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Abstract: Increasing vehicular demand has compelled decision makers to turn urban roads into
signal-free corridors (SFCs) in Lahore. These corridors aim at prioritizing car flow over other modes
and consist of various car-centric projects (CCPs), such as continuous flow intersections, grade
separation, and continuous through movement. These projects often ignore pedestrian requirements
and, thus reduce pedestrian safety. Considering the ongoing development projects in Lahore, this
study aimed at evaluating the concept of SFCs. A total of 6 existing SFCs were identified in Lahore,
which lacked basic pedestrian infrastructure. An expert survey was then conducted to understand
the purpose of creating these SFCs, their effects on pedestrians, and the way forward. The thematic
analysis regarding the purpose of creating these SFCs and their effect on pedestrians indicated
the prioritization of private cars and pedestrian safety issues as the two underlying themes. A
questionnaire survey was conducted to evaluate the perceptions of pedestrians on these two themes,
i.e., pedestrian safety and car priority. Principle component analysis extracted two components
labeled as pedestrian safety and car priority. Component scores were computed, and the three CCPs
were then compared using non-parametrical tests in terms of both these components. According
to the results, continuous flow intersections were declared to be significantly safer than continuous
through movement and grade separation, whereas continuous flow intersection was found to be
prioritizing cars over pedestrians significantly more than continuous through movement and grade
separation. Finally, policy implications were presented for practitioners.

Keywords: signal-free corridors; car-centric projects; pedestrians; continuous flow intersections;
expert survey

1. Introduction

The growing number of automobiles during the twentieth century led to government
policies aimed at redesigning cities for a seamless flow of private cars [1]. As a result,
car-centric and car-prioritized transportation planning has long been a policy for many
cities and countries worldwide [2,3]. This approach involves expanding the transportation
network, such as the construction of new roads, flyovers, underpasses, and widening
existing roads to allow cars to constantly flow through cities [4]. The car-centric policy
resulted in an unprecedented growth in the number of cars and diverted the attention of the
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relevant authorities away from active modes [5]. Furthermore, such policies may aggravate
traffic congestion instead of reducing it [6] and cause financial losses. For instance, the
economic cost of traffic congestion reached about 4% of Egypt’s GDP [7]. A study conducted
by Mao et al. [8] indicated that the congestion cost reached about 4.22% of the GDP in
Beijing in 2010. Profillidis et al. [9] estimated the total annual congestion cost for the
25 countries of the European Union, Norway, and Switzerland at approximately 1.6% of the
GDP for the year 2011. Besides congestion, car-centric transport planning has resulted in
several other negative consequences, including but not limited to increased greenhouse gas
emissions, air pollution, driver stress, road accidents, and injuries and deaths, etc. [9]. In
addition, car-centric policies make walking less attractive due to reduced comfort and safety
for pedestrians [10] and could negatively impact pedestrian accessibility [3]. Meanwhile, it
is extremely difficult to ensure the safety and efficiency of both vehicles and pedestrians on
the road [11].

It was soon realized that sustainable transport was the key to minimizing the negative
externalities caused by car-centric policies [12]. Sustainable transport can be defined as
“satisfying current transport and mobility needs without compromising the ability of future
generations to meet these needs” [13]. A sustainable transport system requires that the
movement of people and goods is provided in an environmentally, socially, and econom-
ically viable way [14]. Active modes of travel, e.g., walking and bicycling, meet these
specifications and are considered to be sustainable modes of transportation. A traditional
recommendation to achieve sustainable transport is to promote active mobility [15,16].
The advantages of active travel are manifold, such as reduction in financial losses due
to reduced congestion, reduction in greenhouse gas emissions and pollution, reduction
in road fatalities, improved health, improved equity, social cohesion, and perceptions of
security and livability [17,18]. Thus, several countries, such as the Netherlands, developed
policies to shift toward active mobility [2]. Several studies have shown that promoting
pedestrian-friendly cities requires careful consideration of aspects such as urban design
and infrastructure [19]. However, the developing countries in the Asian continent remain
far behind in promoting active mobility [20].

Like many developing countries, Pakistan has witnessed a boom in motorized trans-
port in recent years. The authorities have adopted various car-oriented policies to cater to
this increasing travel demand, which has negatively impacted the safety of pedestrians. Zia
et al. [21] reported that, in the capital city alone, pedestrians were involved in 56% of fatal
traffic accidents, contributing to 53.3% of the total fatalities over a three-year period from
2008 to 2010. The development projects in Lahore indicate a clear unwritten car-centric pol-
icy of the concerned authorities. The flow of private vehicles is being gradually encouraged
and promoted throughout the city at the expense of reduced accessibility and mobility of
other road users, particularly pedestrians. The recent car-centric projects (CCPs) include
the construction of new roads, the widening of existing roads, flyovers, and underpasses,
the introduction of frequent U-turns, continuous flow intersections, and the redesigning of
existing roundabouts and intersections, etc. The purpose of CCPs is to create signal-free
corridors (SFCs) that provide unobstructed through movement to private vehicles [22].
Such corridors encourage high vehicle speeds and maneuverability, restrict the right-of-way
for active travel, and, therefore, compromise the mobility and accessibility of bicyclists and
pedestrians [10].

The previous studies explored the impacts of isolated CCPs, such as the impact of the
construction of a flyover, an underpass, the widening of a road, etc. [23–25]. However, the
literature on the impact of SFCs created due to constructing various CCPs on pedestrians
is scarce [26,27]. Therefore, this research study is intended to fill this gap in the body of
the literature. This study aimed to evaluate the concept of SFCs via expert and pedestrian
surveys. To achieve this overall objective, first, this study defines SFCs and identifies SFCs
in Lahore. It also discusses how CCPs are constructed to create SFCs. Then, the themes
about the purpose of SFCs and their effect on pedestrians are identified via an expert survey.
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The themes identified via the expert survey are then evaluated using a pedestrian survey.
Finally, policy implications are derived.

1.1. National Transport Policy of Pakistan

For a significant amount of time since its creation in 1947, Pakistan did not have a
formal integrated national transport policy [28]. The indicators, however, pointed toward
a car-centered transport planning approach. Recently, the national transport policy of
Pakistan was approved in 2018 [29]. The transport sector was divided into several sub-
sectors, including road and urban transport. The policy directions related to road transport
state the following:

“(i) The priority for passenger transport by road will be to enhance the usage of non-
motorized transport and public transport. An increased focus will be made to the provision
of public transport services and integration to other modes. Private transport will be
considered complimentary to non-motorized transport and public transport, and will
provide reliable access to low density and remote areas”.

“(iv) Urban roads will be designed to support efficient and effective urban transport, with
priority given to non-motorized transport and public transport”.

Furthermore, the policy directions related to urban transport state the following:

“The aspiration or attraction of the use of private motor vehicles in urban areas will be
dissuaded”.

In addition, policy directions were outlined to promote the use of active modes.

