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Abstract -

The city of Pune saw a sudden and phenomenal rise in the
number of 4-wheelers and 2-wheelers adding to the rise in
the traffic density along with all major roads of the city. An
efficient and fast public transport system that would deter
the people from traveling on their private owned vehicles
and encourage them to use the public transport system was
proposed as the need of the hour. The PMPML, the existing
bus transport in the city with dedicated BRTS lanes in some
parts of the city has not been successful enough to reduce
the woes of traffic jams and mobility issues in the city. An
improved and effective mass rapid transit system, MRTS,
thus was envisaged as the perfect solution to the
contemporary traffic issues of the city.

This paper attempts to analyse and enlist the issues and
concerns from the pedestrian point of view, which seems to
have gone unnoticed in the effort of erecting a very
sophisticated high level of city infrastructure trying to
address and solve the urban menace of traffic volumes and
their quick disposal. While the efforts towards the
infrastructure provision do ensure developmental benefits
which are praise worthy, the paper enumerates how the
basic pedestrian provisions and facilities seem to have taken
a back seat in planning and its implementation. The author
has studied the Karve road stretch to illustrate the impacts
being listed.
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1. INTRODUCTION: Why Did Pune Need A Metro

?

The city of Pune saw a very speedy urbanisation, extensive
physical spread, growth in industrialization and rapid
commercial developments in the past decades. Increased
population (The decadal growth of PMC area is around
35% with population figures for 2001: 23,28,349, 2011:
37,56,345, 2021: 48,07,868 and 2031: 54,43,642) and a
phenomenal increase in numbers of vehicles (2 wheelers
/1000, in 2021: 437, 2031: 447 and Cars/1000, 2021: 124,
2031: 141) in the city. [1] This led to increased stress for
infrastructure, increasing travel times and decreasing the
quality of travel, also impacting the social, ecological and
environmental concerns rendering the existing road
network incapable to handle it. The existing Public

Transport System fails the situation with its limitation for
speedy and quality travel. Increase in vehicular density,
journey times, pollution levels, traffic jams led to
inconveniences of the citizens directly hampering the
efficlency and effectiveness on various fronts. This
strongly demanded an introduction of the Metro Rapid
Transport System.

An urgent need to introduce a Metro system for quick and
large mass movement of passengers was also established
by a study of Peak Hour Peak Direction Traffic (PHPDT)
Demand, with the metro being proposed over BRTS for
8000 PHPDT. PHPDT values for the Vanaz - Ramvadi
corridor in 2021 and 2031 are 8519 and 10,982
respectively [1], with optimistic peak traffic demand
assessed to increase to 22,414 PHPDT by the year 2031.
Light Metro System, as proposed in the city is thus the
most suitable alternative.

1.1 BRTS versus MRTS

Bus Rapid transport System and Metro Rapid Transport
System have always been compared for their effectiveness
as a public transport system. Pune already has an
operational BRTS and its effectiveness and success w.r.t
speedy, quality and mass travel is being deliberated at
various levels in addition to its preference by the public
and its environmental impact. BRTS in many parts of the
city occupies a lane in the middle section of the road.
Construction of the BRTS bus stops and its access for
pedestrians, exclusive dedicated lane have not been able
to successfully solve the increasing traffic issues nor
effectively reduce the private ownership.

The Metro rail corridor occupies no space on the road if
underground and about 2 to 3 mts wide road widths if
elevated. “Moreover, it carries the same amount of traffic
as 9 lanes of bus traffic or 33 lanes of private motor cars
(either way) and also consumes approximately 50 percent
less energy/passenger carried as compared to BRTS.” [2]

1.2 Pune Metro Timeline

The Delhi Metro Rail Corporation Ltd. (DMRC) was
commissioned by Pune (PMC) and Pune Chinchwad
(PCMC) Municipal Corporations for preparation of
Detailed Project Report (DPR) for about 30 km of Metro
network in the Pune Metropolitan area.
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Pune Metro is an urban Mass Rapid Transit
System (MRTS) with 3 lines under construction in the city
of Pune, Maharashtra by Maharashtra Metro Rail
Corporation Limited (Maha-Metro) and Pune Metropolitan
Region Development Authority (PMRDA).

Phasel Detailed Project Report was prepared &
submitted by the Delhi Metro Rail Corporation in July
2009, revised in January 2013, August 2014, and finally in
November 2015 to reflect current prices.

State Government approved the project in 2012

Final approval from the Union Government’s
Cabinet on December 7, 2016.

Commercial operations on 2 sections of Phasel
were inaugurated by Hon. Prime Minister Narendra Modi
on March 6, 2022

Pune Metro Phase 2 project’s detailed project
report (DPR) has not been prepared yet, but is expected to
comprise of new corridors and extensions of existing
metro lines to Katraj, Chandni Chowk, Kharadi, Hadapsar,
Loni Kalbhor, Katraj, Khadakwasla and Warje.

