). 

4.4 Interactions between actors
4.4.1 Political Support

The BRTS project in Jaipur was initiated by the state 
government and JDA was made responsible for its 
implementation. In April 2008, while the pilot corridor 
of 7.2 km was under construction, Delhi BRTS opened 
for operations, and faced major resistance owing to 
issues of traffic congestion and junction delays. This 
adversely affected the Jaipur pilot project, more so 
because the project design was modelled on the Delhi 
BRT. The negative feedback of Delhi BRT gradually 
started spreading through the local media in Jaipur. A 
team was constituted to visit the Delhi BRT and other 
systems, to identify what went wrong so that the same 
could be corrected in Jaipur. Around the same time, 
the state government also started indicating that the 
city would also be exploring the possibility of a metro 
system as a future PT alternative. All of this slowed 
down the pace of construction of the BRT corridor and 
it was soon time for state elections. (Parashar, 2018)

The opposition party came to power after state elec-
tions in Dec 2008. The fact that the BRTS was a flag-
ship project of the earlier government coupled with 
the negativity around the Delhi BRT system resulted 
in the newly elected government ignoring further 
implementation of the BRTS project and shifting its 
focus to developing a metro rail in the city. However, 
owing to availability of funding from the central gov-
ernment, the project continued to get implemented, 
albeit at a snail’s pace. Thus, change in government 
and lack of continuity in policy took a heavy toll on 
the BRT project (Porwal, 2018).

4.4.2 Consensus building

In terms of marketing and branding, no major effort 
to raise awareness about the system amongst the 
general public was made. Though local level con-
sultations with affected stakeholders in properties 
abutting the corridors were carried out, these were of 
little help in building the overall image and visibility 
of the BRT (Porwal, 2018).

4.4.3 Co-existence with private bus services

Jaipur city has had private bus services in operation 
since 1985, when the Transport Department issued 
route permits for mini-buses to connect the city with 
its hinterland and provide connectivity to commuting 
passengers. As the bus services operating within the 
city were deficient, the private mini-buses gradually 
started serving the passengers within the city limits 
also, although informally. At present there are around 
4000 minibuses being operated by multiple operators 
in the city. Though their fares are affordable and 
flexible stops make the service very convenient, fleet 
quality due to refurbished old buses is poor, with com-

SI No Item
Year

2016 2017* 2018

1 Fleet size (buses) 407 407 503

2 Buses on road 407 407 280

3 Avg. daily Passengers (in mn) 0.149 0.88 0.139

4 Avg. daily vehicle km per  
bus on road

212 201 217

5 Average cost INR/month (in mn) 91.8 NA 87.2

6 Average earning INR/day (in mn) 48.8 NA 47.6

7 Operating Ratio 1.88 1.75 1.83

Source: JCTSL
* data available of 200 buses only, 207 buses under NCC Contract

TABLE 4-1 PERFORMANCE STATISTICS OF CITY BUSES  
UNDER JCTSL
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plaints of over speeding, rash driving and overloading.  
(CES, Maunsel and AECOM, 2007)

As the BRT network was implemented, a new bus 
service for BRT was planned by JCTSL. No plans how-
ever, were made to accommodate the existing private 
mini-bus operators in the new bus system. In 2009, 
when the bus funding under JnNURM was announced, 
it was decided that the buses would be procured using 
this funding and given on a PPP for operations. Thus, 
city bus operations commenced in the first quarter of 
2010 before the operationalisation of the BRTS corri-
dor. However, with only 400 bus fleet, this service was 
not very successful in attracting ridership.

4.5 Changes/ Adaptations
 
Due to its proximity to the capital city of Delhi, Jai-
pur adopted several design features of the Delhi BRT 
with inputs from TRIPP, IIT. Some of these design 
features included an open system design with median 
bus lanes and kerb side stations. 

Several rounds of consultations were held to delib-
erate and finalise the corridor design with property 
owners along the corridors like industrial associa-
tions, trader associations, institutions etc. This led to 
modifications in the design like change in bus stop 
locations, service lane openings on the carriageway, 
railing height along the corridor to deter intruding 
vehicles and pedestrians etc. (Porwal, 2018).

Utilising bus funding from the central government, 
the state government procured 400 buses and at-
tempted to put in place a formal bus system in the 
city. An operations plan followed by marketing of the 
system was undertaken and the system was initially 
successful in attracting ridership. However, 400 buses 
were not sufficient for a city size of 3 million – soon, 
the quality of services deteriorated and buses started 
losing ridership. JCTSL with limited manpower ca-
pacity and no dedicated revenue source also struggled 
with challenges of finding and managing operators 
as well as running its own city bus operations. Even-
tually, the city bus services failed to capitalise on the 

availability of a dedicated BRTS corridor and the BRT 
was unable to gain prominence.
Meanwhile, the state government was steadily pur-
suing metro rail for the city of Jaipur. Just prior to 
the BRT corridor inauguration, the state government 
had submitted a proposal to GoI for Phase -1 met-
ro rail funding in June 2010. Although this proposal 
got in-principle approval from GoI, the funding did 
not eventually materialize. Considering implementa-
tion of metro rail as one of its key commitments, the 
state government decided to go ahead with 9.6 km of 
the Phase-1A metro corridor using its own financial 
resources.

The second BRT corridor overlapped with the pro-
posed alignment of Phase-2 of Metro Rail (Ambabari 
to Durgapura via Tonk Road-17.3 kms). This led to 
the state government reviewing and proposing change 
in the alignment of the BRT system to accommodate 
the proposed metro rail corridor. (Refer Fig 4-1 & 
Table 4-2.

Package Name as 
per DPR Package after Revision Corridor Name Length Approval 

from GoI Status

Package IA Package IIIA
Amruth Nagar (Manasarovar) to 
Queens Road Junction

~ 8 km Jan 2009 Operational

Package IB Package IB Panipech to Sikar Road Bypass ~ 7 km July 2007 Operational

Package II Package IIB & IIC Govt. Hostel to Sanganer ~10.5 km Dec 2007
Not implemented (Overlap 
with Phase II Metro Corridor)

Package IIIA Package IIIB Queens Road to Govt. Hostel ~5.15 km Jan 2009
Partly operational  (Queens 
Road to Civil Lines: 2.6 km)

Package IIIB
Package IIA+ extension to 
Transport Nagar

Panipech to Govt Hostel and 
Transport Nagar (4.8KM)

~ 11 km Dec 2007 Not implemented

FIGURE 4-1 STATUS OF PROPOSED BRTS  
CORRIDORS IN JAIPUR

TABLE 4-2 STATUS OF PROPOSED BRTS CORRIDORS IN JAIPUR
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4.6 Summary

Jaipur BRTS faced several challenges since its in-
ception. The initial resistance came from property 
owners along the corridor with whom, several rounds 
of consultations took place to arrive at a consen-
sus on the design. While the implementation of the 
pilot phase was underway, the Delhi BRT corridor 
opened for operations and faced huge opposition over 
the allocation of space for mixed carriageway in the 
redefined road section. Jaipur BRT had to bear the 
brunt of some of the negative publicity that Delhi got, 
which in many ways, affected the progress of BRT 
implementation. The situation got compounded due 
to the approaching state elections which dimmed the 
interest of political leaders in this project.