“Walking and cycling networks and facilities will be developed and implemented as an
integral part of the urban streetscape and will be fully integrated with other modes to
minimize use of private motorized transport where possible”.

Other policies, such as monitoring of air quality, following the national air quality
thresholds, and limiting parking spaces to discourage private car use are also mentioned.

The policy seems to prioritize non-motorized transport, with its impacts yet to be seen.
The ongoing projects, however, still indicate an unwritten car-centric transport policy.

1.2. Study Area

In the recent past, the population of Lahore, which is the second-largest city in Pakistan,
has increased drastically [30]. According to the recent census, the estimated population
of Lahore is more than 13 million people [31]. This abrupt increase in the population of
Lahore can be attributed to the attractive educational, commercial, healthcare facilities, and
employment opportunities relative to the surrounding cities. Apart from this, Lahore has a
large economy and is a place of growing urban middle class [32]. This increased population
has led to an increase in the demand for traveling. According to an estimation, the average
increase in vehicle ownership is 17% annually [33]. The growth in vehicle ownership has
given rise to traffic congestion [32]. Since the current public transport system is not capable
enough to sustain this ever-growing demand, the pressure to improve the flow of cars
has encouraged the construction of heavy road infrastructure with little consideration for
pedestrians. In the previous few years, the government has been trying hard to extend
the road network in an attempt to mitigate traffic congestion. This is apparent from the
creation of SFCs throughout the city, encouraging the car-oriented development in Lahore.
All these reasons make Lahore a suitable candidate for this study.

1.3. Methodology

First, SFCs were defined by referring to existing literature. After defining SFCs,
detailed desk and field studies were conducted to identify the existing and potential SFCs
in Lahore. For this purpose, the relevant institutions and authorities were also consulted.

For the expert survey, transport planners and engineers belonging to various academic
and professional institutions were contacted. A short questionnaire was prepared consisting
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of only three pertinent questions. A thematic analysis was conducted to identify the
common themes behind the responses for each question.

Based on the themes identified via the thematic analysis of the expert survey data, a
questionnaire was prepared for the pedestrian survey to evaluate their perceptions about
those themes. For the pedestrian survey, three representative locations with CCPs along
three different SFCs were chosen in Lahore. It was deemed more suitable to ask the pedes-
trians about CCPs instead of directly asking them about SFCs. Initially, a descriptive
analysis of the data was conducted. Principal component analysis (PCA) was performed
to group together highly correlated variables into principal components. PCA is a widely
used method for reducing data dimensionality, which enhances data interpretability while
retaining the maximum possible information. Because the questionnaire included multiple
items to measure the underlying constructs, PCA was conducted to reduce data dimension-
ality and retain these underlying components. Two principal components emerged in this
study, hereafter referred to as factors. Factor scores were then computed for both factors.
Non-parametric statistical tests, e.g., Kruskal–Wallis and Mann–Whitney-U tests, were
performed on the factor scores to compare the CCPs in terms of the underlying factors. The
Kruskal–Wallis test is the non-parametric counterpart of one-way ANOVA. It can be used
to ascertain whether statistically significant differences exist among two or more groups
of an independent variable in relation to a continuous or ordinal dependent variable. In
this study, the grouping variable was the type of CCP, and the dependent variable was
the factor scores for the underlying factors. The purpose of performing this test was to
determine whether the perceptions of the respondents were statistically different about
three different CCPs. The Mann–Whitney U test was employed as a post hoc statistical
test to compare differences between two independent groups (i.e., two CCPs) when the
dependent variable is either ordinal or continuous (i.e., factor scores). All the analysis was
carried out using SPSS v. 20. The flowchart depicting the methodology adopted in this
research study is shown in Figure 1.
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Figure 1. Methodology adopted for this research study.

The rest of the manuscript is organized as follows. SFCs are defined, and existing SFCs
in Lahore are identified in Sections 2 and 3, respectively. Expert and pedestrian surveys are
presented in Sections 4 and 5, respectively.
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2. Defining Signal-Free Corridors

No proper definition of SFCs exists in the literature. A few studies, e.g., Kumar
et al. [26], used this term, which were explored to come up with a clear description of SFCs.
In this study, an SFC is defined as

“an arterial providing unobstructed through movement to private vehicles through the
city while compromising on the access and mobility of active modes”.

Such corridors can be created by removing any obstructions to vehicular traffic, such
as the removal of crosswalks, conversion of signalized intersections to continuous-flow
intersections, the construction of flyovers and underpasses, etc. These development projects
aim at prioritizing the car movement and are thus labeled as car-centric projects (CCPs) in
this study.

2.1. CCPs to Create SFCs

There are various CCPs that were completed in Lahore to create SFCs. Keeping in
view the pattern of the current development projects in Lahore, these CCPs can be grouped
into three broad categories: (1) converting roundabouts to continuous through movement,
(2) converting at-grade intersections to grade separation, and (3) converting signalized
intersections to continuous flow intersections, etc. The creation of an SFC may involve an
isolated CCP, a series of CCPs, or a combination of these. The common theme behind these
projects is to ensure a continuous unobstructed flow of private vehicles while compromising
accessibility and mobility of active modes, particularly pedestrians. Brief descriptions of
the three CCPs are given below.

2.1.1. Converting Roundabouts to Continuous through Movement

Under this project, the functionality of the existing roundabout is taken away, crossing
traffic is blocked, and through movement along the SFCs is allowed (Figure 2). Since there
is no conflicting traffic, the through traffic can move unimpeded, resulting in higher speeds,
which makes it difficult for pedestrians to find suitable gaps and cross the road.
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2.1.2. Converting at-Grade Intersections to Grade Separation

Under this project, grade-separated projects are implemented to allow vehicles along
the SFCs to bypass the conflicting traffic (Figure 3). Under certain conditions, such projects
may help achieve various objectives, such as a reduction in congestion, travel time, and total
emissions [34]. However, they give rise to complex geometries and scenarios for pedestrians.
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Figure 3. A schematic diagram showing conversion of at-grade intersections to grade separation:
(a) before conversion; and (b) after conversion.

2.1.3. Converting Signalized Intersections to Continuous Flow Intersections

Under this project, traffic signals are typically removed from existing signalized
intersections, the crossing conflicts are removed by merging the crossing traffic with the
traffic of SFCs, and U-turns are provided at a certain distance from the intersection to allow
for the crossing traffic to complete their crossing (Figure 4). This increases the travel time
for the crossing traffic. Road width needs to be increased where U-turns are provided. The
increased number of lanes, complex traffic flow patterns, and continuously flowing traffic
make it difficult for pedestrians to cross the road and increase the chances of crashes.
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3. Identifying Signal-Free Corridors in Lahore

Various SFCs were created in Lahore, and several others are in the pipeline. Figure 5
shows the currently existing SFCs in Lahore. A total of six SFCs were identified in the city.
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The longest SFC at the moment is Canal Road, which is 22 km long, followed by Ferozepur
Road (17.5 km). As explained earlier, these SFCs are created by initiating various CCPs.
Three different CCPs, along with three different SFCs, were chosen as case studies whose
description is given in Table 1. Figures 6–8 show the before and after designs of the CCPs
at the three representative locations (source: Google Earth). Furthermore, Table 1 shows
the comparison of these designs in terms of their pedestrian-friendliness. Figure 9 shows
Jail Road SFC created as a result of constructing various CCPs, which primarily comprised
continuous intersections. There is clearly a lack of pedestrian crossing facilities. The
pedestrian overhead bridges are located fairly away from the intersections. The crossing
width is quite long in all the CCPs.
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Table 1. Details of the three representative locations with different CCPs.

