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Executive Summary 

 

The inception workshop was held in New Delhi on 12th November 2010. It was attended by the three 

Indian partners, Indian Institute of Management, Ahmedabad, Indian Institute of Technology, Delhi, 

and CEPT University, Ahmedabad. In addition, around 50 experts, researchers, policy makers and 

many other stakeholders from the transport sector participated in the workshop. The inaugural 

address was delivered by H.E. Jairam Ramesh, Minster of State for Environment and Forests, India. 

Mr. Jan Axel Voss represented the German government which is supporting the project. UNEP and 

URC core team was also present. 

Overall, the workshop was very successful as it generated a lot of interest within India and received 

extensive coverage by the local and International media. A lot of active discussions took place during 

the workshop, and a summary of these is given in Section 2 (Workshop Proceedings). The inception 

workshop was also organized to obtain feedback and suggestions on the project design, objectives 

and outcomes. A lot of good suggestions were received. These suggestions have been carefully 

considered against what is already covered in the project document. Suggestions to put into 

consideration have been provided under Section 3 (Recommendations and Way Forward).  
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1. Background and Project Objectives 
 

India is currently the fourth largest green house gas (GHG) emitter in the world, but with the second 

largest population, the per capita emissions are much below the world average. In 2007, 12.9% of 

carbon dioxide (CO2) emissions for India were from the transport sector. Besides CO2 emissions, the 

transport sector is also responsible for externalities like road congestion, local air pollution, noise 

and accidents. The burden of externalities has been extremely high in the urban areas and has 

increased over the last two decades of economic reforms. During this period, rail transport has lost 

share of both freight and passengers to road transport. In cities, public transport services have 

deteriorated and have been overtaken by a rapid increase in private vehicles.  

Opportunities exist to make India’s transport growth more sustainable by solving climate and 

developmental challenges simultaneously. India’s National Action Plan on Climate Change (NAPCC) 

recognizes that GHG emissions from transport can be reduced by adopting a sustainable approach 

e.g. increased use of public transport, higher penetration of biofuels, improved energy efficiency of 

transport vehicles, etc.  

This project is designed to contribute to the efforts of the Government of India in realizing a low-

carbon transport system. The project has been endorsed by the Ministry of Environment and Forests 

(MoEF) and will involve working in close consultation with the Ministry of Urban Development 

(MoUD), for the cities component.                                                                          

Project Objectives 

The project has the following objectives: 

1. An enabling environment for coordinating policies at national level to achieve a sustainable 

transport system.  

2. Increased capacity of cities to improve mobility with lower CO2 emissions.  

 

The first objective would be achieved by developing a “Transport Action Plan” in cooperation with 

multiple stakeholders. The second objective will be realized by helping cities to develop “Low-carbon 

Mobility Plans”. 

 

 

 

 

 

 

 



6 
 

2. Workshop Proceedings  
 

This section summarises presentations / speeches made by different speakers during the workshop. 

2.1. Inaugural Session 

2.1.1. Low Carbon Transport for India 

Summarised from presentation made by Prof P.R. Shukla 

Prof P. R. Shukla introduced the concept of Low Carbon Transport. Low Carbon within 

climate negotiation arena (e.g., Copenhagen Accord to which India is a signatory) is defined 

as a 2 degree stabilization scenario.  However, there are divergences where some countries 

think that this is not low enough (e.g., small island states), whereas others believe that this is 

too difficult to achieve, given the current realities.  

India’s has responded to the challenge and submitted to the UN Framework Convention on 

Climate Change (UNFCCC) its National Climate Change Action Plan which has eight missions, 

especially related to sustainable habitats, energy efficiency, and other connected missions 

related to low carbon transport. The challenge is how to weave low carbon transport within 

the framework of these missions. 