To gain political mileage, the new state government 
pushed for a metro project and in the process, the 
BRT got side-lined. However, due to availability of 
funding from the central government, the project 
continued to get implemented, albeit slowly. However, 
the BRT project suffered from an absence of a politi-
cal or administrative champion to lead the project. 

A major issue in case of Jaipur was the lack of a 
comprehensive strategy. With no vision and a mode 
focused approach, the government flip-flopped on 
its public transport decisions. There was no clear 
strategy on how to proceed with sustainable mobility 
options in the city with consecutive governments fa-
vouring BRT and metro respectively. This led to mode 
conflicts with both BRT and metro having similar 
alignment in the drawn plans.

In a haste to gain political ground, the new govern-
ment went ahead with Phase-1 of metro implementa-
tion using its own resources, but the metro was only 
able to attract one-tenth of its expected ridership and 
made huge operational losses (INR 263.2 mn and INR 
313.7 mn in the years 2015-16 and 2016-17 respec-
tively). By the time the metro implementation was 
complete, state elections were due in 2013. This time, 
the earlier party which had pushed for BRT came to 
power. Though it derided the decision to implement 
the metro, it did not push for BRT again. In absence 
of a strong political champion, the BRT lost its steam 
and though a 20 km corridor has been implemented 
till date, there has been no effort to brand, market 
or maintain its exclusivity. With no enforcement, the 
BRT corridor today functions as a regular carriage-
way space for all kinds of modes.
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INDORE BRTS

Indore is the largest city and the centre of the eco-
nomic activities in the state of Madhya Pradesh. The 
population of Indore metropolitan area is 2.17 million 
with an annual population growth rate around 1.8% 
(Census, 2011). The city is a premier centre for edu-
cation, medical institutes and a major industrial hub. 
It was formerly known for its textile industry but has 
gradually shifted its industrial base to automobile 
manufacturing. Indore has also evolved as an edu-
cation centre with institutes of national importance 
attracting large number of students from different 
parts of the country (RITES Ltd, 2012). 

Indore city had introduced a city bus service by con-
tracting bus operations to private operators in the 
year 2006. This initiative was taken by the District 
Collector (senior most government officer) of Indore 
and was a huge success – within a short period of 
two years, the system with 112 city buses  had been 
able to attract 0.1 million passengers. This effort was 
widely appreciated by the government and peer cities. 
Around the same time, the JNNURM funding scheme 
was launched and the Collector was encouraged by 
the Government of India to leverage funds under this 
scheme and develop a BRT system which would help 
in further augmenting the city’s bus system. (Lokre, 
2017)

The public transport services in Indore current-
ly consist of city bus services and BRTS, known as 
iBus. While the city bus services initiated operations 
in 2006, the BRTS started operations on an 11.3 km 
trunk corridor (Agra Bombay Road) in May 2013.

5.1 Institutional Framework

Indore Municipal Corporation (IMC) is the urban 
local authority responsible for a variety of urban 
services including primary education, food and civil 
supplies, roads and solid waste management. The ur-
ban planning mandate for the city is executed by the 
Indore Development Authority (IDA), which is also 
responsible to plan and manage land development 
in and around Indore along with implementation of 
the Master Plan for the city. Public transport ser-
vices namely city bus services and BRTS are man-
aged by Atal Indore City Transport Services Limited 
(AICTSL). In fact, AICTSL, earlier ICTSL was the 
first special purpose agency to be incorporated in the 
country to operate city bus services exclusively. It has 
a 50:50 stake by the IMC and IDA and was founded on 
December 01, 2005.

A 124 km network of light metro rail has been iden-
tified for implementation in Indore. The Madhya 
Pradesh Metro Rail Company Limited has been con-
stituted to implement the metro rail projects in two 

major cities of the state - Bhopal and Indore and the 
detailed project reports are under preparation. 

5.2 Lead agency and funding

AICTSL being the SPV created to provide public 
transport service in Indore became the execution 
agency for the BRTS. To avail funds under JnNURM, 
IDA submitted a Detailed Project Report to the 
government for a comprehensive network of 88 km, 
of which 52 km network was identified for phase 1 
funding. The central government decided to sanction 
projects in the first phase with a maximum funding of 
Rs 1000 mn, which was not sufficient for the over-
all network of 88 km. Based on the available budget, 
approval and funding for only 11.3 km long AB road 
corridor was sought. 

JnNURM worked on the principles of shared capital 
costs for infrastructure projects between the centre, 
state and local government and 50% was contribut-
ed by the national government, 20% by the state and 
30% by the local government (IDA). 

5.3 Operations

Indore BRTS (iBus) features include median bus cor-
ridor with overtaking lanes at bus stations, standard 
buses with right side doors and 900 mm height and a 
closed system connected by feeder bus services. The 
BRT operations commenced in May 2013 on the 11.3 
km long demonstration corridor. (Refer Fig 5-1)

5

FIGURE 5-1 STATUS OF PROPOSED BRTS  
CORRIDORS IN INDORE

Source: BRTS Indore DPR, 2006
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On commencement of operations, the system had 
around 26% reduction in travel time. The average 
wait time of passengers dropped from up to 20 min-
utes on the city buses to up to 4 minutes on the BRT 
corridor (Nomination Award Theme: Urban Trans-
port (Mass Public Transport)- Indore BRTS, 2013-
14). The BRT Corridor was also successful in terms 
of inducing a mode shift in passengers where 52% of 
its users shifted from other modes of transport other 
than city bus services, more important to mention 
18% from two-wheelers and 6% from four wheelers 
(Sandeep Soni, CEO, AICTSL, 2015). 

Even though the corridors were not expanded, a 
feeder network of additional 21 km was added. An 
integrated fare structure was put in place for BRT 
and feeder system. The fare structure has a mini-
mum fare of Rs 5 going upto Rs 30 and is the same 
for BRTS as well as feeder services. Additional quality 
features like on-board entertainment system, snack 
vending machines at stations and CCTV surveillance 
system has been put in place. Further, real time 
information at bus stations and a smart card based 
integrated ticketing system for both BRT and buses is 
under implementation. (Shrouti, 2018)

Currently, BRTS is operating on 11.3 km with 28 
dedicated BRTS buses and 13 feeder buses. There 
are 51 bus stations and buses operate with 2 minute 
frequency during peak hour and average daily pas-
sengers around 48,000. The BRT operations are profit 
making as can be seen from the operating ratio of 0.8 
(Refer Table 6-1). In addition, almost 134 city bus-

7 Founded in 2002 with the help of Shell Foundation, EMBARQ is an international NGO that collaborates with local and national authorities, businesses, 
and civil society to plan and develop sustainable urban mobility solutions. (https://wrirosscities.org/about/embarq-network)

es are also operating within the city limits carrying 
approximately 68000 passengers. 

5.4 Interactions between actors
5.4.1 Leadership

The BRTS project was spearheaded by the Collector 
who had also successfully initiated urban bus services 
under AICTSL in the year 2005. AICTSL executed the 
BRT implementation and launched the pilot corridor 
in 2014, though project implementation was delayed 
initially owing to an ongoing utility project (water 
supply, sewerage and storm water lines) and later 
due to legal hurdles on account of land acquisition. To 
manage the land acquisition issue, AICTSL used an in-
novative method to acquire land using Transfer of De-
velopment Rights (TDR) in which land owners were 
offered development rights in lieu of the land that 
was acquired. In this process, IDA effectively used the 
media to speed up the process and in a span of three 
months resolved 93 of the 100 cases (Lokre, 2017).