Location Liberty Roundabout (CCP-1) Kalma Chowk (CCP-2) Jail-Canal Intersection (CCP-3)

CCPs Converting roundabouts to
continuous through movement

Converting at-grade intersections
to grade separation

Converting signalized
intersections to continuous flow

intersections
SFC Main Boulevard Gulberg Ferozepur Road Jail Road
Crosswalk existence 8 # 8
Overhead pedestrian bridge 8 8 8
Sidewalk 8 8 8
Pedestrian underpass 8 8 8
Pedestrian signal 8 8 8
Maximum number of lanes 15 14 9
Distance to the nearest overhead
pedestrian bridge (meters) 570 370 280

Maximum crossing width,
including median (meters) 135 82 55

Minimum crossing width (meters) 45 55 40

8 No, # Partial.
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Figure 6. Liberty Roundabout conversion along Main Boulevard Gulberg SFC (CCP-1): (a) before 
conversion in 2014; and (b) after conversion in 2022. Figure 6. Liberty Roundabout conversion along Main Boulevard Gulberg SFC (CCP-1): (a) before

conversion in 2014; and (b) after conversion in 2022.
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2011; and (b) after conversion in 2020. 
Figure 7. Kalma Chowk conversion along Ferozepur Road SFC (CCP-2): (a) before conversion in
2011; and (b) after conversion in 2020.
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Figure 8. Jail-Canal Intersection conversion along Jail Road SFC (CCP-3): (a) before conversion in
2014; and (b) after conversion in 2022.
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intersections).

4. Expert Survey

The purpose of conducting an expert survey was to gain a critical understanding of the
purpose and effects of creating SFCs and extracting the underlying themes. Expert surveys
are useful to understand difficult issues, particularly where limited empirical evidence
is available. Expert surveys are widely used in the field of transportation planning and
engineering [35,36].

4.1. Questionnaire Preparation and Administration

The questions are kept short, concise, and in limited quantity for the sake of brevity.
The participants were informed about the use of the data and that the responses will be
kept anonymous. Keeping in view the objectives of this study, three questions were asked
of each expert: (1) How do signal-free corridors affect pedestrians? (2) What is the aim
of creating signal-free corridors? (3) Given that signal-free corridors have already been
developed, what is the way forward for pedestrian access and mobility?

The participants were mainly transportation engineers, planners, and academics
working in various governmental and non-governmental organizations with relevant
expertise. The participants were contacted via social media and personal contacts using a
non-probability convenience sampling approach. Further, some targeted participants also
recommended their colleagues who could participate in the survey based on their expertise.
A total of 10 interviews were conducted. Considering that the sample may be classified as
elite, the sample size is adequate and can provide valuable insights [37]. Each interview
took about 5 to 8 min. The interviews were conducted via social messaging apps during
the month of May in 2022.

The sample was male dominated, as there was only one female participant. Most
of the respondents were currently working in Lahore, while the others had experience
working for several years in Lahore. The characteristics of the participants are shown in
Table 2.
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Table 2. Details of the participants contacted for the expert survey.

Respondents Gender Organization

R1 Female Department of Transportation Engineering and Management, University of
Engineering and Technology Lahore

R2 Male Department of Transportation Engineering and Management, University of
Engineering and Technology Lahore

R3 Male Traffic Engineering and Transport Planning Agency (TEPA), Lahore
Development Authority (LDA)

R4 Male Traffic Engineering and Transport Planning Agency (TEPA), Lahore
Development Authority (LDA)

R5 Male Punjab Safe Cities Authority

R6 Male Regional Transport Authority

R7 Male Transport Department, Government of the Punjab

R8 Male University of Management and Technology, Lahore

R9 Male The NFC Institute of Engineering and Fertilizer Research, Faisalabad, Punjab

R10 Male Lahore Parking Company

4.2. Thematic Analysis

The data was analyzed using thematic analysis, which is a qualitative technique iden-
tifying, analyzing, and reporting themes in the data. The thematic analysis was conducted
using a six-step approach as described in Braun and Clarke [38]: Step 1: Familiarizing with
data; Step 2: Generating initial coding; Step 3: Searching for themes; Step 4: Reviewing of
themes; Step 5: Defining and naming of themes; and Step 6: Reporting the findings. Three
core themes emerged after performing the coding process on the responses obtained for the
three questions. The themes derived from the responses obtained for the first and second
questions were pedestrian safety and car priority, respectively. Interestingly, the themes
derived from the responses to the third question differed and were labeled as a policy shift.
An overview of the themes is presented below.

4.2.1. Pedestrian Safety

Responding to the first question, the experts mainly highlighted the adverse effects of
SFCs on pedestrian safety.

“R: Smooth but fast traffic stream can be fatal for pedestrians when they cross roads,
especially when no safety measure is adopted”.

“R: Signal free corridors adversely affect pedestrian safety. Signal free corridor cause
continuous and high-speed traffic stream and make it extremely difficult for pedestrians
to cross the road. Moreover, severity of accidents tends to be more fatal as compared to
signalized corridors”.

“R: Signal free corridors adversely affect pedestrian safety while crossing the road”.

“R: In signal free corridors, usually it is risky for pedestrians to cross the roads because of
absence of proper infrastructure for crossing”.

“R: I believe signal-free corridors hinder pedestrian accessibility on the roads of Lahore.
In the absence of crossing opportunities, pedestrians attempt to cross the road through
heavy and speedy traffic resulting in reduced pedestrian safety”.

4.2.2. Car Priority

Responding to the second question, the experts primarily mentioned the priority given
to cars while creating SFCs.
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“R: The aim of developing signal-free corridors was to improve traffic flow in the city and
facilitate vehicles to avoid long queues at intersections”.

“R: The aim of creating signal-free corridors is to reduce travel times, delays, and improve
level of service for vehicles”.

“R: The aim of creating signal-free corridors is to provide better mobility of vehicles and
lesser delays at intersections”.

“R: Signal-free corridors are created to avoid long queues of cars at intersections”.

4.2.3. Grade Separation

In response to the third question, some experts suggested grade-separated solutions
for pedestrians along SFCs.

“R: A grade separated pedestrian crossing infrastructure be provided for the safety of
pedestrians”.

“R: The pedestrian safety in such cases can be assured with the provision of foot bridges and
underground crossing for pedestrian. The foot bridges need to be equipped with elevators”.