1.3 Pune Metro Proposal: How has it added to
the scenario on the road

As per the Final Detailed project Report for the Pune
Metro rail Project for Pune Municipal Corporation
prepared by the Delhi Metro Rail Corporation Ltd
(updated in Nov 2015), Route alignment of Pune Metro
along 2 corridors viz: corridor 1- Pimpri Chinchwad to
Swargate which is about 16.589 km and which is partly
underground ( for 5 kms) and partly elevated with a total
of 15 number of stations and Corridor 2 - Vanaz (Kothrud)
to Ramwadi which is 14.665 km and completely elevated
with 16 number of stations. [1] The stations have been
located so as to serve major passenger destinations and to
enable convenient integration with other modes of
transport. Inter station distances are also uniform with
the average spacing of stations not more than one km.

The elevated Metro route has been planned to run on the
road at a height of about 10 m. With flyover-like structure
on piers at the road median which has reduced the
carriageway widths by almost about @ 3 m all along this
important arterial road. The Metro stations constructed
are almost 35 m wide and @140 m long.

1.4 Why elevated?

Various factors have mattered in the decision of
proposing and implementing the elevated sections with
costing, ranking first. Based on DMRC's experience in Delhi
metro, constructing an elevated section costs 110 crore

while an equally long underground section would have
cost them 275 crores. Technical feasibility is the second
most important concern with making a choice between an
elevated and underground metro rail corridor. Wherever
possible, metro rail planners always prefer the elevated
corridor to the underground metro corridor because of the
engineering complexities and associated risks of cost and
time overruns as well as the operating costs of Metro rail
when they are in operational phase Security aspect also
plays a major role with Metro rails throughout the world
(always high on the hit list of terrorists). Any attack in the
underground portion leading to derailment or collision is
likely to cause five times more damage than an elevated
one (Sreedharan 2008). Problems in acquiring
land/properties along the proposed corridors and their
socio-economic impacts due to resettlement and
rehabilitation related issues pose a major obstacle to the
elevated metro line, however in case of Pune Metro
corridors, comparatively very few acquisition matters
were required to be handled due to the Road mass that
was basically being occupied by the corridor layout.

2. ANALYSING THE PRESENT SCENARIO

PUNE METRO
T H

PCMC Station

Tukaram Nagar

Kasarwadi
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Vanaz é
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Fig 1: Pune Metro corridors Proposed (ref:

vrdigitallife.blogspot.com retrieved on 27/08/23) [4]

The present study is based on the on-field observations of
the part of Corridor 2 which starts from Vanaz (on Paud
road near Chandani Chowk) to Deccan (which is a major
junction and start of Karve road) thus covering a distance
of @4.6 kms starting with the dead end depot area and
covering consecutive 5/6 station location lengths.
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Construction of the Metro lines have resulted in subtle but
multiple changes in the road areas below like changing the
spatiality of roads below and changed volumes for the
pedestrians’ usage and movements, changed patterns of
road usage for road users etc. The present study by the
author attempts to observe and enlist the changed
scenarios for the road user and the regular pedestrian. It is
observed that Pedestrian conveniences have been
overlooked in many aspects. Any wurban level
infrastructure planning, with all its sophistications, should
aim for Pedestrian facilities and convenience, first in any
urban development.

Fig 2: The stretch of Corridor 2 under study. The Red
rectangle indicates the Vanaz depot with the stars
indicating the Metro station locations along Paud road
(blueline) and Karve road (yellow line). Base Image:
Google Earth.

Raised metro has completely changed the volumetrics of
the road section, completely transforming the sectional
dynamics of the existing Urban Arterial Road. Elevated
corridors have adversely affected the imageability of the
city, blocking and dividing the wurban volumes of
significance. The raised metro constructions have
metamorphosed the existing urban images and
foregrounds of important landmark buildings thus
changing the images. Importantly “increase concretization
of the whole city which might lead to irreversible micro-
climatic changes including increased heat-island effects.”
Raised metro in this corridor thus completely occupies
and swirls along the road curvatures, at times completely
shadowing the entire road widths, barely leaving an air
buffer for the side buildings.

The stretch of Karve Road towards the Deccan area has a
number of educational institutes and also health care
facilities. A similar situation also prevails near Nal stop.
With many school and college students approaching the
area in both directions, crossing the road with a high
speed - high density traffic has always been a challenge.
The construction of the elevated corridor has required a
divider width all along the road, hosting the support
columns to the corridor or stations above. Crossing bays
have been produced in the divider widths for the
pedestrians. However, they are at certain points only,
along the road lengths leading to concentrated pedestrian
crossings at some points. Very Few breaks in the divider
lanes make it difficult for seniors and kids to cross the
roads requiring more lengths to be covered. Absence of
any underpass for safe crossing makes the task more
challenging.