The transport sector is important as emissions especially from developing countries are 

increasing rapidly. This is however both a challenge and an opportunity. There is possibility 

of reducing these emissions through various technologies, infrastructure and changes in 

behavior. The challenge is mainly the growing levels of motorization and declining share of 

rail transport, an environmental friendly and more sustainable mode, as compared to road 

transport. India is making some investments to promote rail (e.g., dedicated rail freight 

corridors), however the question here is - what are the levels of investments in such 

infrastructure?  

Updated figures for CO2 emissions from the Ministry of Environment and Forests show that 

around two thirds of emissions are from energy use, of which transport accounts for about 

14%. However for developed countries this number is quite high (e.g., for US transport 

accounts for around 40% of emissions). This means that as incomes increase, the share of 

transport may continue to rise, hence the need to focus on this sector.  

2.1.2. Germany’s International Climate Initiative  

Summarised from speech made by Mr. Jan-Axel Voss 

International Climate Initiative (ICI) promotes climate protection projects in developing 

countries, emerging economies, and countries in transition. The money for this comes from 

the auction of tradable emissions certificates. ICI’s objective is to demonstrate that low 

carbon economy is achievable and economically viable. ICI currently has transport related 

activities in China and Ukraine, besides the current project in India. Activities include pilot 

projects, technical cooperation, transfer of knowledge, access to technology, policy support, 

capacity development and increased awareness.  
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In Germany, the trend of rising CO2 emissions from transport has been decreasing since 

2000. However, the challenge is enormous and a robust climate deal will require decrease in 

emissions from industrialized countries and at the same time, a decrease in current emission 

trends in developing countries. A three part mantra for doing this is avoid – shift – improve.  

In Germany, transport policies at the national level for reducing CO2 emissions include:  

1. A National Sustainability Strategy; 

2. A Freight Transport and Logistics Master Plan; 

3. Vehicle tax based on CO2 emissions (from 2009); 

4. Toll tax for lorries above 12 tons (from 2009); 

5. National Cycling Plan for improving cycling infrastructures; 

6. National Development Plan for electric mobility. 

 

The German Government is looking forward to fruitful outcomes from the project. 

2.1.3. UNEP’s Programme on Climate Change and Transport   

Summarised from presentation made by Mr. Rob de Jong 

Mr. Rob de Jong discussed the global activities of UNEP in the area of transport.  In terms of 

CO2 emissions, transport contributes to around 25%, and IPCC projections indicate that this 

could increase to around 33% by 2050. 75% of these emissions come from the road 

transport sector. The growth in emissions is as a result of a large increase in vehicles. 

Currently, there are 750 million vehicles and IEA projections show that this figure could 

increase to around 3 billion vehicles by 2015. A larger share of these vehicles will be found in 

developing countries. This major increase in vehicles in developing countries will become a 

nightmare for safety, air pollution and climate change. However, action can be taken to 

address these issues, and there are solutions.  

UNEP’s Transport Unit strategy is “avoid, shift and clean”. Avoid – minimizing the need to 

travel through sustainable city planning; Shift - move from energy intensive to less energy 

intensive modes of transport and Clean - shift to more efficient or cleaner vehicles. All three 

strategies need to be implemented at the same time. On that basis, UNEP’s work is 

organized into two broad programmes – Green Economy and Climate Mitigation. What we 

do in transport fits in two areas – Cleaner Vehicles and Investment in Infrastructure. For 

Cleaner Vehicles, UNEP is advocating for cleaner fuels and cleaner vehicles.  

For investment in infrastructure, UNEP collaborates with funding agencies to promote a 

share of investments that is earmarked for sustainable infrastructure e.g., footpaths, cycling 

tracks, etc. UNEP has been working with GEF to promote public transport systems such as 

BRT systems. Further, on cleaner vehicles, the fuel economy of an average vehicle in India is 

better than the world average, and we should not lose sight of this. However, India faces 

challenges in the future e.g., the share for public transport is dropping, pedestrian facilities 

are being encroached, quality of transport services needs improving e.t.c.  
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2.1.4. Introduction to the Project “Promoting Low Carbon Transport”    

Summarised from presentation made by Dr. Subash Dhar 

The project has two interventions i) Development of a Transport Action Plan at the national 

level and ii) Development of Low Carbon Mobility Plans at the city level. The project is 

designed to contribute to the efforts of the Government of India in realizing a low-carbon 

transport system by aligning them with existing policies like the National Action Plan on 

Climate Change at national level, and the JawaharLal National Urban Renewal mission.  

