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7 Policy insights to address  
mobility inequality in Southeast Asian 
metropolitan cities

7.1. Brief overview of mobility inequality 

Previous research shows that car-oriented transport policies are diffi-
cult to reverse and have a huge adverse impact on social and spatial 
networks (Hidayati et  al., 2019). Such policies form socio-cultural 
stereotypes favouring certain modes (i.e. cars and motorcycles) that 
transcend across generations, exacerbating differences in mobility 
across socio-economic groups. Here, mobility inequality is defined as 
differences in the ability and capacity to move, in line with Cresswell 
(2010), which includes the physical act of mobility through various 
human and mechanical systems, and embracing mobility as a social 
practice enabling movement from origin to destination in order to 
access key functions (Ferreira et  al., 2012). In the field of transport, 
mobility inequality is represented by how people have different travel 
options, travel time, travel distance, and travel difficulties (Wachs and 
Kumagai, 1973). This concept is closely related to transport inequality, 
which highlights differences in transport options as the results of dif-
ferences in socio-economic conditions such as income (Banister, 2018) 
and transport justice, which advocates a just distribution of benefits 
(and associated costs) of the provision of transport infrastructures and 
services (Martens, 2012; 2017). In social sciences, mobility inequality is 
perceived as the manifestation of differences regarding the freedom to 
move, emphasising how restrained mobility is experienced by women, 
immigrants, and minorities (Cresswell, 2010; Sheller, 2018). These dif-
ferences can influence socio-economic participation and well-being 
since mobility serves as a means to access key functions such as schools, 
health care services, and grocery stores (Ferreira et al., 2012). Conse-
quently, addressing mobility inequality implies an effort to address 
the disproportionate impacts on individuals across socio-economic 
groups due to the transport mobility system, which often disadvantages 
marginalised groups, including those on a low income, women, people 
with disabilities, immigrants, and minorities.

[This page is intentionally left blank]
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7.2. Cases of mobility inequalities

In Jakarta and Kuala Lumpur, mobility inequalities are manifested in 
the form of the marginalisation of the pedestrians (Lo, 2010) and varied 
forms of gendered mobility (Hanson, 2010; Law, 1999; Loukaitou-Sideris, 
2016). This is evident from: 

(1) Urban spatial configuration (i.e. street networks) that are vehicular 
oriented. The urban centrality in Jakarta and Kuala Lumpur are 
centred on highways instead of the historical core of the city, which is 
more likely to be pedestrian friendly. Potential pedestrian networks 
cannot be realised due to safety issues, walking inconveniences (e.g. 
in relation to a coarse urban grain, non-continuous sidewalks), and 
socio-cultural stereotypes (refer to Section 3 about space syntax 
analysis of urban spatial configuration).

(2) Transport and land use policies that prioritise private motorised 
traffic. This includes road expansion strategies, the neglect of public 
transit and pedestrian infrastructure, the massive construction of 
upscale developments in peripheral areas while still maintaining a 
high economic dependence on the city’s central business district 
(CBD), and an easy credit scheme for owning a private vehicle 
(refer to Section 3 on the analysis of previous transport and land 
use policies).

(3) Socio-cultural constructs that encourage the use of private motorised 
vehicles instead of walking or taking public transport. This includes 
the stereotype of walking as a low income means of transport, 
contrary to driving a car or riding a motorcycle that symbolises 
socio-economic prestige (refer to Sections 3 and 4 on the analysis 
of in-depth interviews and on-street surveys).

(4) At an individual level, there is an association between negative emo-
tions/attachments and walking, in contrast to positive associations 
with driving or riding a private vehicle. The negative associations 
with walking were found to be stronger for women than for men as 
evidenced from the on-street surveys conducted in the case studies. 
Almost half (41.8%) of female respondents in Jakarta reported neg-
ative perceptions of safety compared to 33.1% of male respondents, 
while a more striking difference was found in Kuala Lumpur, with 
27.6% of female respondents reporting negative perceptions in 
comparison to only 9.3% of male respondents (refer to Section 4 
on the analysis of the on-street surveys). 

7.3. Who is most affected by mobility inequality 

From cases of mobility inequalities in Jakarta and Kuala Lumpur, those 
who were most affected were the captive pedestrians, as they walked 
not by choice, but because they could not afford, or did not have ac-
cess to other modes. These captive pedestrians are often from socially 
marginalised groups, such as low income, women, immigrants, elderly, 
children, those with disability, or a mix of these criteria. Negative im-
pacts experienced by the captive pedestrians include:

(1) Difficulties in accessing key functions that should be accessible 
by walking, yet the potential accessibility cannot be realised due 
to inconveniences caused by the planning and design of the built 
environment, safety issues, or socio-cultural constructs that derogate 
walking. This is indicated by the distribution of education facilities 
that follow the logic of vehicular instead of pedestrian movement 
and by the on-street surveys that revealed respondents’ wariness 
regarding safety issues while walking (refer to Section 4 on space 
syntax analysis and the analysis of on-street surveys).

(2) More exposure to risk, including pollution, street crime, and traffic 
accidents.

(3) Avoidance of specific routes or times, for instance, due to feeling 
unsafe travelling at certain places (e.g. desolated streets with limited 
lighting) or times (e.g. midnight, early morning). This avoidance 
can result in travelling for a longer distance, slower travel time, 
more travel costs due to detour, or even, immobility. In the long run, 
this condition can lead to limited participation in socio-economic 
activities.

(4) The normalisation of mobility inequality into forced-car and -mo-
torcycle ownership. Moreover, children who normalise the use of 
private motorised vehicles as they grow up can increase the share 
of unsustainable modes in the future, which is counterproductive 
to sustainability principles.

(5) For the society as a whole, mobility inequalities contribute to 
the widening gap between those with and those without access 
to transport mobility resources. These mobility gaps can lead to 
socio-economic inequalities as a result of different accessibility levels 
to socio-economic opportunities (e.g. access to education, healthcare 
services, employment).
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7.4. Why addressing mobility inequality is important 

The importance of addressing mobility inequality stems from at least 
three arguments:

(1) Practical-societal argument: conventional urban and transport 
planning practices often neglect the mobility needs of the socially 
marginalised groups, assuming that individuals have similar mobil-
ity levels. An example of such practices, for instance, the provision 
of public transit that overlooks how people with different abilities 
and capacities to travel utilise the services and infrastructures (e.g. 
how people with low income can afford the fare, how women can 
walk safely from the station to the office or residential area, how 
the elderly and those with disabilities can access the station). Ad-
dressing mobility inequality means considering the basic mobility 
needs of these groups and encouraging the use of people-centred 
approaches in the planning practice (for an in-depth explanation 
of people-based vs. place-based measurements refer to Ferreira and 
Batey, 2007; Geurs and van Wee, 2004; Miller, 2005). This could 
benefit the socially marginalised groups by improving their mobility 
and accessibility.