Fig 3: The continuous medians with relief breaks for
crossovers for pedestrians to access residential areas on
either side of the roads.

Fig 4: The Column in the Kinara Hotel Junction completely
changing the rotary geometry.
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Many eateries on the northern edge of the road are regular
visit spots for college students across the road. The
Continuous divider deters the students from crossing,
greatly affecting the business of the eateries. Stretches of
Paud Road which are one way only have also got divided
with the metro corridor columns, thus reducing the
effective road widths and alienating the two edges of the
road.

Sight and perception of the other side of the road, to a
great extent, has been lost, completely dividing the vast
sectional expanse into two tunnel-like volumetrics on
either side. This is felt more below the station areas and its
immediate surroundings. Parking lanes that once existed
have been lost due to road widths consumed by the
divider widths and footpath widths have been lost to the
infrastructural facilities of access and approach for the
stations, effectively reducing the pedestrian widths on the
roads. This is a situation where more and more
pedestrians are expected to gather which may soon lead to
disturbances on the traffic moving on the roads below.
Very less side open spaces have been a matter of urban
limitation for the planning of pedestrian public tracks.

Fig 5: The Nal Stop area with the red triangle indicating
the bustop which no longer exist at the intersection of 2
major roads and 2 residential areas on either edges.

The layout of the metro corridor along with the flyover
being constructed also changed the existing public
transport provisions along the road. The PMPML (local
bus transport) bus stop halt at Nal stop got deleted for
want of space along the road edge at its spot. Nal stop bus
halt was at a major intersection of 4 major roads leading
to 4 main areas of the city, also giving access to the

residential areas on both sides of the road. This has thus
led to a major Bus stop cancellation at a major
interchange, creating inconvenience to the pedestrians
who would approach the areas perpendicular to the metro
line, from law college road and Mehendale garage areas,
thus leading to increased walking distances. High numbers
of pedestrians accessing the metro cannot depend only on
widths and surface finishes of footpaths if lengths are not
shortened and easy to access and travel.

A similar situation also resulted at the SNDT junction. The
deletion of the bus stop created a major chaos as the
students approaching and leaving the SNDT institute and
schools along the Law college road, (which is a very large
number) had to walk quite a distance. The situation, in an
attempt to rectify has further given rise to a situation
leading to major traffic chaos at the junction. A bus bay
specially for a bus stop has been designed along with the
pedestrian staircase to cross the road. However, the Public
transport bus, first cuts all lanes on its left to halt at the
bus stop and secondly, while proceeding to Paud road
(Almost 50 % buses proceed in this direction) again cuts
all lanes to the right to take the flyover to the Paud road.
This halts all traffic coming from behind and is a major
problem during peak hours.

Fig 6: The Vertical greenery on the piers at Station ends.

Fig 7: The Ganapati tableaux during Visarjan procession
Karve Road.

The ecological and environmental impacts are easily seen
with many stunted trees standing on the road boundaries.
The Width and the projection of the Metro stations
required the cutting of trees at many locations along the
road thus rendering most of the metro-station areas, along
the road, without greenery. Loss of trees along the road
edges and plantations along the medians have affected the
aesthetics of the place and would certainly have an
immediate impact on the micro-climate of the space. This
is being attempted, as observed, to be compensated with
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the vertical gardens being developed along the columns at
certain spots. This negative impact on the loss of
vegetation due to project location was identified in the
detailed report which also mentions that “The proposed
metro lines are in urban/ city areas and will not pass
through any forests. However, due to the proposed metro
construction about 685 mature trees are likely to be lost.”
The same report mentions 246 trees on corridor 1 and
765 trees on corridor 2 to be affected as above ground
services, which are “also required to be shifted and
relocated suitably during construction of the elevated
viaduct”.[2]

The Provisions of lifts and staircases blocks and elevators
to access the metro station, have been built along the
footpath widths and have effectively rendered the road
edges without any other activity presently rendering the
stretches dead in the evenings and night times. A very
busy and bustling road exhibits intermittent patches,
specially below the stations, to be very empty and hence
with a sense of insecurity to the walkers along the road
specially in very early or late hours, unlike the other
vibrant localities along the stretch.

Whether it is part of some yet to be developed design or a
calculated mistake, remains to be seen, but a column at the
Kinara hotel junction has been located such that it has
disturbed the entire geometry of the junction. The column
has got so placed that neither can it act as a rotary nor
allow a lane to go beyond completely stressing the
movement of vehicles crossing over to go perpendicular to
the metro route. The Kinara junction, supporting the
columns, is right in the middle of the road creating a very
odd road junction.