“R: For pedestrian access and mobility, proper pedestrian bridges need to be constructed
at busiest sections of road especially in front of hospitals and educational centers”.

“R: One way is to provide overhead or underground pedestrian bridge”.

4.2.4. Policy Shift

Some experts, while responding to the third question, criticized the current policy of
developing SFCs. They hinted at adopting a policy shift where pedestrians are properly
taken care of while designing roads.

“R: Pedestrian inconvenience makes the overhead bridges/underpasses provided along
signal free corridors a ridiculous alternative to safe crossings at road level. These are
under-utilized for the trouble it puts pedestrians in, particularly the elder people, families
with infant, people carrying luggage and people with disability. Safe and secure at-grade
crossing facility is the only way forward for pedestrians to carry out their activities
without any nuisance”.

“R: Provide pedestrian crossing facilities at regular intervals especially in front of hospi-
tals, schools, etc. considering handicaps also”.

“R: Restoration of signal-controlled corridors”.

“R: The only way forward is to improve the accessibility of pedestrians on the roads
and make them feel safe (friendly roads for pedestrians). This is only possible if cohesive
transport planning is carried out and concrete policy directions from the experts are
incorporated into road design”.

5. Pedestrian Survey

SFCs improve vehicle flow while impeding pedestrian mobility. Therefore, it is
important to understand the perceptions of pedestrians about SFCs. For this purpose,
a pedestrian survey was conducted at three different CCPs along three different SFCs. The
details of the pedestrian survey are given below.

5.1. Questionnaire Development and Administration

A questionnaire was prepared to keep in view the themes identified during the
thematic analysis conducted on the data obtained via the expert survey. The first part
included questions related to the socioeconomic and demographic characteristics of the
respondents. The second part included various items aimed at measuring pedestrian safety
and car priority. The two themes, i.e., grade separation and policy shift, identified via
the responses to the third question, were omitted from the pedestrian survey since those
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were related to the policy implementation and were not in the public domain. The first
section of Part 2 of the questionnaire aimed at determining the perceptions of pedestrians
about the safety aspects of these CCPs creating SFCs. The second section of Part 2 of the
questionnaire aimed at determining the perceptions of pedestrians about whether or not
these CCPs are aimed at prioritizing car movement. Both sections of Part 2 consisted of
various 5-point Likert scale items.

A team of surveyors was hired to conduct the survey at the desired locations. The team
was properly briefed before the commencement of the survey. A number of 250 responses
were obtained from each location, resulting in a total of 750 complete useable responses. All
the responses were kept anonymous. The survey was conducted from 9 May 2022 to 21 May
2022 at the three CCPs shown in Table 1 and Figure 10.
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Figure 10. Locations of the CCPs where pedestrian survey was conducted.

5.2. Descriptive Statistics

The sample was male dominated since the working population of women is compara-
tively small in Lahore and thus, a lower road crossing population. The answer to crossing
frequency indicated that several pedestrians would cross at these CCPs if proper pedestrian
infrastructure were provided. In terms of age, the sample was skewed toward the younger
population. Further details of the sample are given in Table 3.
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Table 3. Summary of the pedestrian survey data.

Variable Category Frequency Percentage

Gender
Male 600 80.0
Female 150 20.0

Age

18–29 375 50.0
30–39 248 33.1
40–49 68 9.1
50–64 42 5.6
>64 17 2.3

Education level

Primary School 77 10.3
High School 85 11.3
College 134 17.9
Bachelor’s 334 44.5
Master’s and Above 120 16.0

Profession

Student 122 16.3
Business 80 10.7
Government Employee 194 25.9
Private Employee 289 38.5
Other 65 8.7

How often do you cross at this location?

Less than once a week 295 39.3
1–2 times a week 160 21.3
3–4 times a week 130 17.3
5–6 times a week 106 14.1
7 or more times a week 59 7.9

How often would you cross at this location if proper
pedestrian infrastructure is provided?

Less than once a week 108 14.4
1–2 times a week 170 22.7
3–4 times a week 257 34.3
5–6 times a week 126 16.8
7 or more times a week 89 11.9

5.3. Principal Component Analysis (PCA)

PCA with Varimax rotation was conducted to group the highly correlated variables
into principal components for further analysis (Table 4). PCA brought out two principal
components, also referred to as factors in this text, and explained about 51.494% of the total
variance. The factors explained about 31.778% and 19.716% of the variance, respectively.
A factor loading cut-off of 0.4 was used [39]. KMO’s measure of sampling adequacy was
satisfactory (=0.716). Bartlett’s test of sphericity was significant (<0.001). The determinant
was 0.427. The factor scores for both factors were computed. The Cronbach alpha values
for the factors were 0.592 and 0.644, respectively. These alpha values are satisfactory [40] in
social sciences; however, values greater than 0.7 are more desirable.

Table 4. Results of principal components analysis with Varimax rotation.

Factor

Pedestrian Safety Car Priority

Vehicular traffic is high. 0.716

It takes a long time to cross the road. 0.683

Vehicular speed is high. 0.652

It is difficult to cross the road. 0.614

The design increases the crash propensity for pedestrians. 0.763

Signal-free roads are aimed at facilitating the car owners only. 0.756

Signal-free roads encourage speedy drivers. 0.746

5.4. Comparison of the CCPs

The Kruskal–Wallis test indicated a significant difference between the factor scores
for the three locations, indicating that different CCPs have different influences on pedestri-



Sustainability 2023, 15, 14480 16 of 22

ans’ perception of pedestrian safety (χ2 = 89.289, p < 0.001) and car priority (χ2 = 22.088,
p < 0.001). Additional post hoc tests (Mann–Whitney-U) were conducted to identify the
differences between perceptions about the three CCPs. The Bonferroni correction (alpha/n)
was applied to reduce Type-I errors. In this particular case, alpha and n were set as 0.05
and 3, respectively. Hence, the new significance level is 0.017. The results of the Mann–
Whitney-U tests comparing all three CCPs in terms of pedestrian safety and car priority are
shown in Figures 11 and 12, respectively.
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Figure 11. Results of Mann–Whitney-U tests comparing the three CCPs in terms of pedestrian safety:
(a) Continuous Flow Intersection is perceived to be significantly safer than grade separation (U = 17,872.50,
p < 0.017); (b) Continuous Flow Intersection is perceived to be significantly more safe than continuous
through movement (U = 18,530.00, p < 0.017); (c) No significant difference between the perceptions about
pedestrian safety at grade separation and continuous through movement (U = 27,965.50, p > 0.017).
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Figure 12. Results of Mann–Whitney-U tests comparing the three CCPs in terms of car priority:
(a) Continuous Flow Intersection is perceived to be prioritizing cars significantly more than grade
separation (U = 25,235.50, p < 0.017); (b) Continuous Flow Intersection is perceived to be prioritizing
cars significantly more than continuous through movement (U = 24,202.00, p < 0.017); (c) No significant
difference between the perceptions about car priority at grade separation and continuous through
movement (U = 30,494.50, p > 0.017).
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5.5. Crossing Frequency