(2) Ethical argument: mobility as the freedom to move and the ability 
to travel independently is a basic universal human right that should 
be equally accessible for all. Thus, addressing mobility inequality 
serves as an ethical responsibility for planners and policy makers 
in planning and designing a transport mobility system. 

(3) Political argument: addressing mobility inequality is in line with 
and can support the achievement of the global political agenda on 
sustainable development. It is directly linked to the achievement 
of the United Nation’s Sustainable Development Goals (UN SDGs), 
especially to Goal 10 of reducing inequalities focusing on socially 
marginalised groups who experience difficulties in their daily mo-
bility and Goal 11 of sustainable cities and communities that aims to 
provide equal access to transport services as a means of reaching key 
functions. Moreover, by defining mobility as the means for accessi-
bility, addressing mobility inequality is linked to other SDGs such as 
Goal 3 of access to health care services, Goal 4 of access to education, 
Goal 8 of access to employment, and, in part, Goal 5 of gender 
equality with emphasis on gendered mobility issues. In Southeast 
Asia, the adoption of the UN SDGs into national policy can be seen 
in, for instance, (a) Indonesia’s Presidential Regulation 59/2017 on 

the implementation of the UN SDGs, including in the transportation 
sector, and (b) Malaysia’s National Transport Plan 2019-2030 with 
a sustainable transport principle as its main backbone. 

7.5. The understanding of transport mobility system 

Cases of the marginalisation of pedestrians and gendered mobility in 
Jakarta and Kuala Lumpur (as presented in Sections 3 and 4) have led 
to the understanding that mobility inequalities occur across scales and 
have far-reaching impacts that affect not only transport sector but also 
influence education, healthcare, employment, and other economic and 
socio-cultural sectors. Issues concerning mobility inequality become 
more complex as there are different authorities connected to transport 
mobility practices (Figure 7.1)1. 

In Figure 7.1, the transport mobility system is categorised into three 
scales: macro (i.e. national level), intermediary (i.e. metropolitan level 
consists of cities, municipalities, and provinces as one interdependent 
spatial system), and micro (i.e. district, neighbourhood level). At each 
scale, different actors and authorities have their own interests and respon-
sibilities. At the national level, the transport mobility system functions 
more as regulators and guidance. At the metropolitan level, coordination 
plays a significant role (Firman, 2008; Putra et al., 2014; Slack, 2007) since 
the provision of transport mobility services and infrastructure transcend 
administrative boundaries. At the neighbourhood level, problems con-
cerning transport mobility become more practical and on a day-to-day 
basis, often involving direct interaction with users at individual level.

Across the scales, transport mobility policies enacted at the national 
level can influence the transport mobility practices at the neighbourhood 
level, even down to an individual’s daily mobility. Therefore, although 
differences in mobility are individually differentiated, they are also de-
termined by formal and informal institutions. For instance, a national 
transport plan might provide guidelines for the planning of public trans-
port provision, which could be implemented at a metropolitan or city 
scale (Figure 7.1). The public transport plan might include a sidewalk 

1 This dissertation is aware that the interaction between authorities is shaped and influenced by 
a political dimension through dynamics of power relations. However, this political dimension is 
highly contextual (see for example the empirical work of Banerjee and Chakravorty, 1994 or a more 
theoretical work of McGuirk, 2001) and requires in-depth investigation into local political dynamics, 
and is thus not explicitly mentioned in Figure 7.1. At times, a political leader with a good vision 
can lead to the formulation of policies that can improve urban mobility conditions, for instance the 
adoption of the bus rapid transit system called TransJakarta in 2004 under the initiative of Jakarta 
Governor, Sutiyoso (term of office 1997-2007) (Ernst, 2005). 
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widening project, implemented at the neighbourhood scale, to improve 
accessibility to public transport stops by providing first and last mile 
connectivity. This can affect the willingness of an individual to use public 
transport, and considering the availability of other transport options, 
the access to public transport can further affect an individual’s access 
to socio-economic opportunities.

7.6. Analysis of current transport mobility policies and 
plans in Jakarta and Kuala Lumpur

The analyses of the current transport mobility practices in Southeast 
Asia, Jakarta, and Kuala Lumpur indicate three policy mismatches2: (1) a 

2 Policy mismatch refers to Chapple’s (2006: 323) description of “unworkable recommendations”, which 
can be attributed to various factors such as discrepancies between goal and implementation across 
scales (Dimitriou, 1992), problems in the operationalisation of concept to practical implementation 
(Gudmundsson, 2011), or issues in delivering policy outputs and outcomes to the intended target 
groups, which affect the policy accountability (Blumenberg, 2004). The term policy mismatch is 

Macro scale
(national)

Intermediary scale
(metropolitan)

Micro scale
(neighbourhood)

Regulations and guidelines

National transport planExamples

Main 
stakeholders Ministry responsible for transportation in cooperation/with input from

other ministries, such as those reponsible for planning and economic development

Coordination

Examples

Main 
stakeholders

Public transport
provision

Department responsible 
for transportation, 
planning agency,

public transport operators

Road network
planning & construction

Department responsible 
for public work, 
transportation,

planning agency 

Traffic 
management

Department responsible 
for transportation,
planning agency, 

police force 

Day-to-day operation

Examples

Main 
stakeholders

Sidewalk widening
project

Department responsible 
for transportation, 
planning agency,

construction company,
local community

Residential street
management

Local community,
usually supervised by the
department responsible 

for public work and/or
planning agency 

Figure 7.1. Transport mobility system across scales

mismatch of policy across scales, i.e. national policies are hardly institu-
tionalised at both the metropolitan and neighbourhood scales; (2) a mis-
match in the operationalisation of concepts, for instance, equity, justice, 
and equality of opportunity, that they are barely translated into workable 
indicators and strategies; and (3) a mismatch in the accountability of 
policy implementation, i.e. difficulties in ensuring that the implemented 
strategies are utilised by and benefit the intended target groups to achieve 
the stated objectives. In sum, policies related to addressing mobility in-
equality in Jakarta and Kuala Lumpur remain well-written on paper, but 
the conceptual understanding has not been institutionalised because the 
organisational routine of transport mobility- related authorities still ap-
plies the business-as-usual approach that focuses on technical solutions, 
such as improving traffic capacity, instead of a people-centred approach. 
This leads to a tendency to normalise mobility inequality whereby issues 
such as gendered mobility and the marginalisation of captive pedestrians 
are not perceived as major problems by the transport authorities.

