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Abstract 

Travel accessibility is a crucial factor in examining travel and transportation services. However, the lack of suitable transportation 

facilities often severely affects the daily working schedule of the local inhabitants. Thus, this study aimed to record and examine the 

accessibility criterion of the commuters of Hyderabad, Pakistan. The data were randomly procured with the help of a questionnaire 

survey. Total 384 questionnaires were filled from the study to record the accessibility parameter of the local inhabitants. Correlation and 

frequency tests were performed to analyze data. It was found that local inhabitants in Hyderabad were facing accessibility problems and 

struggled to reach their destinations efficiently. This study can assist the development authority and traffic department of Hyderabad in 

formulating relevant policies to mitigate the accessibility problems. 

 

Index Terms: Travel Accessibility, Transportation Services, Questionnaire Survey, Correlation Test, Transport Policies. 

 

I. INTRODUCTION 

An effective transport system plays a crucial role in 

providing daily supplies in the lives of citizens [1]. This 

includes access to facilities and services vital to the life of 

all individuals, like employment, education, and health 

services recreational and where the inhabitants can 

effortlessly afford to meet one’s basic necessities and 

services [2]. Land public transport modes include trains, 

buses, and minibusses; on the other hand, also taxis, trams 

and trolleybuses, subways, and ‘Paratransport’ vehicles, 

for example, rickshaws, bicycles, and motorcycles, where 

public transport was defined as a service. It covers formal 

and informal modes (vehicles) in which a customer pays a 

fee. 

Transport is a main domestic expenditure, mostly for 

lower-income people, and often challenging to control. 

Exorbitant transportation can reduce economic 

productivity. Therefore, transportation costs are of concern 

because they can empower a poor family to access 

necessary services and livelihoods by enhancing 

opportunities that can lead to better living conditions [3]. 

Several countries are enacting legislation that needs 

transport services to be created accessible recommend the 

approach of relating affordability to convenience (i.e., the 

range of opportunities that can touch affordably) rather 

than concrete mobility, to advance the evaluation of 

affordability and profits of transport strategies [4].  

Scarcity of affordability and accessibility to tolerable 

transportation systems can consent people to social 

effortlessness of reaching goods, services, activities, and 

destinations, which together are called opportunities. It 

can be defined as the likelihood of interaction and 

altercation. Alternatively, automobiles are liable for 

financial growth and development, but it is tragic to know 

that it can be a significant financial problem. Increased 

city densities lead to a rise in personal cars and poor route 

planning. The serious transport-associated externalities 

are generating increasing congestion, air and noise 

pollution, exhaustion of non-renewable resources, traffic 

accidents besides social inequity [5]. The transportation 

sector is a crucial component to not only regional 

economies but local and national as well which has a 

significant role in socio-economic development. The 

urbanization process in the rural areas of the developing 

world is much higher due to the lack of employment, 

health, education, and trade facilities [6].  

A change in basic assumptions from mobility-oriented 

analysis to accessibility-based analysis is taking place in 

transportation planning. It has given a changed definition 

of transportation problems and their potential solutions as 

having important implications for transportation planning. 

The achievement of sustainable development of two 

components as per our study includes; System of 

Integrated Transportation and the Planning of Land Use, 

which contributes enormously. Therefore, by using the 

patterns of these components we would be able to scale 

back their negative impacts on accessibility comprising 

multi-model level-of-service indicators, and models which 

measure the travel distances, travel time, and travel costs 

mandatory by various types of transport system users to 

access various types of services and activities [7].  

In this study, the accessibility criterion of commuters 

living in the 2nd largest settlement of Sindh, i.e., 

Hyderabad is investigated. This study can bring new travel 
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opportunities to the residents of Hyderabad, as they are not 

given proper public transport services over the years.  

For public sector organizations, accessibility can be 

tackled as a performance indicator of a land-use 

transportation system, which can be implemented in any 

rural-regional study [8]. 

II. RESEARCH MATERIALS AND METHODS  

A. Site Selection 

Hyderabad is the second-largest city in Sindh province. 

The population of Hyderabad is 1,732,693 people (Census 

2017). There are four Taluka/Tehsils in the Hyderabad 

district. It is situated on the East bank of the river Indus 

and Hyderabad is about 150 km apart from Karachi. 

Hyderabad is well-known for its industrial and business 

centers as well as big markets. Hyderabad city is facing 

numerous issues among which the transportation 

drawback is the main problem in current days [9].  

Forced expulsions of urban poor from city centers to 

distant locations have affected their accessibility and 

affordability to urban substructures and services [10]. 

Mobility, transportation demand, transportation choices, 

user details, integration, affordability, land use factors, and 

transportation system management all affect accessibility 

[11].  

Encroachment on roads and streets in Hyderabad is 

impacting user mobility, reducing connectivity as 

passengers have to stop on those routes due to traffic 

congestion. People's access to basic facilities is hampered 

by a lack of knowledge about alternative routes and their 

privileges. Transportation infrastructure construction, on 

the other hand, benefits only the wealthy because it does 

not encourage the use of public transportation, thus 

disadvantages the poor [12-15]. 