The project is spread over three years and divided into 11 work packages, and will be 

implemented by UNEP and UNEP Risoe Centre along with the Indian Institute of 

Management, Ahmedabad, Indian Institute of Technology, Delhi and CEPT University, 

Ahmedabad.  The project involves a number of case studies to address information gaps. 

The project will develop sustainability indicators at national and city level to support the 

achievement of policies, and a methodology for developing low carbon mobility plans. This 

methodology will be implemented in upto 4 cities within India. 

2.1.5. Summary of Keynote Address by H.E. Jairam Ramesh    

The transport sector accounts for about 7.5%1 of green house gas emissions. However, this 

could rise to around 15% by 2025. Urgent action for reducing emissions from transport is 

required. Activities under the project need to be implemented promptly and where possible, 

ahead of schedule. A number of measures being implemented by the Government of India 

and those that can support the achievement of low carbon transport are as follows: 

1. Fuel Economy standards – There have been a lot of barriers faced in implementing 

these standards, and by mid 2011, voluntary fuel economy standards would come into 

force. These will be implemented by Bureau of Energy Efficiency. The standards are 

kilometre per litre (kmpl) standards, and not CO2 emission standards. 

2. Fuel Quality – The quality of fuels has been improved via a road map contained in the 

Auto Fuel Policy, 2002. Vehicle manufacturers can no longer give the excuse of poor fuel 

quality to stall improvements in vehicle technologies. 

3.  Fiscal Policies – Current policies are distorted, e.g., the subsidy on diesel which instead 

of assisting farmers, benefits large cars and SUV’s.  In India, operating large cars and 

SUV’s is not ethical. This issue can however be addressed through appropriate fiscal 

policies and not by imposing bans.  

4. Electric cars – There needs to be a life cycle analysis for electric cars, given that in India a 

large share of electricity is generated from coal. 

                                                           

1
 This figure indicates the % of emissions from the transport sector with respect to gross CO2 equivalent emissions (1904.73 

million tons of CO2 eq) from all sectors (electricity, transport, residential, other energy, cement, iron and steel, other 

industry, agriculture and waste). 
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5. Ethanol – Given India’s land scarcity and large population, bio fuels like ethanol are not a 

feasible option. 

6. Technologies – Breakthrough technologies are not expected within the next 15-20 years, 

therefore many changes will occur with existing technologies and appropriate policies. 

2.1.6. Discussion  

    Summarised from discussions at the end of first session 

1. Non motorized modes: Dr. K.T. Ravindran, from School of Planning and Architecture, 

raised the point that cycle rickshaws and NMT modes were not adequately highlighted 

as options for transport. It was clarified that these are included. Prof. Geetam later 

requested the Minister to make a strong statement for non motorised modes of 

transport as they are zero carbon and have to be a part of any low carbon strategy. Mr. 

de Jong also highlighted that most of the money for transport projects is used only for 

building roads, and there should be a shift to also allocate money for building cycle 

tracks.  

Dr. Rogat shared his experience from South Chile where construction of cycle tracks had 

not had a great impact in the beginning. The shift to cycling will also require changing 

mindsets of people through awareness raising and other non technical interventions. 

The Minister concurred with the importance of cycling infrastructure, and emphasised 

that people have aspirations to move from owning bicycles to vehicles e.t.c. Therefore, 

though some portion of the population may choose to cycle, the rest might not, as their 

standards of living improve.  