7.6.1. Transport mobility policies in Southeast Asia 
Equal access to transport mobility services for all has started gaining 
its importance in Southeast Asian cities. This can be seen from stud-
ies, expert discussions, and guidelines that were developed as part of 
sustainable transport cooperation between Southeast Asian countries 
under the Association of Southeast Asian Nations (ASEAN) (Bakker 
et al., 2017). The outcomes of these activities, however, are yet to be 
adopted by national policies most likely because they are not legally 
binding and because of the non-interference policy among ASEAN 
member countries.

A focus on providing equal access can also be seen in the ASEAN 
Regional Strategy on Sustainable Land Transport 2019, which states 
the following vision: “ASEAN advances towards a transport system that 
is equitable, efficient, safe and clean, which is in line with global sustain-
able development and climate change objectives, and provide access to 
opportunities as well as fosters regional inclusive growth and development” 
(ASEAN, 2019a). The vision, however, is not well operationalised into in-
dicators. The document mentions equity and transport justice among the 

often used in urban and transport planning studies, in comparison to policy misfit, which is often 
used in governance studies, referring to the degree of conformities of policies at different levels 
(e.g. national and local) in terms of objectives, principles, procedures, and financial instruments 
(Graziano, 2011; Hartlapp and Leiber, 2010), or policy misalignment, which is often used in economic 
and management studies to assess policy effectiveness (Torres and Clegg, 2014). From an institutional 
perspective, institutional incongruence can lead to a policy mismatch due to policies being made 
by institutions with conflicting interests (van Geet et al., 2019).
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desired outcomes of transport strategies and people-oriented planning as 
one of the five guiding concepts for a sustainable land transport system. 
In this case, the concept of people-oriented planning includes improving 
transport options and focusing on access instead of traffic capacity. Fur-
thermore, 12 recommended actions were developed, including one on 
urban mobility that focuses on the development of soft infrastructures 
such as standards, guidelines, indicators, tools and evaluation methods, 
a reward scheme, and a knowledge exchange platform. Interestingly, 
there is a specific recommended action that highlights the role of electric 
motorcycles in that they provide a “convenient, affordable, equitable and 
space-efficient accessibility” (ASEAN, 2019a) and encourage its consid-
eration in the development of guidelines. However, there is no mention 
of social or inequality-related indicators in the ASEAN guidelines for 
sustainable land transport indicators (ASEAN, 2019b). In the ASEAN 
guidelines (ASEAN, 2019b), indicators mainly focus on traffic, infrastruc-
ture, emissions, and road safety (i.e. fatalities). This reflects the mismatch 
in the operationalisation of concepts into strategies and into indicators.

7.6.2. Transport mobility policies in Jakarta 
In Jakarta, the efforts to provide equal transport access as part of the 
achievement of social sustainability indicators are rather inconsistent, 
reflecting the mismatch in terms of scale and operationalisation. The 
scale mismatch can be identified from Jakarta’s transport master plan 
for its metropolitan area 2018-2029 titled Rencana Induk Transportasi Ja-
bodetabek or RITJ (Jakarta Department of Transportation, 2015), which 
is legalised through the Presidential Regulation 55/2018. The master 
plan does not refer to the National Transport Plan (Sistem Transportasi 
Nasional), while the National Transport Plan is only legalised through a 
Ministerial Regulation (i.e. enacted by the Ministry of Transportation), 
nor does the master plan refer to the Presidential Regulation 59/2017 
on the implementation of the UN SDGs, whereby transport is one of 
the development sectors covered in the regulation. 

The mismatch on operationalisation can be identified throughout the 
masterplan document. The master plan aims to provide a transport sys-
tem that is integrated, effective, efficient, safe, comfortable, and afford-
able. To achieve this aim, the master plan briefly mentions that justice 
should be considered as a distributional effect of transport provision. 
However, the justice concept was not operationalised further and was 
not even mentioned in indicators of performance, demand forecasting, 
and the implementation strategy. Indicators for performance (Chapter 3 
of RITJ; Jakarta Department of Transportation, 2015) seem to be defined 
using conventional transport measures, such as mode share, travel time, 

travel speed, emission, traffic accidents, and fatality rate. There were 
indicators for inter-modality integration and access to public transport 
services (including pedestrian access within 500 meters of transit stops), 
but further details on how to measure these were not defined, implying 
a weak operationalisation strategy. The demand forecasting (Chapter 4 
of RITJ; Jakarta Department of Transportation, 2015) appeared to be 
highly technical whereby targeted mode share was projected into several 
scenarios. Conditions for achieving such scenarios (e.g. how to ensure 
that people would use the proposed improvements in public transport) 
were not mentioned. In addition, the implementation strategy (Chapter 
5 of RITJ; Jakarta Department of Transportation, 2015) was too focused 
on institutional capacity. Technical strategies such as transit-oriented 
development (TOD) were only mentioned briefly. These chapters within 
the master plan appeared fragmented and without a clear link to how the 
main concept could be operationalised into implementation strategies.

7.6.3. Transport mobility policies in Kuala Lumpur 
In Kuala Lumpur, the transport master plan for its metropolitan area 
shows a clearer operationalisation of concepts into strategies, but does 
not indicate the accountability of policy implementations regarding 
social sustainability. Here, the transport master plan titled Greater KL/
Klang Valley Land Public Transport Master Plan: Links to shape the future 
(Land Public Transport Agency, 2016) was developed in reference to the 
Malaysia economic development roadmap of National Key Economic 
Areas (NKEAs) and National Land Public Transport Master Plan.3 The 
transport master plan has a tagline of “mobility, liveability, and economic 
growth”, which indicates that developments of urban mobility are driven 
by economic interests, instead of social considerations. Inputs for the 
master plan include the prediction of travel demand, calculations of 
accessibility to employment, and a satisfaction survey of the existing 
public transport systems (i.e. LRT, KTM/commuter trains, buses, and 
taxis). Yet, these inputs lack sensitivity to social issues as there is no focus 
on socially marginalised groups; for instance, there is no information 
regarding the proportion of low income individuals, safety issue for 
women, and immigrants’ accessibility to employment. In the master plan, 
equality of opportunity is one of the stated objectives, which is translated 
into affordable pricing and access for all. Both emphasise providing access 
for those with disabilities and families travelling with stroller, and taxis 

3 The Land Public Transport Master Plan for Grater Kuala Lumpur/Klang Valley has a timeline 
until 2030 and is reviewed periodically. This chapter refers to the document published in 2016, thus 
does not refer to the National Transport Plan 2019–2030, but instead to the National Land Public 
Transport Masterplan 2012–2020. 
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as the form of mobility as a service. While these can be seen as efforts to 
improve mobility and accessibility for those with low income, the elderly, 
and those with disabilities, gendered mobility issues remain overlooked. 
Furthermore, indicators for monitoring the achievement of this objective 
appear overly technical, such as the percentage of transport expenditure 
and provision of low-floor buses. Considerations on who, how, and what 
kind of difficulties arise from the utilisation of transport services are still 
neglected during the planning and evaluation phase. This indicates the 
mismatch of the policy implementation, especially concerning how to 
ensure that the implementation strategy will be used and benefited by 
the target groups.