The respondents were also asked about their current crossing frequency and their
future crossing frequency if the crossing facilities are improved at these CCPs. A Sankey
diagram was plotted to visualize how pedestrian crossing frequencies would change at
the CCPs if proper pedestrian facilities were provided in the future (Figure 13). It is ev-
ident that pedestrians are more likely to cross at these locations once improvements are
made. As expected, the Mann–Whitney-U test indicated that the expected crossing fre-
quency at the CCPs in the future is significantly higher than the current crossing frequency
(U = 204,667.50, p < 0.001).
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6. Discussion and Policy Implications

SFCs are being created throughout Lahore to meet the growing demand of private vehi-
cles. An SFC may contain various CCPs located anywhere along its length. Recently, several
CCPs were completed, which can be categorized into three broad categories: (1) conversion
of roundabouts to continuous through movement, (2) conversion of at-grade intersections to
grade separation, and (3) conversion of signalized intersections to continuous flow intersections.
These CCPs aim at serving private vehicles and generally ignore the requirements of active
mobility. As a result, unsafe circumstances arise at such locations for pedestrians.

There was a lack of an integrated transport policy in Pakistan, which was recently
filled by a national transport policy approved in 2018. The policy outlines the directions
aimed at prioritizing active mobility; however, it is too soon to reap its benefits. On the
contrary, the recent completion and launch of new CCPs indicate an unwritten car-oriented
transport policy. These CCPs create SFCs that negate several policy directives mentioned
in the national transport policy.

Considering the expanding network of SFCs in Lahore and the fact that limited
literature exists on the adverse effects of these SFCs on pedestrians, this study aimed to fill
this research gap. Initially, SFCs and CCPs were properly defined. Then, the existing SFCs
in Lahore were identified via desk and field studies. A total of 6 SFCs were identified in
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the city, whose lengths varied from 4.10 km to 22 km. Each SFC consisted of various CCPs.
Further, a detailed study of these SFCs indicated that all these SFCs lacked basic pedestrian
infrastructure. It must be highlighted that several of these SFCs pass through famous
market areas where pedestrian demand is significant. For example, the Main Boulevard
Gulberg (an SFC) passes through a big electronics market. However, there are no at-grade
pedestrian crossings.

An expert survey was then conducted to understand the purpose of creating these
SFCs, their effects on pedestrians, and the way forward. Ten transport planners and
engineers with relevant expertise from various organizations were interviewed for data
collection. The collected data was analyzed using a qualitative approach known as thematic
analysis, which helped extract the themes behind the primary questions asked during the
interviews. The theme regarding the purpose of creating these SFCs was the prioritization of
private cars, while the theme behind the effects of these SFCs on pedestrians was pedestrian
safety. Two themes were extracted for the way forward, which seemed contradictory. The
first theme was grade separation, and the second was policy shift. Regarding grade
separation, several studies reported that overhead bridges are inconvenient for pedestrians,
especially for pregnant women, sick people, old population, and physically challenged
individuals [41]. In addition, the location of the overhead of overhead bridges may also
affect their utilization rate [42]. It was shown in this study that the overhead bridges
are located quite far from CCPs. The provision of escalators may increase the utilization
rate [43]; however, this solution seems implausible considering the current energy shortage
issues in Pakistan. Hence, the reasonable solution seems to be the policy shift. Since the
national transport policy was already approved, the way forward now is to implement this
policy to prioritize non-motorized transport.

Since active modes are the direct affectees of these SFCs, it is important to understand
their point of view. Bicycle volume is very low in Lahore; therefore, only pedestrians were
targeted in this study. A questionnaire survey was conducted to evaluate the perceptions
of pedestrians about the two themes identified via the expert survey, i.e., pedestrian safety
and car priority. The survey was conducted at three CCPs located along three different
SFCs. Principle component analysis helped extract two components labelled pedestrian
safety and car priority. Component scores were computed, and the three CCPs were then
compared using non-parametrical tests in terms of both these components. It was found
that continuous flow intersections were declared to be significantly safer than continuous
through movement and grade separation. It can be attributed to the fact that continuous
flow intersections contain U-turns for vehicles where they typically slow down, allowing
sufficient gaps for pedestrians to cross the road. In addition, there are multiple medians in
such designs where pedestrians can take refuge. However, in the case of continuous through
movement, there are a huge number of lanes where vehicles move at a high speed, making
the location unsafe for pedestrian crossings. Similarly, grade separations may be considered
complex locations, which may be unsafe for pedestrians and lead to crashes [44,45]. On
the other hand, it was found that continuous flow intersections were found to prioritize
vehicular traffic over pedestrians significantly more than continuous through movement
and grade separation. It is reasonable since continuous through movement presents a
scenario similar to a through road, and the construction of flyovers has been an old practice,
whereas continuous flow intersections are unusual and complex in their layout; therefore,
pedestrians perceive such projects as unusually special treatment for meeting vehicular
demand.

6.1. Policy Implications

As the results of the expert survey depict, the construction of SFCs is not pedestrian-
friendly. They increase the speed of the vehicles and hinder pedestrian accessibility. This
increased speed, coupled with high traffic volumes, can make the roads increasingly hostile
to pedestrians and may lead to crashes. It can be seen clearly from the design of CCPs that
they are discouraging and not well designed for the accessibility of pedestrians. These
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poor designs are predictably deadly in urban areas where pedestrians feel the need to cross
the roads. Such designs are being continuously followed, especially in the developing
regions where the decision making is sometimes carried out on a political basis without
fully considering or even including the feedback from the experts [28]. While in some
countries such as Italy, Japan, and Norway, the peers have worked hard to improve the
safety of pedestrians, and it has yielded significant improvements [46], the statistics show
that the rate of fatalities or crashes is much higher in the developing regions as compared
with the developed countries [47]. Therefore, there is an urgent need to increase awareness
among the decision makers to play an active role in the propagation of designs that are safe
for pedestrians and discourage the expansion of road networks.

6.1.1. Safe System Approach

The absence of an integrated transport policy for several decades indicates a great need
to adopt a Safe System Approach (SSA) where the holistic feedback from the designers,
local and federal transport planning agencies, academics, and active participants should
be included, and their agreed upon suggestions and recommendations be considered for
formulating transport policies. Hence, SFCs must be evaluated from vehicle as well as
pedestrian viewpoint. Such measures require the identification of the function of the road at
the planning stage, and both expert as well as users’ opinions should be taken into account
before construction. As highlighted in several previous studies, active travel modes are
being discouraged due to concerns about road traffic accidents, particularly in developing
countries [48]. SSA has the potential to address the safety issue of users on the road and
can reduce the vulnerability and fallibility of pedestrians on high-speed SFCs.