Low-income individuals cannot afford to own a car, and 

the poor state of public transportation makes it difficult for 

them to use it. Lack of transportation mode choices does 

not offer access to the poor as there are not any, footpaths, 

fight-of-way for cyclists provided, for active 

transportation [16]. 

B. Data Collection and Analysis 

A quantitative method for data collection for analyzing 

precise results is used for this study. Moreover, a random 

sampling technique was used for the study; a sample size 

of 384 is selected to obtain the required sample size. Here  

N= Total population, to define any population in general 

[17].  

The decisive sample size for this research, in which the 

sample size was designed using standard methods. 

Several analysis methods were adopted to manage and 

graphing the data for which SPSS and Excel were used, 

respectively. For spotting the routes of transportation and 

accessibility analysis, Geographical Information System 

(GIS) was utilized along with scholarly suggestions and 

recommendations provided by researchers. This research 

took six months to complete and was started in January 

2021 [18].  
Closed-ended questionnaires were designed and 

distributed to local residents, laborers, employees, and 

nearby surrounding people.  

Sample size 384 was designated mainly for fewer wages 

areas where the use of public transport was excessive. 

The following areas were considered for data collection; 

such as Wadhu Wah, Sheedi Goth, and Wahdat Colony 

from Qasimabad whereas Latifabad Units 8, 9, 10, 11, 

and 12 were selected from Latifabad Taluka/Tehsil and 

Pathan Colony, Hala Naaka, Hirabad and Chandni Chowk 

from Hyderabad City Taluka/Tehsil. 

III. RESULTS AND DISCUSSION 

This section included the data collected through the 

questionnaire survey. Collected data analyzed through 

SPSS by correlation method. Analyzed data were plotted 

in tables and figures, whereas findings were also 

highlighted in the results. 

 
Table 1. Case Study Areas 

Study  

Areas 
Respondents Percent 

Cumulative 

Percent 

Hyderabad City 144 37.5% 37.5% 

Latifabad 150 39.1% 76.6% 

Qasimabad 90 23.4% 100% 

Total 384 100%  

 

Table 1, elucidates that among a sample size of 384 

respondents, the questionnaire was distributed. These 

respondents are from three Talukas/Tehsils i.e, Hyderabad 

City, Latifabad, and Qasimabad. Furthermore, from 

Hyderabad city, about 144 questionnaires were filled. 

Additionally, 90 questionnaires were filled from 

Taluka/Tehsil Qasimabad and the remaining 150 from 

Taluka/Tehsil Latifabad. This study also inspected the 

accessibility of the residents to the basic services and 

facilities. In addition, the distance to reach their 

destinations and the time is taken to generate trips was 

also recorded. 

 
Table 2: Travel Distance from Home to Workplace 

Travel 

Distance 
Frequency Percent 

Cumulative 

Percent 

1-4 km 179 46.6% 46.6% 

5-10 km 128 33.3% 79.9% 

10-15 km 63 16.4% 96.4% 

Above 15 km 14 3.6% 100% 

Total 384 100%  

 

Table 2, describes that 179 respondents moved 1-4 

kilometers by public transport to reach their workplace 

and destination, although 128 respondents traveled 5-10 

kilometers, 63 respondents moved 10-15 kilometers, and it 

shows that 14 respondents traveled more than 15 km; it 

proved that most of the workplaces were reachable and 

accessible at 1-4 km of distance by using public transport. 

Figure 1, below shows that 180 people (40 %) of the 

sample size stated that there were integrated routes of 

public transport in Hyderabad city, while 204 (60 %) 

people were found to disagree with it. 
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Figure 1: Integration in Public Transport Routes 

 

Figure 2, illustrates the amount of time served for 

approaching public transport, which is 43 percent of the 

response aggregate. Total time to reach public transport; 

36 percent took 5-10 minutes to reach public transport, 43 

percent of the response aggregate took 10-15 minutes to 

reach public transport, 14 percent took 15-30 minutes, 

and 7 percent took 30-60 minutes. 

 

 
Figure 2: Time to Reach Public Transport 

 

Figure 3, shows that time taken by the respondents to 

reach their place of interest that was 5 to 10 minutes for 

76 respondents, mostly individuals took 10 to 15 minutes 

to reach the workplace, these were 169 respondents. 

Moreover, 85 of the total respondents spend 15 to 30 

minutes, though 54 of them took 30 to 60 minutes. 

 

 
Figure 3: Travel Time 

Figure 4, indicates most of the respondents (199 

respondents or 52 %) opinionated that the routes that are 

declared are not accessible with fluency for reaching 

towards terminuses, however, others showed agreement 

with the accessibility opinion towards desired 

destinations, the number of such respondents is 185 or 48 

%. 

 

 
Figure 4: Easy Accessible Routes to Reach Destination 

 

Figure 5, illustrates the coverage of public transport. Total 

70 (19 %) selected samples showed that public transport 

moves near to their destination, and 310 (81 %) showed 

that there is a particular route of public transportation. 