7.7. Institutional design for addressing policy 
mismatches in transport mobility in Jakarta and Kuala 
Lumpur

For addressing policy mismatches, it is important to understand the 
institutional context (Alexander, 2005; 2006), which governs the trans-
port mobility system in Jakarta and Kuala Lumpur (Table 7.1). Jakarta 
metropolitan area is governed by three provincial governments, four 
cities, and four regencies (see Table 7.1). As the nation’s capital, the 
metropolis is also influenced by the national government. In 1975, a 
coordinating agency for the development within Jakarta metropolitan 
area was established, referred as BKSP (Badan Kerja Sama Pembangu-
nan). The role as head of BKSP is rotated between the three provinces: 
the Governor of Jakarta, Banten, or West Java. The BKSP, however, only 
acted as a superficial coordination forum and was not responsible for 
any implementation of plans or policies (Firman, 2008). Decisions and 
projects were often discussed and resolved among the affected cities, 
regencies, or provinces, instead of through the BKSP (Kawaguchi et al., 
2013). The BKSP is also dependent on financial contributions from the 
provincial and local governments (Firman, 2008). The lack of power 
and financial capacity rendered the BKSP ineffective and inefficient 
as a metropolitan agency, and consequently, several discussions about 
its disbandment emerged (Kompas, 2014). Aside from BKSP, in 2015, 
a management board for transportation in Jakarta metropolitan area 
was established, known as the BPTJ (Badan Pengelola Transportasi 
Jabodetabek) under the Ministry of Transportation. The management 
board developed and created the Jakarta transport master plan and had 
a coordinating function between transport authorities, provincial, and 
local governments. Implementation of policies, however, remained the 
responsibility of provincial and local governments. 

Meanwhile, Kuala Lumpur metropolitan area is administratively 
governed by two federal territories (i.e. Kuala Lumpur and Putrajaya), 
two cities, and six municipalities forming one interdependent spatial 
entity (see Table 7.1). Unlike Jakarta, planning and development in Kuala 
Lumpur is more centralised through Federal Government agencies due 
to its function as one of the National Key Economic Areas (Bunnell 
et al., 2002). This centralisation can be seen in the development of the 
transport master plan for Greater Kuala Lumpur under the Land Public 
Transport Agency (APAD4), which is also responsible for regulating 
land public transport in other regions within the Malaysian peninsula 
(Ariffin and Zahari, 2013). When a decision regarding transport policy is 
enacted at the federal level, there is a high chance that the local context 
will be overlooked. Moreover, since there is no unified coordinating 
agency at the metropolitan level, decision making often involves power 
struggles between federal, states, and local governments (Ariffin and 
Zahari, 2013). 

Although Jakarta and Kuala Lumpur have different institutional con-
texts, both metropolitan cities show indications that their transport in-
stitutions are lacking coordination, integration, and capacity (Ariffin and 
Zahari, 2013; Bunnell et al., 2002; Firman, 2008; Kawaguchi et al., 2013; 
Putra et al., 2015). These have contributed to inefficient and fragmented 
implementations of policies and plans, which lead to policy mismatches. 
For instance, BKSP’s lack of authority and financial capacity have led 
to mismatch across scales because each local government decide the 
developments without a unified coordination. This is likely to induce 
conflicts between the different levels of government or governments 
of adjoining territories. This can be illustrated by the extension plan 

4 Previously knows as SPAD or Suruhan Pengangkutan Awam Darat

Table 7.1. Spatial and institutional setting regarding transport mobility in Jakarta and 
Kuala Lumpur

Jakarta Kuala Lumpur

Area Jakarta Province: 662 km2

Jakarta metropolitan area: 7,500 km2
Kuala Lumpur Federal Territory: 243 km2

Kuala Lumpur metropolitan area: 2,843 km2

Population (in 
million)

Jakarta Province: 10.2 
(Jakarta Statistics Bureau, 2015)
Jakarta metropolitan area: 30 (Winarso 
et al., 2015) 

Note: data as of 2015; numbers for the 
metropolitan area are estimated

Kuala Lumpur Federal Territory: 1.79 
(Department of Statistics Malaysia, 2019)
Kuala Lumpur metropolitan area: 7.79
(Aziz, 2018)

Note: data as of 2017; numbers for the 
metropolitan area are estimated
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Jakarta Kuala Lumpur

Spatial ter-
ritory of the 
metropolitan 
area

• Jakarta Province 
• Depok City, West Java Province
• Bekasi City, West Java Province
• Bekasi Regency, West Java Province
• Bogor Regency, West Java Province
• Cianjur Regency, West Java Province
• South Tangerang City, Banten Province
• Tangerang City, Banten Province
• Tangerang Regency, Banten Province

• Kuala Lumpur Federal Territory
• Putrajaya Federal Territory 
• Shah Alam City 
• Petaling Jaya City 
• Klang Municipality 
• Kajang Municipality 
• Subang Jaya Municipality 
• Selayang Municipality 
• Ampang Jaya Municipality 
• Sepang Municipality 

Metropolitan 
agency

There is a coordinating agency for the 
development of the metropolitan area 
called BKSP (Badan Kerja Sama Pem-
bangunan). Currently led by the Jakarta 
Governor. However, this agency lacks the 
authority for decision making and only 
facilitates discussion. Decisions were 
made based on mutual consent among 
affected cities and municipalities.

Non-existent. The metropolitan area as 
one spatial system is designated as one of 
12 National Key Economic Areas (NKEAs) 
under the Malaysian economic develop-
ment roadmap.