5.4.2 Technical collaborations

Apart from the dynamic leadership of the Collector 
and CEO, AICTSL in the initial years, EMBARQ 7 and 
CEPT University also had a critical role to play. BRT 
being a new system, AICTSL did not have the tech-
nical know-how to design and manage the system. 
EMBARQ assisted AICTSL by providing necessary 
inputs and support in planning, designing, marketing 
and finally operation of the system. For design inputs, 
CEPT University got involved as a technical advisor.

S. No Item
Year

2013 2014 2015 2016 2017

1 Network length (km) 11.3 11.3 11.3+21.2* 11.3+21.2* 11.3+21.2*

2 No. of stations 21 21 21+30* 21+30* 21+30*

3 No. of routes 1 1 3 4 5

4 Fleet size (buses) 18 28+8 28+10* 28+13* 28+13*

5 Buses on road 18 28 28 28 28

6 Peak headway (min) 6 3 2 2 2

7 Off-peak headway (min) 8 5 5 5 5

8 Avg. daily Passengers 20986 31370 40426 43543 47873

9 Avg. daily vehicle km 1863 4565 7222 7615 7366

10 Average daily cost INR 162000 351378 402240 470669 510440

11 Average daily earning INR 86299 227472 505305 576800 636040

12 Operating Ratio 1.88 1.54 0.80 0.82 0.80

Source: AICTSL, 2018 *BRTS Feeder

TABLE 5-1 OPERATIONAL STATISTICS FOR IBUS, INDORE
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5.4.3 Legal challenges 

During the initial stages of construction, there was 
lack of clarity about the project amongst citizens. 
Even before the actual BRT work began, the BRT 
received negative publicity from the media which 
projected it as a cause for land acquisition. Further, 
as there was a time gap between road widening and 
segregation of the corridor, citizens got used to the 
wider road which led to a feeling that the addition-
al space available to them was taken by the BRTS 
(Bachu P. , 2018). Hence, by the time the corridor was 
completed, the BRT had already started facing public 
disgruntlement.

This culminated in a series of Public Interest Liti-
gations against the BRT. While the first one was in 
Jan 2013 which was dismissed, an expert committee 
was appointed in response to the second PIL and four 
wheelers were allowed inside the BRT corridor. Dur-
ing this period, accidents increased along the corridor, 
bus speeds declined from 21 kmph to 12 kmph and 
the daily passenger ridership reduced from 30000 to 
less than 10000 passengers. After 16 months in Janu-
ary 2015, the court finally ruled in favour of the BRTS 
and disallowed four wheelers inside the corridor 
(Lokre, 2017). Later in the year, this judgement was 
again challenged in the High Court, highlighting the 
failure of the project in other cities and the problems 
faced by the common public at major junctions of the 
BRTS. The case is still underway, threatening the 
future of BRTS in Indore city. (TNN, 2017)

5.4.4 Outreach and communication

As the BRTS was nearing completion, it was realized 
that outreach activities and involving the press in 
such outreach efforts would be a key factor in win-
ning the support of the public. With assistance from 
EMBARQ, AICTSL developed a multi-layered strat-
egy to reach out to the public and media, as part of 
which, all updates and details about the project were 
made available to the public.  For wider information 
dissemination, informative pamphlets and videos 
demonstrating the improvement brought by BRTS 
along the AB Corridor and physical improvements 
like pedestrian paths, cycle tracks etc. that would 
benefit all users, were prepared. 

Before the launch of the project, significant efforts 
went into the branding of the project - in 2011, an 
open competition was held to name the BRTS for 
which AICTSL received over 800 entries and the 
name ‘iBus’ was chosen where “i” was taken to stand 
for “Indore”, “intelligence and innovation” as well as 
was synonymous with the sense of ownership for the 
people (Sandeep Soni, CEO, AICTSL, 2013). This was 
followed by an exercise to physically brand all the 
fleet and infrastructure as well as a branding over-

haul for AICTSL (Vasudevan & Mulukutla, 2013). 

Prior to the commencement of operations, three 
phases of trial runs were carried out - dry run phase 
without carrying any passengers, invited group phase 
where people from various professional and social 
sections of the society were invited to experience 
iBus and trial run phase when operations started 
without charging the fare. During the trial runs, the 
features of the BRT as well as the reasons for median 
bus lanes, intersection management, and pedestrian 
crossing facilities were explained to people (Sandeep 
Soni, CEO, AICTSL, 2013). These efforts taken by 
AICTSL before the commencement of operations 
went a long way in resolving the design and opera-
tional issues and familiarising the citizens with the 
new system. (Vasudevan & Mulukutla, 2013). 

5.4.5 Partnering with Traffic Police
 
AICTSL considered strict enforcement to avoid in-
trusion of other vehicles into the corridor as a crit-
ical pre-requisite for the successful operation of the 
BRTS. While the city’s Traffic Police is responsible for 
enforcement, owing to manpower constraints, it was 
unable to undertake this task. Thus, AICTSL out-
sourced BRTS lane enforcement and traffic wardens 
were deputed at the opening of the bus corridor at 
the junctions. Although these personnel regulate 
entry of other vehicles into the corridor, they are not 
vested with any powers to levy penalty on violators. 
To deter other vehicles from trespassing into the 
corridor, the Traffic Police works with the wardens to 
issue penalty tickets. (Karnik, 2018)

5.5 Changes/ Adaptations
 
The Indore BRT was modelled on Delhi BRT as an 
open system; however, criticism of the Delhi BRTS led 
to Indore revisiting its design. With the Ahmedabad 
BRTS pilot corridor garnering accolades, Indore was 
quick to adopt some of its design features and move 
ahead with the project with support from EMBARQ. 
Thus, while the operationalization of the pilot corri-
dor took close to six years (2007-2013), once the BRT 
services commenced, the system was able to attract 
ridership and provide a good quality service.

The change in the design features were quite dras-
tic – from kerb-side stations to median bus stations, 
from an open system to a closed system, a dedicated 
lane to organising BRT and city buses as trunk and 
complementary services. Though these had significant 
financial implications, in the interest of the project, 
AICTSL was willing to learn from the best practice.

As the project was nearing completion, it was be-
lieved that AICTSL would go ahead with the net cost 
contract model for the BRTS in the same way as it 
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did for the city bus services. However, city bus ser-
vices started facing issues after the first four years 
of operations. Operators were not maintaining the 
assets well and by the fourth year, the condition of 
buses had deteriorated. With operators not willing to 
invest more money in maintaining or purchasing new 
buses, a Gross Cost Model similar to Ahmedabad was 
adopted.

One of the commendable achievements of the Indore 
BRT is the capacity building of its staff. Unlike other 
cities, the manpower assigned to AICTSL have grown 
with the organisation and have not been moved away 
from the city bus operations. Though initially person 
led, today AICTSL with improved personnel capaci-
ties is working towards bringing in innovations in city 
bus as well as BRTS operations. Some other laudable 
initiatives include single ticketing and integrated 
fares on BRT and feeder services. A smart card based 
ticketing system is soon to be implemented which 
would also be extended to city bus services.