 

 
Figure 5: Public Transport Coverage 

 

 
Figure 6: Trip Purposes 

 

The intent for the trips made on daily basis by the 

respondents is illustrated in figure 6 which indicated that 
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the bulk of trips were made for the theme of job that is 55 

of the total 90 samples, whereas 25 respondents made trips 

for multipurpose, which included family, shopping, 

education. 8 respondents made trips for educational 

purposes, 1 respondent for health, and 1 for recreational 

purposes.  

 
Table 3: Correlation Test (Travel Mode and Time) 

Correlation (2-

tailed) 
Transport use 

Time to reach 

the destination 

Transport 

use 

 1 0.19** 

  0.000 

N 384 384 

Time to 

destination 

 0.19** 1 

 0.000  

N 384 384 

 

 
Figure 7: Correlation Test (Travel Mode and Time) 

 

It can visibly be observed in table 3 and figure 7 that the 

correlation is weak between the variables selected that are 

transportation modes and the amount of time for reaching 

destinations in terms of strength and direction. The values 

of r=0.19 and the p-value is less than 0.01 demonstrating 

the importance of the relationship. 

The association of relationships expounds that the upsurge 

in several means would automatically create an increase in 

the time of arrival at the place of desire. Measurement of 

the potency and the direction i.e.,  table 4 and figure 8, 

degree the potency and the direction of connection 

between trips/day and time engaged to reach the 

destination, which exemplifies that the correlation is found 

weak between the specified variables as r= -0.101, but p is 

less than 0.05 that means relation is substantial. The 

correlation particularizes that the additional time is taken 

by a single trip to reach the destination, then fewer trips 

will be generated. 

  
Table 4: Correlation Test (Travel Time and Time to Destination) 

Correlation (2-tailed) 
Travel 

Time 

Time to Reach 

Destination 

Travel Time 

 1 -0.101* 

  0.050 

N 384 384 

Time to 

Reach 

Destination 

 -0.101* 1 

 0.050  

 
Figure 8: Correlation Test (Travel Time and Time to Reach Destination) 

 
Table 5:  Time to Reach Public Transport and Travel Distance 

(Correlation Test) 

Correlation (2-tailed) 

Time to 

Reach 

Public 

Transport 

Travel Distance 

from Home to 

Workplace 

Time to Reach 

Public 

Transport 

 1 0.160** 

  0.002 

N 384 384 

Travel Distance 

from Home to 

Work Place 

 0.160** 1 

Place 0.002  

 

 
Figure 9: Correlation Test (Time to Reach Public Transport Travel 

Distance) 

 

Table 5 and figure 9 extent the direction and the strength 

of the relationship of variables that are time and traveling 

distance using local conveyance, demonstrating the weak 

relationship as the significance of relationship can be 

observed by values i.e., r= 0.160, whereas the value of p is 

less than 0.01. This explains when the supplementary time 

has been taking to reach public transport concurrently, the 

home to workplace traveling in local mode will also 

upsurge. 

IV. CONCLUSION 

From the data analyzed it's found that there is unplanned 

conveyance provision within the study area, that is not in 

access to the majority of the residents, the 60 % of the 
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residents said, the routes do not appear to 

be incorporated, and therefore the transport does not run 

over the whole city, thanks a lot to the ability of 

inhabitants to access basic utilities and their workplaces 

deteriorate. In data analysis, 80 % said the general 

public transport turns from different areas i.e., it takes 

time for people to attain their workplaces or other desired 

destinations. While the areas within which the inhabitants 

can access transportation, two main issues are stopping 

the commuters to use transport which is consistency and 

the social condition of the general public transport 

correspondingly. 

The physical state of public transportation was very poor; 

it was observed that the vehicles are extremely old, with 

the age of 10 years or more, which makes it a waste of 

time to reach the destination, for example, the distance 

that should take 15 minutes, now takes 25-30 minutes. 

People do not find it convenient to fly by public 

transportation due to lack of upkeep, even though it 

serves as an extensible mode of transportation. 

External factors influencing mobility and decreasing the 

use of public transportation, such as poor road conditions 

and traffic congestion, were discovered during an 

observational survey. The routes were not readily 

available, according to 68 %  of respondents, 48 % of 

locals who were told about public transportation schedules 

were either on time or late. People are forced to purchase 

private cars due to lack of use of public transportation, 

which implicitly reduces commuters' mobility to meet 

their everyday needs because more trips imply more 

spending.  

The lack of planning and enforcement of planning, zoning 

codes, and the lack of supervision of new construction has 

a huge impact on people's accessibility, as job 

opportunities and basic services are far from the living 

area. According to this observation, it is understood that 

there is no suitable terminal building for public transport 

that is easily accessible to residents. In the correlation 

analysis, it was found that the additional stops/terminals 

were farther apart, the longer it took to reach the 

destination. This analysis gave a negative result. Only 16 

% of passengers travel more than 10-15 kilometers, so 53 

% believe public transport is insufficient for long-distance 

travel. 
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