Transport 
authority for 
the metropoli-
tan area

There is a management board for 
transportation called BPTJ (Badan 
Pengelola Transportasi Jabodetabek) 
under the Ministry of Transportation, but 
it has limited authority (i.e. coordinating 
transport plans, facilitation, transport 
recommendations). The board developed 
a transport master plan for the Jakarta 
metropolitan area. However, so far, 
provision of infrastructures and services 
have been decided based on administra-
tive boundaries. 
Other agencies in relation to transport 
authority:
• Ministry of Public Works responsible 

for road construction and manage-
ment (the responsibility falls under 
the Department of Public Works for 
provincial roads)

• Public transport operators
• Police responsible for traffic law 

enforcement
• Local non-government organisations 

(NGOs), which manage campaigns 
and projects, mostly about promoting 
walking, public transit or rights for peo-
ple with disability to access transport 
services

• Local communities responsible for the 
management of residential streets

Non-existent. The Land Public Transport 
Master Plan for Greater Kuala Lumpur is 
developed by the agency for land public 
transportation (APAD/Agensi Pengangku-
tan Awam Darat) under the Ministry of 
Transportation.

Other agencies in relation to transport 
authority:
• Ministry of Works responsible for road 

construction and management (includes 
Public Works Department, Highway 
Planning Unit, and Malaysian Highway 
Authority)

• Commercial Vehicle Licensing Board
• Public transport operators
• Vehicle inspection company for emission 

control
• Road safety agency
• Police responsible for traffic law 

enforcement

of mass rapid transit from Jakarta to South Tangerang, which has not 
been resolved yet due to land procurement issues and potential conflicts 
with existing public transport operators. Meanwhile, a more centralised 
approach to formulating the transport master plan in Kuala Lumpur 
is also prone to conflict in the form of power struggles between the 
different levels of government.

Reflecting on the institutional contexts, considerations for institu-
tional design (Alexander, 2005; 2006) to address policy mismatches 
in transport mobility in Jakarta and Kuala Lumpur can be proposed 
(Table 7.2). These considerations are identified with specific reference 
to metropolitan governance (see Firman, 2008; Laquian, 2005; Putra 
et al., 2015; Slack, 2007). 

Detailed explanations of how these considerations can be imple-
mented are as follows:

(1) Coordination and integration
 It has been highlighted that coordination and integration are of 

significant importance in transport mobility practices (Ariffin and 
Zahari, 2013; Arts and van Lamoen, 2005; Putra et al., 2015). Trans-
port mobility practices often transcend administration boundaries; 
thus, the provision and management of transport infrastructures 
and services should be coordinated among involved and affected 
areas. Ensuring well-implemented policies and plans across scales 
requires both vertical (i.e. across level of governments, such as 
national, provincial, district or federal, state, local) and horizontal 
coordination (e.g. between adjoining province, cities, or munici-
palities). This is to prevent conflicts of interest and power struggles 
between different authorities, which can result in policy mismatch. 
The coordination should be performed in parallel with integration, 
which would ensure that policies and plans are also well imple-
mented across sectors, for instance through transport and land use 

Table 7.2. Considerations to address policy mismatches

No Considerations
Policy Mismatches

Scale mismatch Operationalisation Accountability
1. Coordination and integration   

2. Institutional structures and 
legal instruments   

3. Financial resources and 
management  

4. Institutional capacity  
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integration (Arts et al., 2016; Bertolini, 2017). The Jakarta transport 
master plan (RITJ), for example, demonstrated a weak integration 
of transport and land use as it mainly relied on technical transport 
indicators. 

 A well-coordinated and integrated policy implementation can 
ensure a coherent operationalisation from concepts to indicators 
and strategies across scales and sectors and hence, the accountability 
of its implementation. Here, coordination and integration should 
be conducted at the early stage or the beginning of a project when 
the degree of freedom in planning and designing the scope of 
intervention is relatively high (Arts and van Lamoen, 2005). At 
this stage, different agencies should set a common perspective on 
the aim of the transport mobility policy and define how it impacts 
the urban structure and daily mobility and accessibility of all users. 
An example of the formulation of policy objective can be exercised 
by juxtaposing the moral and factual values of addressing mobility 
inequality (for example see Appendix I). Successful examples of 
coordination and integration can be seen from European projects, 
where transport network optimisation can link local opportunities 
and regional economic interests (Arts et  al., 2016). It should be 
noted that the adoption of these examples in Jakarta and Kuala 
Lumpur should consider the local institutional and socio-spatial 
contexts. 

(2) Institutional structures and legal instruments
 The institutional context of transport mobility in Jakarta revealed 

how a coordinating agency with a lack of institutional structures 
and legal instruments is unable to function properly. As the power 
of decision making and implementation lies with each provincial 
or local government, the coordinating agency cannot enforce the 
implementation of any recommendation in each administrative 
territory, nor can it supervise the implementation. Due to this, rec-
ommendations in Jakarta’s transport master plan (RITJ) have not 
been fully implemented; for instance, traffic limitation based on 
vehicle plates has been implemented in only a few roads in Jakarta 
Province, as compared to what was recommended in RITJ (Bisnis.
com, 2020). Such a condition has led to mismatch across scales 
and in policy operationalisation. Meanwhile, in Kuala Lumpur, it 
is unclear which authority is responsible for monitoring the imple-
mentation of the transport master plan, creating power struggles 
among different authorities (Ariffin and Zahari, 2013). This, in turn, 
contributes to mismatch of policy accountability.

 

 Here, the discussion should not focus on whether there should be 
a unified coordinating agency, but rather on having a clear line of 
responsibility and authority supported with enforceable regula-
tions to implement policies. Whether the transport mobility system 
should be governed by a single metropolitan agency depends on the 
local socio-spatial context. Cases such as the Tokyo Metropolitan 
Government and Bangkok Metropolitan Administration represent 
successful metropolitan governance with clear institutional struc-
tures and legal instruments (Morita et al., 2014). For the Metro 
Manila Development Authority, it appears that there was a conflict 
of power between the local, metropolitan, and national governments 
(Morita et al., 2014). In cases of Jakarta and Kuala Lumpur, the 
institutional design for transport mobility should consider providing 
resources for creating and managing institutional structures and 
legal instruments required to address the policy mismatches. 

(3) Financial resources and management
 The availability of financial resources and management are im-

portant in ensuring policies and plans are implemented (Kawa-
guchi et  al., 2013). This includes securing financial means to 
conduct monitoring and evaluation, hence avoiding mismatch in 
accountability. For Jakarta, a coordinating agency with no financial 
independence has less capacity to perform its task. Its dependence 
on financial contributions from provincial governments can also 
result in conflicts of interest when mediating or coordinating a 
transport project.