5.6 Summary

The Indore BRTS system developed independent of 
the integrated mobility plans and studies conducted 
for the city as a response to the newly launched Jn-
NURM funding by the Government of India. Though 
the system was envisaged as an integrated network 
to connect the entire city, the implementation did not 
materialize beyond the 11.3 km pilot corridor. Due to 
the Delhi BRT criticism, AICTSL and the local gov-
ernment wanted to ensure that the BRTS in Indore 
will function successfully before going ahead with ex-
tension of the network. With increase in BRT rider-
ship, the corridor could have been expanded; however, 
the on-going litigation against the BRT has made 
AICTSL adopt a more cautious approach towards 
network addition. 

In terms of financial sustainability, the BRT system is 
performing well with an operating ratio of 0.8 since 
the last three years. There are plans to organise city 
bus operations in the state of Madhya Pradesh (in 
which Indore city lies) on a hub and spoke model in 
which regional as well as city bus operations will be 
managed by public transport agencies like AICTSL. In 
case of Indore, the profit from contracting out region-
al routes is being used towards urban bus operations. 

The system today seems to have stagnated with rid-
ership increasing at a very gradual rate. One of the 
reason is absence of any new network addition. With 
a High Court case ongoing, the government has been 
reluctant to push for BRT expansion. 
Indore city is now looking forward to implement a 
light metro system and the detailed project report for 
the first phase of 31.5 km is under preparation. With 
a comprehensive network of 124 km for metro, net-

work expansion of BRT in Indore seems to be losing 
priority. There is complete overlap between around 
3 km of the existing and 33 km of proposed BRT 
corridors with the metro, indicating conflicts between 
the modes. Lack of an integrated plan for the BRT 
and metro and absence of a strategy for expanding 
the BRT network, scalability of the BRT system in the 
future could become a challenge.
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SURAT BRTS

Surat city is the eighth most populous city in India 
and second most populous city in the state of Gujarat 
with a population of 4.1 million (Census 2011). It is 
the world’s leading centre of diamond processing with 
90% of the world’s diamond being cut and polished 
here 8. It is also the biggest centre of man-made fibre 
and the largest manufacturer of clothes in India 
(SGCCI, 2017). Oil and gas exploration activities and 
associated industries have also come up 16 kms west 
of Surat city near the Hazira port. Owing to agglom-
eration of diverse economic activities, Surat city has 
been witnessing high annual GDP growth rate 9 lead-
ing to a rapid increase in population with a growth 
rate of 5% per year over the past decade (2001-2011).

Known as the ‘flyover city’ of India, Surat invested 
heavily in road widening and construction of flyovers 
to manage congestion in the city during the 1990s and 

8 https://www.outlookindia.com/magazine/story/cutting-it-fine-with-diamonds/299866
9 11.5% during the period 2001-02 to 2006-07 as per ‘Surat’s GDP growth rate fastest in India: Study’ in TOI dated 29 Jan 2008, accessed 13 Mar 2018.
10 Shared auto-rickshaws illegally operate on all the major roads on a point to point basis. These autos operated as proxy public transport service along the 
corridor competing with bus services with comparable fares and better frequencies. These auto services have been successful in attracting large number 
of potential public transport (PT) passengers. However, these autos suffer from unorganized operations and have problems of overloading and poor vehicle 
quality leading to congestion and rise in pollution levels in the city. 

the subsequent decade. The bus service in the city 
was operated by the Gujarat State Road Transport 
Corporation (GSRTC) - a state run public transport 
undertaking. Unable to maintain service levels, it was 
continuously losing ridership and services had to be 
finally withdrawn in 2007. Though SMC reinstated 
the city bus services with the involvement of private 
operators, irreversible damage in terms of loss of pas-
sengers to personalised vehicles and illegally operat-
ing shuttle auto-rickshaw 10 services had been done.

With Ahmedabad - a peer town in the state – man-
aging to procure funds from JnNURM for implemen-
tation of its BRT in 2006, SMC felt that this was the 
right opportunity for Surat to also proceed with its 
BRT system in line with its new policy of strength-
ening its public transport system. Surat now has a 
BRTS network of 101 km of which 30 km was im-
plemented using JnNURM funds, while the rest was 
funded through its own resources.

6

Source: Centre of Excellence of Urban Transport, CEPT University, 2018

FIGURE 6-1 EXPANSION OF BRTS NETWORK IN SURAT
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6.1 Institutional Framework

SMC is responsible for provision and maintenance 
of infrastructure services within the municipal area 
and takes care of planning and maintenance of roads 
and management of parking facilities. Strategic 
planning for the city is carried out by Surat Urban 
Development Authority (SUDA) which is the plan-
ning authority responsible for preparation of the 
Development Plan. Surat Sitilink Ltd. (SSL), an SPV 
owned by SMC is entrusted with the responsibility of 
managing both BRT as well as the bus service in the 
city. SMC in association with Metro-Link Express for 
Gandhinagar and Ahmedabad (MEGA) is also work-
ing on a detailed feasibility and project report for 
metro rail services in the city. 

6.2 Lead agency and funding

SMC was the lead agency for implementation of the 
BRT project in the city. To apply for JnNURM fund-
ing, SMC submitted a Detailed Project Report on 
BRT to the Central Government which identified a 
network of 138km, of which 30km was taken up for 
Phase 1 funding under JnNURM (CEPT & LASA, 
2007). The planning and design was undertaken by 
the CEPT team with inputs from SMC. Later on, SSL 
was formed under the SMC as a regulatory agency 
managing BRT and city bus operations through a set 
of PPP arrangements.

The proposal for Phase 2 network of 40 km was sub-
mitted to JnNURM in 2013 but funding did not come 
through. SMC remained committed to the project and 
decided to implement BRT in its totality to harness 
its full benefits. A decision was therefore made to go 
ahead with BRT implementation using own funds. 

6.3 Operations
 
Commercial operations of the BRTS commenced in 
2014 on a network length of 10 km with another 20 
km being operationalized by 2015. The initial pace 
of project implementation was slow with the first 
corridor taking around five years. The pace gradually 
picked up and around 70 kms of network was imple-

mented and operationalized in one and a half years 
post 2015. (Refer Fig 6-1)
 
The BRT system was envisaged as a high capacity 
system and the plan was to restructure/rationalise 
city services so that these act as feeder and comple-
mentary services. However, the bus services were 
being operated by a private operator since 2007 and 
had issues of poor reliability, limited network cover-
age, low service headways and high rate of cancel-
lations. As a result, the existing bus services had a 
ridership of only 0.05 million, while the shared auto 
rickshaws were getting around 1.5 million passen-
gers on board daily. (Urban Mass Transit Company 
& Centre of Environmental Planning and Technology, 
2010). Commuters were not satisfied with the level of 
service offered by the private bus operator and SMC 
had been getting numerous complaints regarding this 
(The Times of India, 2017). With the private operator 
not being able to maintain minimum level of service 
as per the contract, further plans of integrating bus 
services as a feeder to BRT seemed difficult to realise.

A quality bus service offering feeder connections was 
seen as key for attracting ridership on BRT; SMC 
therefore decided to delve into city bus operations by 
having a much wider role in defining routes, service 
levels, operational timings and fare (Swamy, 2018). 
The earlier arrangement was under a net cost con-
tract, in which the operator was to provide service on 
around 43 routes with a minimum service frequency 
and could retain all the revenue collected. This was 
not working due to a lack of a strong monitoring 
framework (Deloitte Touche Tohmatsu India Pvt. Ltd., 
2015). SMC decided to end the earlier contract and go 
for private bus operations under Gross Cost Contract 
in which the revenue risk was with the SMC and the 
private operator was given a per km rate to provide 
a certain level of service on specified routes in 2016. 
The new city bus operations were put under the aegis 
of Sitilink considering that BRTS services were also 
managed by them and it would help in better inte-
grating the BRTS and bus services. The new city bus 
services started in November 2016 on four routes on a 
network length of 49kms.