The spatial layout of the corridor with the multileveled
flyover at the Nal stop junction has also compelled to
change the spaces traditionally known to host the
Roadside festivals and the ephemeral celebrations during
the Ganapati festival. Ganapati festival in Pune is a global
festival with a very high fervor of celebrations and
festivities. The Ephemeral pandals are erected at various
spots year after year to celebrate the festivities. Since last
year, the Ganapati Mandal has been allotted a space under
the flyover, otherwise used for parking vehicles, after its
traditional location has been rendered redundant for the
festivity hosting.

Not just the change of location, but the planning of the
metro corridor base height was quite a controversy as the
clear height below the metro station did not take into
consideration the height of the tableaux of the Ganapati
festival paraded during the last day immersion procession,
a point that certainly has not gone down well with the
festival organisers of the city. As measured by the police,
the height of the metro varies from 21 ft at Lakdi bridge to

18 feet under garware metro station on Karve Road to 17
feet under the newly constructed Nalstop flyover with the
carriageway width near the flyover ramp not more than
15 feet. The police had therefore appealed to the Ganapati
mandals to consider the same before preparing the
tableaux for procession. [5]

Many prime road facing/road edge spaces, with a very
high commercial value, have been acquisitioned and
consumed by the staircases and skywalks built to provide
access to the metro stations. The huge staircases hide
many buildings behind them, completely blocking the
facades and openings to those buildings. Also, in order to
ensure the development of staircases within the available
areas, the skywalk lengths have greatly increased making
the pedestrian walk longer lengths to access the station
entries. Attempts in planning for a quick and short entry
for men and women on foot is certainly not obvious.

This is also noted on the stretch of the corridor where the
metro route crosses over to the river bed to avoid going
along ] M Road. However Long stretches of skywalks on ]
M Road, increasing the walking stretches for pedestrians,
also adding a lot of infrastructure setup for accessing the
metro stations from the main arterial roads. Concept of
traffic planning and Integration though one of the
objectives in proposed planning, have as yet not seem to
have been effectively implemented. Facilities in

conformity to suitable linkages are still to effectively
contribute in the working of the metro routes.

Fig 8: The skywalk for pedestrians to access the Metro
station.

Redevelopment scenarios along the roadside of the metro
corridor, with additional FSI is likely to increase the
population density of people and in turn the density of
vehicles in the same stretch of the road, adding to the
woes of the pedestrian. Metro stations are certainly going
to attract a lot of people however due to lack of space and
the congested surroundings; no dedicated parking spaces
have been built. This is directly going to impact the
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movability and the mobility of the pedestrians in the areas
in the near future. This issue needs to be addressed and be
taken care of on priority with meticulous and effective ‘last
mile connectivity measures.’

The Main local public transport depot lies at Kothrud
Depot which is barely a kilometer away from the Vanz
depot and Chandani Chowk, a major intra city junction
@1.5 kms. These areas with major transitional traffic are
near enough to not get a Rick to approach the station but
long enough to walk with luggage thus deterring the
passengers to use the metro and still opt for personal
vehicles or auto rickshaw to travel to city parts.

CONCLUSION:

The Metro Rail project is a capital-Intensive project built
in mostly difficult and dense urban areas with a very high
cost of planning and implementation. They are built in
very dense urban settings to destress the urban roads of
the regularly occurring chaos and streamlining the traffic
quantity. They are big infrastructure projects and directly
influence the social, physical, financial and environmental
aspects and their impacts on a short as well as long run.
The pedestrian perspective should always be at the
forefront in the design layout and design considerations of
the project. Utility and aesthetics should not be
compromised and compensated upon at any stage of its
construction. Existing public transport system should
merge effortlessly into the working of the Metro layout to
ensure a smooth transformation for the pedestrian
comfort and wuse of all facilities. There are many
advantages to having a Metro in an Urban city, however it
should at no stage in its design affect the pedestrian
comfort and convenience in the use of road.

Note:

1. Stretch of Karve Road: Karve Road is a main
arterial city road of Pune that connects the Deccan
Junction to Kothrud and Warje areas and travel further to
get connected to the Mumbai-Banglore bypass.

2. Strech of Paud Road: Paud Road is a main arterial
city road of Pune that begins just beyond the SNDT
campus and bifurcates to go towards Paud areas beyond
the Chandani chowk. The road connects Karve Road to
Vanaz area and Bhusari colony and travels further to get
connected to the Mumbai-Bangalore bypass.

3. Reference statistics is for PMC areas only for this
study as the road stretch being analyzed falls in PMC
limits.
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