 For financing the implementation of transport policies and plans, 
contributions from taxpayers, international grants and loans, or 
privatisation are the conventional sources. However, these sources 
may not always be available as development priority may changes. 
In Jakarta, the implementation of the transport master plan (RITJ) 
is financed mainly through private funds (75.53%), while only 16% 
is acquired from local and provincial governments and 8.47% from 
the national government. This means alternative financial sources 
should be considered, such as from road pricing. Successful imple-
mentation of road pricing can be seen in Singapore, London, and 
Stockholm (International Technology Scanning Program, 2010; 
Kawaguchi et al., 2013). These successful examples, however, relied 
heavily on clearly defined policy goals supported by institutional 
structures and legal instruments. This is of importance as over the 
last two decades, Jakarta and Kuala Lumpur have been involved in 
political debates on whether or not to implement road pricing.
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(4) Building institutional capacity
 Institutional capacity refers to the capability to perform, which 

is consisting of knowledge, network, and mobilisation resources 
(Healey, 1998). In delivering policies and plans, institutional capacity 
affects the quality of policy outputs and outcomes and the account-
ability of policy implementation. In Jakarta and Kuala Lumpur, there 
is an indication that the inefficient implementation of the transport 
master plan is due to the lack of institutional capacity (Ariffin and 
Zahari, 2013; Chin, 2013; Kawaguchi et al., 2013). These deficiencies 
range from the personnel’s low awareness of concepts used in the 
master plan (Ariffin and Zahari, 2013) to the insufficient capability 
to delegate tasks among the agencies involved (Putra et al., 2015). Im-
provement on the institutional capacity can be done through training 
the personnel (including the executives) of the involved authorities. 
Successful examples can be seen in public transport projects in China, 
which mentioned the importance of having knowledgeable staff in 
delivering policies and plans (Kogdenko, 2011; World Bank, 2011). 

7.8. Policy recommendations for mobility inequality 

After identifying the institutional design for addressing policy mis-
matches, this section performed an exercise of policy recommenda-
tions for addressing mobility inequality (Figure 7.2). Cases of mobility 
inequalities such as the marginalisation of pedestrians and gendered 
mobility (see Sections 3 and 4) call for a systemic solution, which 
consider how the policy impact transcends across scales and beyond 
the transport sector. For this exercise, the policy recommendations are 
focused on Jakarta, thus enabling identification of responsible actors 
and authorities. Each recommendation is linked to how the institutional 
design should be performed (Figure 7.2).

In Figure 7.2, policy recommendations are proposed based on the scale 
of their implementation (i.e. macro, intermediary, or micro scale) and 
the expected timeframe (i.e. short-term or less than 5 years, middle-term 
between 5-10 years, and long-term or more than 10 years). 

Policy recommendations at the macro scale:

(1) Conduct a national transport survey, with specific section focusing 
on mobility patterns and behaviour of the socially marginalised 
groups. This would allow the consideration of the transport mobility 
needs of the marginalised groups, which would serve as an input in 
the early stages of transport planning, emphasising the importance 

Figure 7.2. Policy recommendations for addressing mobility inequality
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of coordination among responsible agencies. Responsible agencies 
should have a clear distribution of authority and task delegation. 
For this, personnel (including the executives) should have sufficient 
knowledge about the transport survey and its interpretation. Train-
ing of personnel might be helpful to improve institutional capacity 
for performing the national transport survey. Possible actors and 
authorities include Statistics Bureau (BPS) as the implementing 
agency; Ministry of Transportation, Department of Transportation 
at the provincial level, National Coordinating Planning Agency 
(BAPPENAS), and the planning department at the provincial level 
as supervising agencies as well as users of the data; public transport 
operators and traffic police department as sources for data collection.

(2) Regulation for motorcycle. In Jakarta, motorcycles serve as a means 
to negotiate mobility needs of the middle-low income groups who 
cannot afford to have a car but at the same time have to deal with 
unreliable public transport services. In the Southeast Asia region, 
the use of motorcycles has improved the mobility and accessibility of 
some (Chin, 2013; Guillen and Ishida, 2004; Oshima et al., 2007), but 
at the cost of reducing the safety of others (e.g. captive pedestrians; 
see Section 4). It is therefore recommended to provide regulations, 
especially on the safety aspect, for motorcycle drivers and other 
street users. For this, coordination among responsible agencies 
should be conducted in order to have similar perception about the 
use of motorcycle in urban mobility. Regulations should be paired 
with legal instruments to facilitate enforcement. Potential regula-
tions could include vehicle ownership tax, fuel tax, and a system 
of fines for limiting purchase of vehicles or vehicle usage based on 
odd-even plates to manage the number of motorcycles in the overall 
mode-share. These taxes and fines can be used as alternative sources 
to finance transport projects. Finally, the formulation of regulation 
should be performed by agencies with sufficient institutional ca-
pacity (for in-depth insights on the consideration of motorcycles in 
Asian cities refer to Hsu et al., 2003). Possible actors and authorities 
include Ministry of Transportation and Department of Transpor-
tation at the provincial level as the implementing agencies; traffic 
police department as the law enforcer.

(3) Integration of national transport and development plans. The formu-
lation of both transport and development plans should be based on 
the transport and land use integration (Bertolini, 2017), with specific 
focus on ensuring the improvement of mobility and accessibility for 
the socially marginalised groups. This can be achieved, for instance, 

through prioritising public transport and the connectivity of pedes-
trian infrastructures throughout the city as key strategies. For this, 
coordination among different authorities across sectors serves as an 
essential factor. These plans should be supported with institutional 
structures and legal instruments in the form of a clear distribution of 
responsibilities and authority, including who will be responsible for 
supervising the implementation and performing the monitoring and 
evaluation. The institutional capacity of responsible agencies should 
be improved to ensure a smooth delivery of national transport and 
development plans. Possible actors and authorities include Ministry 
of Transportation and National Coordinating Planning Agency 
(BAPPENAS) as the implementing agencies; Statistics Bureau (BPS) 
as the source for data.

Policy recommendations at the intermediary scale:

(1) The use of people-based accessibility measurements in the transport 
master plan. This can be done, for instance, by mapping the acces-
sibility from low income neighbourhoods instead of using conven-
tional gravity model for measuring accessibility. Using people-based 
measures, a minimum threshold for mobility (and accessibility) of 
the low income group can be constructed and used in planning and 
designing transport infrastructures and services. For this, coordi-
nation among responsible agencies would be required. Training of 
policy makers, transport planners, and operating staffs would be 
advised to ensure sufficient institutional capacity to perform and in-
terpret people-based accessibility measurements. Possible actors and 
authorities include Department of Transportation and the planning 
department in each province, city, and regency as the implementing 
agencies; Statistics Bureau (BPS) as the source for data.