Table 6-1 shows the network, buses and ridership 
across different years. 

BRT City Bus
Total rider- 
ship per dayYear

Network length 
in km

BRT buses on 
road

Passenger ri-
dership per day

Network length 
in km

City buses 
on road

Passenger ri-
dership per day

Dec 2014 10 25 5559 5559

Dec 2015 28.3 31 15099 15099

Dec 2016 68.5 103 33236 48.75 39 5292 38528

Dec 2017 100 120 84930 273.9 227 82266 167196

Jan 2018 100 120 86460 276.1 238 86762 173222

Source: Operations Monitoring Reports of respective months, CoE-UT, CEPT

TABLE 6-1: SITILINK BRT AND CITY BUS SUPPLY AND RIDERSHIP
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An increase in ridership is observed as network 
length increased. The total ridership on BRTS and 
city services is around 0.17 million per day. It should 
be noted that the network for both BRTS and city 
buses expanded gradually with city bus routes struc-
tured as a feeder to the BRT. This helped in ensur-
ing last mile connectivity that the BRT was initially 
lacking. As the new city bus network gets added, 
continuous monitoring and evaluation of passenger 
ridership build up and demand pattern along the 
routes is being undertaken. Currently, 117 BRT buses 
and 238 city buses are operational on 7 and 29 routes 
respectively. Around 87.5% of Surat’s municipal area 
is covered by the BRT and bus network, considering a 
catchment area of 500m around stations. The oper-
ating ratio is 2, indicating that the fare revenues are 
able to cover only 50% of the total operating costs. 
(Refer Table 6-2)

6.4 Interactions between actors
6.4.1 Leadership and continuity in policies

Surat city, which had till now focused on building fly-
overs and roads turned its attention towards enhanc-
ing public transport supply and quality. This change 
came about despite frequent changes in the city’s 
leadership - the SMC saw the appointment of five 
different executive heads (Municipal Commission-
ers) since 2005. However, continuity in policies and 
political support ensured that the executive heads 
were able to push through the agenda of sustainable 
transport. 

The administrative and structural reforms intro-
duced by Surat in the 1990s 11 went a long way in 

11 Surat city was hit by a plague epidemic in 1994. SMC carried out a massive clean-up exercise along with reforms in administration and implemented 
a decentralized approach to governance. It implemented several structural and financial reforms such as decentralisation of civic functions, creation of 
city civic centres, introduction of unit area method of tax assessment, levy of user charges, earmarking of the budget for urban poor and e-governance to 
promote transparency, better interaction with citizens and functional efficiency.

 creating a proactive local government institution 
which took up initiatives without waiting for a push 
from the state or the national government. It was 
because of the credible image that SMC had been able 
to create for itself that city-wide initiatives like the 
BRTS ended up being widely accepted by residents.

6.4.2 Technical partnerships

With CEPT University being already involved in 
Ahmedabad BRTS and having worked with SMC 
previously on several other projects, it was decided 
to involve CEPT for Surat BRTS as well. Like in the 
case of Ahmedabad BRTS, CEPT brought together 
other consultants for technical inputs on Surat BRT’s 
engineering, infrastructure, architectural design etc. 
Further, due to limited in-house technical capacity, 
managing the new BRT and bus system was proving 
to be a challenge for SMC. Therefore, SMC decided to 
continue technical assistance and advisory for oper-
ations planning, management and monitoring from 
CEPT even after the planning and design of the BRT 
corridors had been completed.  At the same time, 
Sitilink is in the process of employing technical staff 
to strengthen its in-house capacities. 

6.4.3 Outreach

The residents of Surat were largely dependent on 
shared autos to meet their travel needs. With the 
BRT being implemented, passengers were familiarised 
with the new system through free rides for a month 
after the system opened on 26th January 2014. This 
initiative was highly successful as 0.4 mn passengers 
used the facility during the one-month trial period 

S. No Item
Year

Dec 2014 Dec 2015 Dec 2016 Dec 2017 Mar  2018

1 Network length (km) 10 28.3 68.5 99 100.8

2 No. of stations 17 52 112 155 155

3 No. of routes 1 2 6 9 7

4 Fleet size (buses) 28 35 111 120 117

5 Buses on road 25 31 103 113 113

6 Peak headway (min) 8/10 6 / 8 6 / 8

7 Off-peak headway (min) 10/12 12 / 15 12 / 15

8 Avg. daily Passengers (’000) 5.55 15.09 33.29 84.93 77.78

9 Avg. daily vehicle km (’000) 3.08 7.07 13.92 29.35 28.35

10 Average daily cost INR Mn  0.15 0.47 0.82 1.53 1.48

11 Average daily earning INR Mn  0.05 0.15 0.31 0.79 0.73

12 Operating Ratio 3 3.1 2.6 1.93 2

TABLE 6-2: SITILINK BRT – OPERATIONAL CHARACTERISTICS

Source: Sitilink, Surat
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(The Times of India, 2014). Later, as the new corri-
dors got operationalized, one-week trial runs were 
undertaken to attract potential users to the new 
system.

6.4.4  Competition with existing informal  
public trans port mode

Shared auto-rickshaws in Surat offer a proxy public 
transport service by operating on all major corridors 
competing with bus/BRT services. The autos have 
comparable fares and owing to their large numbers 
are easily available. Over the past two decades, with 
bus service levels being poor, the auto services have 
been successful in attracting large number of poten-
tial public transport (PT) passengers. In absence of 
any regulation on the auto-rickshaws operations as a 
shuttle-service, these are a major threat for the BRT 
and the city bus system.

6.5 Changes/ Adaptations 
6.5.1 Introduction of city bus services

A quality bus service offering feeder connections was 
seen as key for attracting ridership on BRT; SMC 
therefore decided to take up a much bigger role in 
defining routes, service levels, operational timings 
and fare for city bus operations (Swamy, 2018). The 
earlier arrangement was under a net cost contract, in 
which the operator was to provide service on around 
43 routes with a minimum service frequency and 
could retain all the revenue collected. This was not 
working due to lack of a strong monitoring frame-
work (Deloitte Touche Tohmatsu India Pvt. Ltd., 
2015). SMC decided to end the earlier contract and go 
for private bus operations under Gross Cost Contract 
in 2016 in which, the revenue risk was borne by the 
SMC and the private operator was given a per km 
rate to provide a certain level of service on specified 
routes. The new city bus operations were put un-
der the aegis of Sitilink since BRTS services were 
also being managed by them and this would help the 
organisation in better integrating the BRTS and bus 
services. 

It was initially planned that the BRTS corridor is to 
be reserved only for BRT buses. This was however 
changed later with city bus services being allowed 
inside the corridor for short sections wherein they 
stopped at the BRT stations in order to facilitate 
seamless transfer for BRT passengers. An integrated 
fare structure for city buses and BRT is being put in 
place and a smart card system is under pilot testing.