6.1.2. Implementation of National Transport Policy

The current development of CCPs indicates that the transport policy of Pakistan
discussed in Section 1.3 and other similar policies are only prepared for documentation
purposes. Their implementation remains a challenge. Despite the policy directives aiming
at promoting active mobility, cars remain one of the most dominant and encouraged modes
of transport in Lahore. This reflects the poor commitment to the implementation of the
national transport policy and, as a result, poor and unsafe accessibility of pedestrians on
the roads. The implementation of the national transport policy in true letter and spirit
may result in pedestrian prioritization. The implementation of sustainable strategies that
promote active mobility (instead of accessibility) can stimulate the greater portion of the
population to adopt active transport as their first mode of choice, especially in urban
regions. One of the case studies of the Aberdeen city [49] can be successfully implemented
in Lahore if tailored according to the local contexts considering the socio-cultural factors.
However, it is to be noted that transferring the whole policy package may not be feasible
and thus, a thorough evaluation and analysis of the local traffic environment propagated
by the socio-cultural factors should be conducted at the planning stage.

6.1.3. Well-Connected and Accessible Roads

As evident from the theme identified via the expert survey, a policy shift is needed
where pedestrian accessibility is improved. The new roads should be shifted from “well-
connected” to “well-connected and accessible roads”, where pedestrians can move around
easily while feeling safe. The provision of at-grade signalized pedestrian crossing at
intersections with higher pedestrian use is among the viable options. Another effective way
in this regard is to reduce the speed of vehicles. A person who is hit by a car at 35 mph is
likely to die, with a probability of five times higher than a person hit by a car at 20 mph [50].
This accessibility-based approach should be prioritized over a mobility-based approach,
which in turn would regulate the design choices and prioritize pedestrians over vehicles. It
is a well-established fact that pedestrians weigh the costs and risks when choosing how
to cross the road. It was observed that pedestrians do not prefer the use of overhead or
underground bridges, especially if the origin and destination of crossing do not match
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the desired point of access and detours are needed in order to use them. In this case, the
provision of the at-grade signalized intersections is a viable and attractive option, but
strong measures should be imposed for the discouragement of jaywalking along SFCs if
they are necessary.

6.1.4. Safer CCPs

As understood from the pedestrian survey, certain CCPs were safer for pedestrians than
others. Further, revealed preference data about pedestrian behavior must be collected at such
locations to ensure their safety for pedestrians, and recommendations should be incorporated
in the planning stage of the road infrastructure before the actual construction of these SFCs.
In addition, safety audits conducted for new and already constructed roads by road safety
experts could be used to evaluate the projects not only in terms of driver safety aspects but
from pedestrian perspectives as well. These recommendations will not only help urban and
transport planners to devise sustainable and safe road infrastructure, but rather they can also
offer to reduce the impact of cost-related variables in the construction of new corridors in the
city. If inevitable, in the case of extreme necessity, these relatively safer designs should be
implemented rather than those CCPs that compromise pedestrian safety.

7. Conclusions

Due to the increasing demand for traveling and motorized transport, governments
around the world are trying to make necessary modifications to the existing transportation
infrastructure to accommodate the travel demand. In Pakistan, the authorities focused
on creating signal-free corridors (SFCs), which adversely affect pedestrians’ safety on
roads. These corridors aim at prioritizing car flow over other modes and consist of various
car-centric projects (CCPs) such as continuous flow intersections, grade separation, and
continuous through movement. These projects often ignore pedestrian requirements and
thus reduce pedestrian safety.

In this research study, expert and pedestrian surveys were conducted to explore the
purpose of creating SFCs and their effects on pedestrians. The thematic analysis of the
expert survey data indicated that the primary purpose of creating these SFCs is car priority,
and their consequences include negative effects on pedestrian safety. After the expert survey,
three CCPs, i.e., continuous flow intersections, continuous through movement, and grade
separation, were identified along different SFCs to explore the perceptions of users on car
priority and pedestrian safety. According to the results, continuous flow intersections were
declared to be significantly safer than continuous through movement and grade separation,
whereas continuous flow intersection was found to be prioritizing cars over pedestrians
significantly more than continuous through movement and grade separation. Based on
the findings of the research study, four policy measures are proposed for improving the
safety of pedestrians on such corridors: safe system approach, implementation of National
Transport Policy, well-connected and accessible roads, and safer CCPs. It is expected that
if these policies are implemented in both their true letter and spirit, they can improve
pedestrian safety along such corridors. Therefore, this research study provides valuable
insights for improving pedestrian safety along such corridors for the policymakers and
decision makers.

This study has some limitations. For example, one limitation of this study is the lower
representation of older pedestrians. Moreover, there is a possibility that certain pedestrians
may not be fully informed about their rights, pedestrian safety standards, and regulations.
Consequently, their perceptions of pedestrian safety in a car-oriented project may not
accurately align with the actual safety concerns associated with that project.

Author Contributions: Conceptualization, M.A., N.A. and M.A.J.; methodology, M.A., N.A., M.A.J.,
C.D. and M.W.A.; software, M.A.; formal analysis, M.A.; investigation, M.W.A.; data curation, M.A. and
M.W.A.; writing—original draft preparation, M.A., N.A., M.A.J., C.D. and M.W.A.; writing—review and
editing, M.A., N.A., M.A.J., C.D. and M.W.A.; visualization, M.A. All authors have read and agreed to
the published version of the manuscript.



Sustainability 2023, 15, 14480 21 of 22

Funding: This research received no external funding.

Institutional Review Board Statement: Ethical review and approval were waived for this study due
to this study being a non-interventional study that did not involve biological human experiments
and patient data. In addition, this study was completely voluntary and non-coercive, and responses
remain anonymous.

Informed Consent Statement: Informed consent was obtained from all subjects involved in the
study.

Data Availability Statement: Not applicable.

Conflicts of Interest: The authors declare no conflict of interest.

References
1. Sheller, M.; Urry, J. The City and the Car. Int. J. Urban Reg. Res. 2000, 24, 737–757. [CrossRef]
2. Verlaan, T. Mobilization of the Masses: Dutch Planners, Local Politics, and the Threat of the Motor Age 1960-1980. J. Urban Hist.