(2) Fare subsidy for public transport to improve transport mobility 
options for those without access to a private motorised vehicle. De-
fining how much subsidy should be given and the target group would 
require coordination and integration between different authorities 
across sectors. This would also require strong financial resources 
and legal instruments to ensure that the subsidy benefited the tar-
get group. Possible actors and authorities include public transport 
operators and Department of Transportation in each province, city, 
and regency as implementing agencies; the Revenue Management 
Office (Dinas Pendapatan Daerah) as the potential financial source; 
the planning department in each province, city, and regency as the 
supporting agencies.
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(3) The provision of park and ride (for motorcycle users). This is in 
coordination with the regulation of the use of motorcycles enacted at 
the macro scale. Here, this recommendation aims to accommodate 
motorcycle use complementary to public transit, thus encouraging 
the shift towards public transport in the future. For this, coordina-
tion and integration among responsible agencies are of importance, 
as well as institutional structures and legal instruments to ensure 
that the park and ride are utilised by the target group instead of be-
coming a wasted project. The park and ride could build community 
support by involving those who live in informal settlements to be 
hired as parking officers thereby providing additional employment 
opportunities. Generated revenue from the parking fee can be used 
to help finance the public transport fare subsidy. Possible actors and 
authorities include the planning department and Department of 
Transportation in each province, city, and regency as implementing 
agencies; public transport operators as the partner and supporting 
agency; local communities as potential parking officers.

(4) Transit-oriented development (TOD), with consideration of trans-
port patterns of the socially marginalised groups. To address mobil-
ity inequality, TOD projects should incorporate the improvement of 
the mobility options and accessibility of the marginalised group and 
the provision of affordable housing. This would require coordination 
and integration across sectors, which include transport, housing 
(and real estate), commerce, and the provision of public facilities (see 
Tan et al., 2014 for TOD strategies). Institutional structures and legal 
instruments would be of importance to ensure a clear distribution of 
responsibilities. Cooperation with private sector can be a potential 
source of funding for a TOD project. For this, personnel should be 
trained to have sufficient knowledge regarding transport and land 
use integration as well as in marketing and project management. 
Possible actors and authorities include the planning departments 
and Department of Transportation in each province, city, and re-
gency as the implementing agencies; National Housing Agency 
(Perumnas) and Department of Housing and Infrastructures in each 
province, city, and regency as the partners and supporting agencies; 
the private sector as a partner and potential financial source.

(5) Seamless public transportation within the metropolitan area. The 
provision should consider travel patterns and behaviour of the 
socially marginalised groups, for instance, by connecting pockets 
of informal settlements with employment opportunities. This is 
in coordination with fare subsidy to ensure that the marginalised 

groups can afford to use the services, and hence, improve their mo-
bility options and accessibility. A clear distribution of responsibilities, 
a secure financial means, and trained personnel are important to 
ensure a smooth day-to-day operation of public transportation. 
Possible actors and authorities include public transport operators 
as the implementing agencies, Department of Transportation and 
planning departments in each province, city, and regency as regu-
lators and supporting agencies.

Policy recommendations at the micro scale:

(1) Participation of socially marginalised groups in the planning pro-
cess should be encouraged. For example, women, children, and 
the elderly should be involved in the planning process concerning 
residential street improvements as most of them spend a consider-
able amount of their time around the house and use the residential 
streets more frequently. In comparison, the conventional planning 
process often only involves the head of the household, usually men, 
who perceive the residential street mainly as a channel of movement 
to get to work. Temporal closure of a residential street to motorised 
traffic and the shared street concept, which lead to increased street 
liveability (e.g. the superblock concept as implemented in Barcelona; 
see Rueda, 2018), might emerge from involving women, children, 
and the elderly in the planning process. Here, coordination would 
be required among responsible actors and agencies (including local 
communities). Knowledge of who is responsible for what should be 
agreed upon and understood in the early stages of the project. Train-
ing on effective communication and presentation skills, including 
the spatial visualisation techniques, can be helpful in delivering this 
policy recommendation. Possible actors and authorities include local 
communities, Department of Transportation and planning depart-
ments in each province, city, and regency as implementing agencies 
as well as sources for data; local non-governmental organisations 
(NGOs) for the advocacy function.

(2) Increase attractiveness of walking environment to provide a comfort-
able transport mobility option for those who lack access to private 
motorised vehicle. This can be done, for instance, by connecting 
streets with high potential for pedestrian movement (e.g. finetuning 
the urban grain, increasing street liveability through managing street 
food hawkers and social activities along the sidewalks, providing 
thermal comfort along the sidewalks). Here, the involvement of 
local economics such as street vendors, restaurants, cafes, and local 
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stores can be an alternative source for financing the project. Training 
of personnel should be focused on increasing network capacity 
through a communicative and collaborative planning approach. 
These should be supported by good coordination among actors 
and authorities as well as clear lines of responsibilities. Possible 
actors and authorities include local communities, Department of 
Transportation and planning departments in each province, city, and 
regency as implementing agencies as well as sources for data; street 
vendors as implementing agency and alternative financial source; 
local non-governmental organisations (NGOs) for the advocacy 
function. 

(3) Safety improvements (especially for pedestrians and public transport 
users) to create a safe environment and reduce the safety risks (e.g. 
traffic accidents, street crime) for those without access to private 
motorised vehicle. This can be done, for instance, through providing 
lighting along the sidewalks, utilising both natural surveillance 
(e.g. eyes on the street) and mechanical surveillance (e.g. public 
surveillance cameras), or creating a digital platform for reporting 
any assaults taking place in public spaces (especially for female 
pedestrians). For this, institutional capacity should be improved, 
especially to assist victims of street assaults. Possible actors and 
authorities include local communities, Department of Transporta-
tion and planning departments in each province, city, and regency 
as implementing agencies; private companies as partners; the police 
force as law enforcer.

Complementary to these policy recommendations is socio-cultural 
innovations that help in raising awareness to understand the issue of 
the marginalisation of pedestrians and gendered mobility. In Southeast 
Asia, it is often the case that transport policies and plans cannot be well 
implemented due to conflict with local culture (Pojani, 2020). For in-
stance, cases of sexual harassment in public transport are hardly reported 
as it is considered a humiliation in the Southeast Asian context. Indeed, 
women’s heightened concerns are rarely considered in the planning 
process (Ng and Acker, 2018; Turner, 2012; see also Section 4). Here, 
socio-cultural innovations through positive advertisements on walking 
and public transport (this can also be specifically targeted at women’s 
safety when using public transport) play a significant role in ensuring 
a successful implementation of policy recommendations. 