6.5.2 Change in vehicle size

A deviation in service design that happened post 
Phase 1 operations was the procurement of midi-bus-
es for BRT and city bus operations. After Phase 1 

operations commenced, competition from auto-rick-
shaws posed a major threat to BRTS. The one month 
of free trial runs initially led to shifting of shared 
autos to other corridors; however once commercial 
operations started, the shared autos crawled back 
on to the corridor. Commuters were accustomed 
to the shared autos and with their easy availability 
and comparable fares, it was difficult to get these 
commuters to shift to the BRTS. Though the BRTS 
services were being offered at 8-12 minutes headway, 
it was felt that a more frequent BRT service was nec-
essary to pull people onto the system. SMC therefore 
decided to go for midi-buses rather than regular bus-
es on the rest of the network so that higher frequen-
cy services could be offered. 

6.5.3Institution of an Urban Transport Fund

Cost of service operations are not being met through 
current ridership levels. Only around 50% and 40% 
of operational costs respectively are being recovered 
through ticket revenue in the case of BRTS and city 
buses. For gap funding, SMC decided to institute an 
Urban Transport Fund (UTF) in which funds are 
routed from parking charges, land development fees 
and a 2% green cess on purchase of private vehicles. 

6.5.4 Regulating intrusion of vehicles

As the BRT network expanded, intrusion of private 
vehicles into the corridor became an issue. The Traf-
fic Police Department did not have enough manpower 
and capacity to control and penalise vehicles from 
entering the BRT lane. Though Sitilink had recruited 
ex-servicemen to regulate entry of vehicles at junc-
tions, with around 150 junctions along the corridor, 
this was proving to be a big challenge. A customised 
technological solution of installing swing gates at 
the bus stations was therefore implemented. These 
gates were positioned right after the bus station and 
equipped with RFID tags. The BRTS/city buses were 
already fitted with RFID tags which were being used 
for vehicle docking and door opening at stations. 
Using the new system, the swing gates open when the 
BRT and city buses arrive at the station, else remain 
closed, helping to reduce intrusion of other vehicles. 
Currently, swing gates are operational on Phase I 
corridors and under implementation in others. CCTV 
cameras are also being installed to identify the vehi-
cles intruding into the BRT corridor.

6.6 Summary

Over the past 7-8 years, SMC has been able to imple-
ment and operationalize an extensive network of 101 
km of BRTS and 270 km of city bus services. With 
improved service levels, the system has been able to 
attract a total ridership of around 0.17 million. Tak-
ing a cue from Ahmedabad, SMC decided early on 
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that it needed to have in place a bus service which is 
integrated with the BRTS system. As a result, Sitilink 
- an SPV to manage the operations of both BRTS as 
well as city services – under the aegis of SMC was 
formed. Establishment of Sitilink as the singular 
agency managing both BRTS and bus services was 
able to ensure better coordination and integration of 
routes and fare structures of the two modes.

Surat is the only city to have introduced initiatives 
like physical integration of BRT and city bus servic-
es, swing gates to maintain exclusiveness of the BRT 
corridor and an integrated fare structure. Another 
commendable initiative is the institution of an Urban 
Transport Fund and allocation of alternative reve-
nue sources to this fund, which is being used towards 
meeting operational deficits. This is important for 
ensuring the financial sustainability and continuity of 
the system. 

One of the challenges that Sitilink is facing however 
is the operationalization of the ITMS system. While 
an ITMS system is considered to be key for bringing 
in efficiencies and ease in monitoring, such a tech-
nology based system is new in the Indian context and 
cities are facing initial glitches in its implementation 
and operations. Another aspect that needs attention 
is the branding and marketing of the public transport 
system which has not been as elaborate as in the case 
of Ahmedabad BRTS. The demand and revenue build 
up for both BRTS and city buses is gradual and the 
system continues to require significant amount of op-
erational subsidies. It is interesting to note however 
that SMC is enduring the operational losses without 
compromising on service levels. 

Going forward, embedding of the integrated fare 
structure and smart card is currently under pilot 
testing. Once operationalized, it is expected to provide 
better passenger satisfaction and increased patron-
age. However, achieving growth in ridership may 
be challenging as a significant amount of PT latent 
demand is on shared autos and shifting these to the 
formal BRT and bus system will not be easy. Equally 
difficult will be to ensure a shift from private vehicles, 
particularly two wheelers, as trip lengths and travel 
distances in the city are short. Apart from the pull 
measures therefore, the city may also need to con-
sider a series of push measures like parking control 
and regulation, high vehicle registration fees etc. to be 
able to get a significant shift to the public transport 
system.
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DISCUSSION

The BRT experience in India brings out various 
challenges that cities faced and a set of factors which 
seemed integral for its successful performance. These 
are presented below:

a) Leadership and political support

Continual political support is key for any project. In 
case of Delhi and Jaipur, lack of continuous political 
support adversely impacted the project. The BRT pro-
ject in Delhi was initially led and financed by GNCTD 
with support from the then Chief Minister of the 
State. Post the opening of the BRT corridor, public 
criticism, litigation against the BRT and impending 
state elections led to waning of political interest in 
BRT. Similarly in Jaipur, a shift of focus to metro by 
the new state government affected BRT implemen-
tation and operations. In comparison, though the 
Ahmedabad BRT project was led by the local author-
ity - Ahmedabad Municipal Corporation - there was 
strong state and local political support. The political 
head of the state inaugurated the system and named 
it ‘Janmarg’ meaning ‘people’s way’. The interest and 
support shown by the political leader went a long way 
in building a positive image of the BRT.

The role of bureaucrats as decision makers is also 
equally important in steering projects. In case of 
Ahmedabad, the state government appointed a 
senior executive officer as the administrative head 
of the AMC. With local and state political support, 
the administrative head was able to manage timely 
implementation of the project. In case of Indore, the 
District Collector though not directly responsible for 
public transport in the city, had initiated bus opera-
tions using a PPP arrangement to provide a quality 
service to its citizens. The Indore bus model was high-
ly successful and the Collector successfully led the 
BRT project as well.  

b) Clarity in institutional structure

A clear institutional structure is critical for the suc-
cess of a transport system. In case of Delhi, GNCTD 
was the lead agency managing the planning and 
design of the BRT project from 2002 until 2006, post 
which DIMTS, a new agency was entrusted with 
managing the construction and operation of the BRT 
system. Though DIMTS did a commendable job in 
managing post operations criticism, BRT corridor 
extensions relied on funding support and approval 
from the GNCTD. Also, bus service provision was 
being done by DTC and private operators as a result 
of which DIMTS did not have any control on the bus 
service design and operations. Similarly, for lane en-
forcement, buy-in from the Traffic Police could not be 
achieved. The fact that the responsibility of running 

an efficient BRT system rested on not one, but several 
institutions which often did not work in a coordinat-
ed manner, became a big challenge in Delhi’s case. 
On the other hand, cities like Ahmedabad, Surat 
and Indore created new Special Purpose Vehicles 
(SPVs) for managing their BRT systems. While in 
Ahmedabad and Surat, the SPVs – Janmarg and Sit-
ilink respectively - were subsidiaries of the municipal 
corporations, in case of Indore, the SPV was a subsid-
iary of both the municipal corporation and the urban 
development authority. With SPVs being entities un-
der local authorities and managing both the corridor 
and bus operations, integrated working could become 
possible. 