2021, 47, 136–156. [CrossRef]
3. Matos, B.; Lobo, C. The Barrier Effect and Pedestrian Mobility/Accessibility on Urban Highways: An Analysis Based on the Belo

Horizonte/Minas Gerais/Brazil Ring Road. Sustainability 2023, 15, 3408. [CrossRef]
4. Reichow, H.B. Die autogerechte Stadt–Ein Weg aus dem Verkehrs-Chaos [The Car-Friendly City–A Way out of the Traffic Chaos]; Otto

Maier Verlag: Ravensburg, Germany, 1959.
5. Hickman, R.; Banister, D. Transport, Climate Change and the City; Routledge: London, UK, 2014.
6. Rahman, M.L.; Baker, D.; Rahman, M.S.U. Modelling induced travel demand in a developing country: Evidence from Dhaka,

Bangladesh. Transp. Res. Procedia 2020, 48, 3439–3456. [CrossRef]
7. El-Kadi, A.W. Suggested Solutions for Traffic Congestion in Greater Cairo. J. Sustain. Dev. 2013, 6, 105. [CrossRef]
8. Mao, L.Z.; Zhu, H.G.; Duan, L.R. The social cost of traffic congestion and countermeasures in Beijing. Sustain. Transp. Syst. Plan

Des. Build Manag. Maint. 2012, 68–76. [CrossRef]
9. Profillidis, V.A.; Botzoris, G.N.; Galanis, A.T. Environmental effects and externalities from the transport sector and sustainable

transportation planning–A review. Int. J. Energy Econ. Policy 2014, 4, 647–661.
10. Alwan, K.H.; Hadi, D.W. Measuring pedestrian quality standards: A case study of Al-Khourng walkway and Al-Rawan Street. In

IOP Conference Series: Earth and Environmental Science, Proceedings of the Prospects of Sustainability of Planning and Cities, Baghdad,
Iraq, 16–17 December 2020; IOP Publishing: Bristol, UK, 2021; Volume 754, p. 012024.

11. Haq, M.T.; Molan, A.M.; Ksaibati, K. Evaluating pedestrian service of the new super diverging diamond interchange on three
case study sites in Denver, Colorado. Sustainability 2022, 14, 16929. [CrossRef]

12. Nijkamp, P. Roads toward environmentally sustainable transport. Transp. Res. Part A Policy Pract. 1994, 28, 261–271. [CrossRef]
13. Black, W.R. Sustainable transportation: A US perspective. J. Transp. Geogr. 1996, 4, 151–159. [CrossRef]
14. WCED World commission on environment and development. Our Common Future 1987, 17, 1–91.
15. Commission of the European Communities. Green Paper: Towards a New Culture for Urban Mobility; Commission of the European

Communities: Luxembourg, 2007.
16. Santos, J.C.D.; Ribeiro, P.; Bento, R.J.S. A Review of the Promotion of Sustainable Mobility of Workers by Industries. Sustainability

2023, 15, 8508. [CrossRef]
17. Adriazola-Steil, C.; Ohlund, H.; El-Samra, S.; Targa, F.; Zayas, G. Investing for Momentum in Active Mobility; World Bank:

Washington, DC, USA, 2021.
18. Mansoor, U.; Kashifi, M.T.; Safi, F.R.; Rahman, S.M. A review of factors and benefits of non-motorized transport: A way forward

for developing countries. Environ. Dev. Sustain. 2022, 24, 1560–1582. [CrossRef]
19. Fonseca, F.; Papageorgiou, G.; Tondelli, S.; Ribeiro, P.; Conticelli, E.; Jabbari, M.; Ramos, R. Perceived walkability and respective

urban determinants: Insights from Bologna and Porto. Sustainability 2022, 14, 9089. [CrossRef]
20. Leather, J.; Fabian, H.; Gota, S.; Mejia, A. Walkability and Pedestrian Facilities in Asian Cities: State and Issues; ADB Sustainable

Development Working Paper Series; ADB: Manila, Philippines, 2021.
21. Zia, Y.; Sabir, M.; Saeed, I.U. Pedestrian injuries and fatalities by patterns in reported road traffic crashes--Islamabad. JPMA. J.

Pak. Med. Assoc. 2014, 64, 1162–1165.
22. Haque ul, N.; Rizwan, M. PIDE Urban Monograph Series No. 2: Rethinking Mobility (Urban Transport Policy) in Pakistan.

Pakistan Institute of Development Economics (PIDE). 2020. Available online: https://pide.org.pk/pdf/Urban-Monograph-
Series-2.pdf (accessed on 27 March 2023).

23. Arefin, S.; Rashid, T.; Habib, D. Infrastructural Development and Vulnerabilities: A Sociological Study of Two Selected Flyovers
in Dhaka City, Bangladesh. Open J. Soc. Sci. 2019, 7, 18–29. [CrossRef]

24. Maji, A.; Maurya, A.K.; Nama, S.; Sahu, P.K. Performance-based intersection layout under a flyover for heterogeneous traffic. J.
Mod. Transp. 2015, 23, 119–129. [CrossRef]

https://doi.org/10.1111/1468-2427.00276
https://doi.org/10.1177/0096144219872767
https://doi.org/10.3390/su15043408
https://doi.org/10.1016/j.trpro.2020.08.108
https://doi.org/10.5539/jsd.v6n11p105
https://doi.org/10.1061/9780784412299.0010
https://doi.org/10.3390/su142416929
https://doi.org/10.1016/0965-8564(94)90002-7
https://doi.org/10.1016/0966-6923(96)00020-8
https://doi.org/10.3390/su15118508
https://doi.org/10.1007/s10668-021-01531-9
https://doi.org/10.3390/su14159089
https://pide.org.pk/pdf/Urban-Monograph-Series-2.pdf
https://pide.org.pk/pdf/Urban-Monograph-Series-2.pdf
https://doi.org/10.4236/jss.2019.77003
https://doi.org/10.1007/s40534-015-0072-4


Sustainability 2023, 15, 14480 22 of 22

25. Rasel, A.; Huda, N.; Barua, L. Traffic Characteristics on Moghbazar-Mouchak Flyover. In Proceedings of the 4th International
Conference on Civil Engineering for Sustainable Development (ICCESD 2018), Khulna, Bangladesh, 9–11 February 2018; Volume
2018.

26. Kumar, R.; Ali, M.S.; Ahmed, A. An appraisal of signal free corridor in Karachi via empirical study of road accidents and
pedestrian movement concerning road crossing. In Proceedings of the IEDC, Karachi, Pakistan, 1–3 July 2010.

27. Zubair, S.; Kazm, J.H.; Ali, S.S.; Jooma, R.; Akhtar, Z. Impacts of signal free corridors on the incidence of road traffic accidents in
Karachi. J. Basic Appl. Sci. 2015, 11, 244. [CrossRef]

28. Hyder, A.A.; Ghaffar, A.A.; Sugerman, D.E.; Masood, T.I.; Ali, L. Health and road transport in Pakistan. Public Health 2006, 120,
132–141. [CrossRef]

29. Planning Commission. National Transport Policy of Pakistan; Ministry of Planning, Development & Reform Government of Pakistan:
Islamabad, Pakistan, 2018. Available online: https://www.pc.gov.pk/uploads/downloads/policy.pdf (accessed on 27 March
2023).

30. Britannica. Lahore, Pakistan. 2021. Available online: https://www.britannica.com/art/Akbar-period-architecture (accessed on
25 May 2022).

31. World Population Review. Lahore’s Population 2021. Available online: https://worldpopulationreview.com/world-cities/
lahore-population (accessed on 25 May 2022).

32. Tahir, N. Lahore’s Economy: Rs. 1 Trillion and Growing. Dawn. 2018. Available online: https://www.dawn.com/news/1382881
(accessed on 25 May 2022).