7.9. Contribution of socio-spatial approach in policy 
recommendations

In delivering policy recommendations for addressing mobility inequality, 
a socio-spatial approach can contribute in the following way:

(1) To pinpoint where the policies should be implemented or directed; 
for instance, which street segments need safety improvement the 
most and where to build park and ride facilities that would yield 
the most effective results (refer to Section 4; see Figure 7.3).

(2) To visualise the impacts of policy interventions through performing 
spatial analysis (including simulation/modelling) and providing 
discussion on how this analysis correlates to social dynamics. For 
instance, how road expansion strategy could impact transport 
mobility behaviour, such as private vehicle dependence (refer to 
Section 3). 

0 2.5 5km

400 m (5 minutes walking)
800 m (10 minutes walking)
1,200m (15 minutes walking)
1,600m (20 minutes walking)
> 1,600m (> 20 minutes walking)

Figure 7.3. Space syntax analysis indicating street segments within walking distance 
from MRT Jakarta stations
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(3) Furthermore, spatial analysis can be used to raise the spatial aware-
ness of the policy impacts on spatial structure and transport mobility 
behaviour. The use of spatial analysis as an effective means of in-
forming policy makers has been evidenced in numerous planning 
projects (see examples Pfeffer et al., 2011; 2015). This contributes to 
strengthening the coordination between different agencies across 
scales and sectors; for instance, how a transport policy at the met-
ropolitan scale affect walkability in a certain neighbourhood (refer 
to Section 3).

Figure 7.3 illustrates an example of how a socio-spatial approach 
utilises the spatial analysis of space syntax to indicate streets within 
walking distance from the mass rapid transit (MRT) line in Jakarta 
traversing major thoroughfares from Bundaran HI (central Jakarta) to 
Lebak Bulus (south Jakarta). Based on the space syntax analysis, policy 
recommendations to increase the attractiveness of a walking environ-
ment and improve pedestrian safety (refer to policy recommendations 
on Figure 7.2) can be focused on streets within 5 to 15 minutes walking 
distance. This is considering the locals’ low willingness to walk (Althoff 
et al., 2017; Leather et al., 2011). A survey on these highlighted street 
segments within walking distance should be conducted focusing on how 
people across income groups, ages, and gender use the street and utilise 
the public transport. The survey should cover the informal settlements 
(referred as kampong) that are located within walking distance from 
the MRT station and investigate how kampong’s inhabitants actualise 
their potential accessibility. For this survey, a people-based accessibility 
measurement is encouraged. 

7.10. Conclusions

This section demonstrates how an understanding of mobility inequality 
can provide a lens for identifying mismatches in transport mobility 
policies in Jakarta and Kuala Lumpur. Three policy mismatches were 
identified: (1) mismatch across scales whereby policies at different 
scales are not well-integrated, (2) mismatch in the operationalisa-
tion of concepts to indicators and implementation strategies, and (3) 
mismatch in the accountability regarding whether the implemented 
policies are used and benefited by the intended target groups. These 
policy mismatches are related to the institutional contexts of transport 
mobility in Jakarta and Kuala Lumpur, which should be improved in 
terms of coordination and integration, institutional structures and legal 
instruments, financial resources and management, and institutional 

capacity. Based on this, policy recommendations for addressing mobility 
inequality are proposed, focusing on addressing the marginalisation of 
pedestrians and gendered mobility. These recommendations, among 
others, include integrating transport and development plans as well 
as providing regulations at the macro scale; providing seamless public 
transport, TODs, and the use of people-based measurements for ac-
cessibility planning at the intermediary scale (i.e. metropolitan); and 
improving pedestrian safety, increasing the attractiveness of walking 
environment, and involving the marginalised groups in the planning 
process at the micro scale (i.e. neighbourhood). In delivering the policy 
recommendations, a socio-spatial approach can provide insights on the 
impacts of policy interventions on spatial structure across scales linked 
with the understanding of socio-cultural constructs. This approach 
can ensure integration across scales, for instance, how a metropolitan 
transport master plan affects walkability in a certain neighbourhood 
can be simulated and tested using spatial analysis such as space syntax, 
but the results should be interpreted with an understanding of local 
socio-cultural context.



SECTION 6
Conclusions

Picture: Designated parking for people with disability being taken away by motorcycles in Angke 

Station, Jakarta (source: author)

(1) Mobility inequality in the context of Southeast Asian metropolitan cities can be 
understood as disproportionate difficulties and inconveniences as experienced by 
the marginalised (i.e. captive pedestrians, especially women) in the context of daily 
travel activities in order to access key functions.

(2) The extent of mobility difficulties and inconveniences is amplified by the socio- 
spatial contexts at both metropolitan and neighbourhood scales, and occur at the 
system and individual levels.
• At the metropolitan scale, the socio-spatial contexts involve transport and land 

use policies that shape the street network and form societal values regarding 
certain modality over time indicating path dependencies. This explains car-ori-
ented policies and private vehicle dependencies that are difficult to reverse and 
can take a long time to be fixed.

• At the neighbourhood scale, the socio-spatial contexts (i.e. walking stereotypes 
and spatial configuration) influence individual mobility experiences differen-
tiated by gender and frequently used transport mode (as a proxy of income). 
The mechanism of socio-spatial interplay differs across various culture and 
geographical contexts.

The critical reflection on mobility inequality here provides theoretical contribution 
by reconciling the technical-functional perspective from transport mobility and the 
in-depth descriptive reasoning from practice mobility to fill the knowledge gap for 
understanding mobility and validates the existing theory and concepts of mobility by 
presenting empirical evidence of mobility inequality in Jakarta and Kuala Lumpur; thus, 
providing insights on the socio-spatial interplay for mobility inequality. Using cases 
from Southeast Asia as opposed to regions of developed economies, new insights and 
data is provided to fill the practical gap towards implementation.

This dissertation combined the qualitative and quantitative approaches using a mixed 
method of spatial analysis using space syntax, visual analysis of video recordings, text 
analysis of literature, in-depth interviews (transcripts), and on-street surveys (tran-
scripts), and statistical analysis of on-street surveys. This methodology offers a novel 
yet transparent combination of methods, which contributes to increase the feasibility 
of conducting such research in circumstances of limited data availability and financial 
constraints, such as in Southeast Asia. In addition, the mixed method encourages 
interdisciplinary discussion for a holistic approach to mobility inequality to gain more 
actionable insights.

This socio-spatial approach and mix of methods provides foundation for future research 
directions to better understand and resolve mobility inequality. This chapter then con-
cludes with the researcher’s personal note on her entanglement with mobility inequality.
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