Some issues were faced in the case of Ahmedabad 
when the anticipated integration of city bus servic-
es with BRTS could not be realised. Though both 
AMTS (responsible for city bus operations) and 
AJL (operator and manager of BRTS) fall under the 
aegis of AMC, the integration could not be worked 
out. Learning from Ahmedabad’s experience, Surat’s 
Sitilink SPV was tasked with the management of 
both city buses as well as BRTS, and has been able to 
successfully plan, design and implement integrated 
routes, interchanges and fare structures. It is also 
in the process of putting in place an integrated fare 
structure across all modes for which a smart card is 
currently under pilot testing. Similarly, AICTSL in 
Indore is managing both city buses, BRTS and BRTS 
feeder services and is taking care to avoid competi-
tion amongst these modes.

c) Institutional capacity

The success and failure of BRT systems was also 
influenced by the competencies of the lead agencies. 
The local authorities in Surat and Ahmedabad are 
known for being proactive and are credited with 
successful completion of several urban development 
projects. Since the BRT projects brought with them, 
several challenges related to land acquisition, legal 
hurdles, need for building people consensus etc., the 
prior experience and ability of city agencies to man-
age such challenges went a long way in ensuring that 
the BRT was implemented within its timeframe and 
budget. In a similar manner, AICTSL, which was 
already managing bus operations in Indore, also im-
plemented the BRT corridor which managed to draw 
high ridership. 

For managing BRTS, SPVs were created and efforts 
to recruit skilled and experienced professionals to 
manage the BRTS and its different components were 
made. However, it was realised that the professional 
resource pool is not conversant with recent innova-
tions in operations like intelligent transport system 
applications, customer orientation in service planning 
and operations, automatic fare collection system, 
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management information system etc. Hence, availa-
bility of skilled personnel for BRT operations posed a 
challenge.

In such a context, most cities deputed profession-
als from the parent organisation for a period of 2-3 
years. BRT being a new system, required manage-
ment of several components like bus operations, fare 
collection, ITMS, customer orientation in planning for 
services, operations monitoring, management infor-
mation system etc. rather than just the corridor and 
buses. Having no prior experience in carrying out 
these tasks, the SPVs contracted out most of these 
tasks to private parties and sought consultants’ help 
in managing the contracts. Due to the deputed staff 
being shuffled at the end of the deputation tenure, 
the new staff had to start from scratch to understand 
and develop knowledge in the above mentioned areas. 
As a result, capacities of the SPVs did not develop 
as desired. While hand-holding by institutions like 
CEPT and EMBARQ continued in the initial years, 
as this support diminished over time, the SPVs were 
left constrained in terms of their capacity to manage 
operations and contracts.

However in Indore, some of the staff had been in 
AICTSL for more than 5-6 years and were able to 
build their competencies in BRT operations and 
management. Recognising the need for technical staff, 
Surat has been recruiting professionals with the nec-
essary skill-sets from the market. In contrast, staff 
in JCTSL Jaipur was shuffled frequently, leading to a 
situation that the organisation is struggling to man-
age city bus operations.

d) Stakeholder partnerships 

Since BRT was a new mode being introduced in 
Indian cities, no prior knowledge of the BRT system 
existed in the country. The local authorities therefore 
required support to be able to plan and design the 
new system. While Delhi got support from TRIPP, 
IIT; Ahmedabad pulled in CEPT University to provide 
technical assistance. Both these institutions worked 
very closely with the lead agency right from drawing 
out initial concepts to developing detailed designs. 
Since CEPT University did not have expertise in the 
areas of engineering and structural design, it brought 
in leading professionals/consulting firms having the 
necessary technical know-how. 

In the case of Indore, EMBARQ signed an MoU in the 
year 2008 for a period of 3 years which was extended 
again in 2011. Later, CEPT University also provided 
technical assistance in shaping BRTS in Indore as per 
the Ahmedabad model. Subsequently, the Surat Mu-
nicipal Corporation decided to collaborate with CEPT 
University for planning, design and operations of 
Surat’s BRT system. The partnership with CEPT and 

EMBARQ continued post operations as well, which 
also helped in capacity building of the respective lead 
agencies.

While introducing a new system, there is a danger 
that the existing market players will be affected. For 
eg. in case of BRT, there were other modes like city 
bus services, auto-rickshaws, private buses etc. which 
could potentially threaten the sustainability of the 
BRT. Along with these, personalised mode users were 
also affected and any reduction in carriageway space 
could trigger resistance. To pre-empt such a situation, 
significant effort was made by cities like Ahmedabad 
and Indore to build wider consensus on the project 
by involving various citizen groups and media houses. 
Trial runs were undertaken which helped familiarise 
people with the new system. Also, easier to implement 
corridors with sufficient right of way were taken up 
in the pilot phases, so that mixed traffic space was not 
compromised. All these measures helped develop a 
positive outlook of the people towards the new system.

In cities like Delhi and Jaipur however, little effort 
went into creating people’s buy-in. Lack of consen-
sus building led to a huge outcry against the system 
which was perceived as having disadvantaged private 
vehicle users by taking away their road space. While 
the pilot corridor brought significant benefits for bus 
users, cyclists and pedestrians; somehow, these bene-
fits failed to get highlighted. 

Partnerships with other institutions like the traffic 
police, public transit agency, local bodies etc. is also 
essential to ensure the smooth operation of BRT. In 
cities like Ahmedabad and Surat, the traffic police 
was represented on the Board of the SPV. Thus, even 
though they were not able to control intrusion of oth-
er vehicles into the BRT corridor due to shortage of 
staff, they were not against the new mode. In Indore, 
while traffic wardens of AICTSL were carrying out 
BRT lane enforcement, it was the city’s traffic police 
that levied penalty on the violators. In case of Delhi 
however, the traffic police itself was quite vocal about 
its dissent with the new pilot corridor. 

In Ahmedabad, collaborative working between BRTS 
and city bus service as trunk and feeder was initially 
agreed upon and AMTS bus services running parallel 
to BRT were withdrawn to avoid competition. Though 
an integrated plan to organise bus services as feeder 
and complementary to BRT was drawn up, AMTS 
later on retracted. Such cases adversely affected the 
brand image as well as ridership on the public trans-
port systems. 

e) Management of legal hurdles

Taking away road space by BRT led to litigations in 
Delhi and Indore. With no legislation supporting BRT 
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implementation and the exclusive use of BRT cor-
ridor(s) by buses, several PILs were filed. Effective 
management of these litigations was crucial for mov-
ing ahead with the project. In Delhi as well as Indore, 
while the court case was continuing, private traffic 
was allowed on the BRT corridor. DIMTS and TRIPP 
in Delhi and AICTSL in Indore worked relentlessly 
to restore the exclusivity of the corridor. Finally, the 
case was awarded in favour of BRT but public resent-
ment against the BRT continued to grow. AICTSL, 
Indore with a proactive outreach strategy was able 
to build support for the project. Though the litigation 
is still on, Indore BRT has been able to attract high 
patronage generating fare revenues higher than the 
operational costs. Delhi, however was less fortunate 
with diminishing political interest eventually leading 
to the disbanding of the system. Thus, effective man-
agement of legal hurdles was also seen to be a critical 
factor impacting the success of BRT projects.