33. JICA. Lahore Urban Transport Master Plan in the Islamic Republic of Pakistan, Final Report Volume I and II, March. 2012.
Available online: http://libopac.jica.go.jp (accessed on 25 May 2022).

34. Goyal, S.K.; Goel, S.; Tamhane, S.M. Assessment of environmental benefits of flyover construction over signalized junctions: A
case study. Environ. Monit. Assess. 2009, 148, 397–408. [CrossRef]

35. Liu, N.; Nikitas, A.; Parkinson, S. Exploring expert perceptions about the cyber security and privacy of Connected and Au-
tonomous Vehicles: A thematic analysis approach. Transp. Res. Part F Traffic Psychol. Behav. 2020, 75, 66–86. [CrossRef]

36. Zhang, J.; Hayashi, Y.; Frank, L.D. COVID-19 and transport: Findings from a world-wide expert survey. Transp. Policy 2021, 103,
68–85. [CrossRef] [PubMed]

37. Baker, S.E.; Edwards, R.; Doidge, M. How Many Qualitative Interviews is Enough? Expert Voices and Early Career Reflections on
Sampling and Cases in Qualitative Research; National Centre for Research Methods: Southampton, UK, 2012.

38. Braun, V.; Clarke, V. Using thematic analysis in psychology. Qual. Res. Psychol. 2006, 3, 77–101. [CrossRef]
39. Budaev, S.V. Using principal components and factor analysis in animal behaviour research: Caveats and guidelines. Ethology

2010, 116, 472–480. [CrossRef]
40. Yusoff, M.S.B. Construct validity, internal consistency and normative data of the USMaP-i in a sample of medical students. Int.

Med. J. 2013, 20, 1–7.
41. Katopola, D.; Mashili, F.; Hasselberg, M. Pedestrians’ Perception of Pedestrian Bridges—A Qualitative Study in Dar es Salaam.

Int. J. Environ. Res. Public Health 2022, 19, 1238. [CrossRef]
42. Rizati, H.; Ishak, S.Z.; Endut, I.R. The utilization rates of pedestrian bridges in Malaysia. In Proceedings of the 2013 IEEE Business

Engineering and Industrial Applications Colloquium (BEIAC), Langkawi, Malaysia, 7–9 April 2013; pp. 646–650.
43. Räsänen, M.; Lajunen, T.; Alticafarbay, F.; Aydin, C. Pedestrian self-reports of factors influencing the use of pedestrian bridges.

Accid. Anal. Prev. 2007, 39, 969–973. [CrossRef]
44. Masliah, M.; Ibrahim, A.; Bacquie, R. Pedestrian and Bicyclist Crash Experience at Interchange Ramp Junctions in Ontario; (No. 11-0319);

TRB: Washington, DC, USA, 2011.
45. Dommes, A.; Langevin, S.; Cavallo, V.; Oxley, J.; Vienne, F. The Effect of Traffic Complexity and Speed on Young and Elderly

Pedestrians’ Street-Crossing Decisions. In Proceedings of the Sixth International Driving Symposium on Human Factors in Driver
Assessment, Training and Vehicle Design, Lake Tahoe, CA, USA, 27–30 June 2011; Volume 30.

46. Maki, T.; Kajzer, J.; Mizuno, K.; Sekine, Y. Comparative analysis of vehicle–bicyclist and vehicle–pedestrian accidents in Japan.
Accid. Anal. Prev. 2003, 35, 927–940. [CrossRef]

47. Kadali, B.R.; Vedagiri, P. Review of pedestrian level of service: Perspective in developing countries. Transp. Res. Rec. 2016, 2581,
37–47. [CrossRef]

48. Tatah, L.; Wasnyo, Y.; Pearce, M.; Oni, T.; Foley, L.; Mogo, E.; Assah, F. Travel Behaviour and Barriers to Active Travel among
Adults in Yaoundé, Cameroon. Sustainability 2022, 14, 9092. [CrossRef]

49. Canitez, F. Transferring sustainable urban mobility policies: An institutional perspective. Transp. Policy 2020, 90, 1–12. [CrossRef]
50. Hussain, Q.; Feng, H.; Grzebieta, R.; Brijs, T.; Olivier, J. The relationship between impact speed and the probability of pedestrian

fatality during a vehicle-pedestrian crash: A systematic review and meta-analysis. Accid. Anal. Prev. 2019, 129, 241–249. [CrossRef]
[PubMed]

Disclaimer/Publisher’s Note: The statements, opinions and data contained in all publications are solely those of the individual
author(s) and contributor(s) and not of MDPI and/or the editor(s). MDPI and/or the editor(s) disclaim responsibility for any injury to
people or property resulting from any ideas, methods, instructions or products referred to in the content.

https://doi.org/10.6000/1927-5129.2015.11.35
https://doi.org/10.1016/j.puhe.2005.03.008
https://www.pc.gov.pk/uploads/downloads/policy.pdf
https://www.britannica.com/art/Akbar-period-architecture
https://worldpopulationreview.com/world-cities/lahore-population
https://worldpopulationreview.com/world-cities/lahore-population
https://www.dawn.com/news/1382881
http://libopac.jica.go.jp
https://doi.org/10.1007/s10661-008-0170-4
https://doi.org/10.1016/j.trf.2020.09.019
https://doi.org/10.1016/j.tranpol.2021.01.011
https://www.ncbi.nlm.nih.gov/pubmed/33519127
https://doi.org/10.1191/1478088706qp063oa
https://doi.org/10.1111/j.1439-0310.2010.01758.x
https://doi.org/10.3390/ijerph19031238
https://doi.org/10.1016/j.aap.2007.01.004
https://doi.org/10.1016/S0001-4575(02)00101-X
https://doi.org/10.3141/2581-05
https://doi.org/10.3390/su14159092
https://doi.org/10.1016/j.tranpol.2020.02.005
https://doi.org/10.1016/j.aap.2019.05.033
https://www.ncbi.nlm.nih.gov/pubmed/31176144

	Introduction 
	National Transport Policy of Pakistan 
	Study Area 
	Methodology 

	Defining Signal-Free Corridors 
	CCPs to Create SFCs 
	Converting Roundabouts to Continuous through Movement 
	Converting at-Grade Intersections to Grade Separation 
	Converting Signalized Intersections to Continuous Flow Intersections 


	Identifying Signal-Free Corridors in Lahore 
	Expert Survey 
	Questionnaire Preparation and Administration 
	Thematic Analysis 
	Pedestrian Safety 
	Car Priority 
	Grade Separation 
	Policy Shift 


	Pedestrian Survey 
	Questionnaire Development and Administration 
	Descriptive Statistics 
	Principal Component Analysis (PCA) 
	Comparison of the CCPs 
	Crossing Frequency 

	Discussion and Policy Implications 
	Policy Implications 
	Safe System Approach 
	Implementation of National Transport Policy 
	Well-Connected and Accessible Roads 
	Safer CCPs 


	Conclusions 
	References