f) Financial Sustainability

While initial funds for BRTS were contributed by the 
national government, state government and the local 
government, the operational expenses were expected 
to be borne by the local authority/SPVs created. How-
ever, except for Indore, other cities have been unable 
to meet operational costs through fare-box revenue. 
Anticipating this, the detailed project reports on 
BRTS had suggested instituting an urban transport 
fund into which alternative revenue streams could be 
directed. Surat has already earmarked parking charg-
es, land development fees and a 2% green cess on 
purchase of private vehicles towards this fund which 
is being used towards public transport expenses. It is 
important to develop a similar model in other cities 
as well, so that dependence on local/state government 
for gap funding can be minimised and BRT sustaina-
bility can be ensured.
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CONCLUSIONS

Even as India’s national urban transport policy and 
an ambitious urban infrastructure funding program 
was being announced in 2006, the ‘bus’ as a mode of 
public transport was already beginning to lose its 
charm and market share to private modes and ‘in-
formal’ modes such as auto-rickshaws. While met-
ropolitan cities like Delhi, Mumbai, Chennai etc. had 
a dedicated agency managing urban bus operations, 
this was not the case with other smaller Indian cities. 
With public transport not a compulsory function 
of the urban local authorities, the responsibility of 
providing city bus services was being shouldered by 
state-run bus corporations mandated to offer region-
al services. These services were skeletal, having less 
than desirable frequency, and hence continued to lose 
ridership. As a result, and in part due to improving 
economic levels, more and more people were turning 
to personalised modes like two wheelers which pro-
vided convenient travel and door to door connectivity.

It was in this context that the central government’s 
National Urban Transport Policy 2006 recognised the 
need for a policy shift in transport and recommend-
ed prioritising sustainable modes of public transport, 
walking and cycling. In line with the NUTP and to 
strengthen public transport, JnNURM extended 
funds for BRTS which could be implemented at a 
much lower cost than a metro and yet offer a quality 
service. 

It has been more than a decade since the BRT system 
was first introduced in India and a total of ten cities 
have operational BRT systems today - Ahmedabad, 
Jaipur, Rajkot, Bhopal, Indore, Surat, Pune, Amritsar, 
Vijaywada and Hubli Dharwad . While there was an 
energetic BRT uptake by cities due to availability of 
central government funds, actual implementation has 
been slow. Only 6 out of 14 systems are fully opera-
tional. Further, only two cities (Ahmedabad and Su-
rat) have managed to scale up BRT as a full network 
(close to 100 km), while other cities operate BRT on 
one or two corridors.

With Delhi and Ahmedabad amongst the initial sys-
tems to have been planned and implemented, evo-
lution of BRT in other cities centred around these 
two systems. Two different BRT models can thus be 
seen – the first one planned as a dedicated corridor 
but open to all city buses as in the case of Delhi and 
Jaipur and the other in which BRT was planned as a 
system with dedicated corridor, fleet, ITS, AFCS etc. 
as in the case of Ahmedabad, Indore and Surat.

The experience of the five BRT city cases reveals that 
BRT planning and implementation requires coordi-
nation and management of a vast and disparate set 
of issues. Firstly, there are contestations over street 

space. The existing road space is used by multiple 
users - vehicles on the road (private vehicles, bus 
services, auto-rickshaws), pedestrians, cyclists, street 
vendors, abutting property owners etc. Hence, taking 
away lane space for BRT requires negotiations and 
consensus building with different stakeholders. Sim-
ilarly, for operations, the lead agency requires man-
agement of bus operators, ITMS and AFCS vendors; 
coordination with the Traffic Police for lane enforce-
ment besides planning of services, monitoring of 
system performance levels and contract management. 
BRTS being a new mode, the lead agencies struggled 
to deal with the above issues. 

For ease of implementation, cities developed an elab-
orate outreach strategy for building wider consensus 
and made conscious efforts to execute the BRT sys-
tems in a non-disruptive manner. It was also decided 
to develop the entire cross section of roads, thereby 
allocating space for all mode users. This meant that 
apart from providing bus lanes and footpaths and/or 
dedicated bicycle lanes, it was ensured that the exist-
ing road space was not compromised for private mode 
users. Further, to avoid conflicts, existing bus service/ 
shared auto-rickshaws in most cities continued to 
operate along the corridors without any change in 
their routes. This strategy was successful in avoid-
ing any opposition during implementation. However, 
there were also some unintended consequences: the 
new BRT systems struggled to integrate with existing 
bus/informal public transport systems, in absence of 
which, the BRT was not been able to achieve signifi-
cant PT mode shift.

For operations management of BRTS, new agencies 
(SPVs) were formed under the aegis of the state/local 
government. The biggest advantage of these SPVs was 
that they did not bring with them, the inefficiencies 
of existing bus agencies. However, being thinly staffed 
with no prior experience of managing BRT opera-
tions, SPVs needed technical support, for which, they 
partnered with local institutes/international NGOs. 
Over the years, staff at SPVs like AICTSL have been 
able to upgrade their skills and are now successfully 
managing operations on their own.

A strategic outlook towards the transportation sys-
tem along with continuity in policies is important 
for the sustainability of any project. The availability 
of central government funding triggered interest of 
several Indian cities in considering BRTS as a public 
transport mode. However after the scheme tenure 
ended, many of these cities were unable to scale up 
operations. This was seen in the case of Indore and 
Rajkot which despite getting high patronage on their 
pilot corridors, could not extend these corridors. 
In contrast, cities where BRT was introduced as a 
response to increasing transport challenges, adopted 
a more strategic approach towards their BRT plan-
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ning and operations. This is clear from the case of 
Surat and Ahmedabad which managed to develop 101 
km and 89 km of BRT network respectively and are 
currently working towards integrating these with the 
proposed metro and city bus operations. 

Growth in BRT ridership across cities is gradual as 
a result of which fare revenue is not sufficient to 
cover the operational costs. The NUTP 2006 recom-
mended setting up of an urban transport fund for 
development of sustainable urban transport. Howev-
er, such a fund has only been instituted in Surat, in 
which contributions from vehicle tax, parking charg-
es, land development fees and advertising help meet 
operational deficits. It is important that other cities 
earmark such revenue sources as well so that good 
service quality of PT can continue to be maintained. 

Another challenge for the BRT is on account of cities’ 
bias towards metro. Metro is often touted as a solu-
tion to congestion problems in Indian cities which has 
led to several smaller cities opting for a metro sys-
tem in place of a bus-based quality public transport. 
Learning from the experience of cities like Jaipur 
which face high operational deficits in metro, the 
central government has sought to tighten the ap-
proval processes under its new Alternative Analysis 
framework to ensure that cities below a certain size 
and scale do not go for such capital intensive projects 
but instead consider alternative rapid transit modes 
based on the city characteristics and demand. 

Though public transport is a discretionary function of 
the local authorities and emphasis on public trans-
port has been predominantly driven either through 
the presence of funding schemes or an adminis-
trative/political champion, cities are realising the 
need for strengthening public transport systems to 
meet their increasing transport challenges. With 
the central government’s new alternative analysis 
framework, the difficulties faced by smaller cities in 
meeting operational deficits of metro and the positive 
experiences of BRT in cities like Surat and Indore, 
BRT as an affordable alternative PT mode may gain 
greater prominence. At the same time, improving 
city bus services and integrating these with BRT, 
managing competition from informal modes as well 
as implementation of ‘push measures’ like parking 
controls, fuel taxes, vehicle registration charges etc. is 
necessary for achieving mode shift in favour of public 
transport.
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