2. National transport development policy committee: Prof. K.L. Thapar (Asian Institute of 

Transport) concurred with the Minister about compressing the time which he thought 

would help the project in plugging into the National Transport Development Policy 

Committee. The committee was set up with Mr. Rakesh Mohan as the Chairman and 

Prof. K.L. Thapar as one of its members. The committee is also expected to look into the 

issue of low carbon transport.  

3.  Roadmap for emissions: Ms. Anumita Roychoudhry (Centre for Science and 

Environment) highlighted the importance of a time table for emission standards, as that 

of the Auto Fuel Policy winds up in 2010. The time table should be developed in parallel 

with fuel economy standards. If we only have fuel economy standards there may be a 

risk of shifting towards diesel vehicles which are more fuel efficient.2 In developing a 

                                                           

2
 This point emphasizes the need for simultaneous development of emission and fuel economy standards, to holistically 

address improvements that would include cleaner fuels and vehicles (catalytic converters, hybrid, electric vehicles, 4-stroke 

motorcycles e.t.c); improvements in fuel economy; public transport (Bus Rapid Transit, Bus Regulation and Planning and 

integration of environmental considerations into the transport decision-making process); and non-motorised transport 

(advocate for the setting aside of a certain percentage of all road investment projects for NMT infrastructure – pedestrian 

walkways and cycling lanes, while promoting environmental sustainability, safety and accessibility). 
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new road map for emission standards, the Ministry could utilize source apportionment 

studies that have already been completed. 

2.2. Promoting Low Carbon Transport 

2.2.1. Sustainability Indicators for Transport  

Summarised from presentation made by Dr. Jorge Rogat 

The presentation focussed on the definition of sustainable transportation, the importance of 

developing sustainability indicators for transportation, selection of indicators/set of 

indicators and the importance of data ability and reliability. A definition developed by the 

European Council of Ministries of Transport (ECMT) in 2004 was highlighted (see 

presentation), which reinforced the fact that the main objectives of the project are in line 

with the sustainability definition. Emphasis was made of the importance of developing 

sustainability indicators for the transport sector, namely, to progress towards 

objectives/goals, to understand the long-term economic, social and environmental impacts 

of short-term decisions, and to measure performance of the transport system thus allowing 

for comparison between systems.  

The need of taking into consideration local aspects when developing the indicators was also 

highlighted. The rationale behind this is that while a system may be sustainable at the 

national level, it may not necessarily be sustainable at the city level. Some of the indicators 

that could be included should contain economic, social and environmental aspects such as 

transport cost efficiency (economic), equity and affordability (social) and pollution emissions 

(environmental). 

Work distribution for development of indicators will be as follows: development of long-

term sustainability indicators at the national level (IIMA), development of sustainability 

indicators at city level (IITD) and development of indicators to measure inclusiveness of 

transport systems (CEPT). 

Conclusions made included the following: 

1. A set of sustainability indicators are a useful tool for improved transportation 

planning, particularly for transport planning which incorporates various dimensions 

and long-term impacts; 

2. There is no predefined or standard set of indicators; 

3. It is important to spend time developing a set of indicators that best reflect local 

perceptions of sustainability; and 

4. It is important to spend time identifying and collecting appropriate data for 

indicators. 

2.2.2. Transport and Inclusiveness  

Summarised from presentation made by Prof. Darshini Mahadevia  

The presentation focussed on the issue of inclusiveness of the urban poor and 

disempowered population. 72 percent of the urban population in India consists of informal 
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workers, many of who earn a living off the streets, hence creating conflicting demands on 

urban public space. It has been observed generally that when large-scale transport projects 

are initiated, including low-cost options such as Bus Rapid Transit (BRT), they result in 

marginalization of the urban poor. This has been well documented in the case of the Delhi 

Metro, as well as the BRT line in Ahmedabad. National Sample Survey data reveals that 

expenditure on transport for the bottom 50% income earners, while being relatively low, has 

increased from 2% to 3.28%, while for the top 50%, it has increased from 5.58% to 7.6% (a 

lesser relative increase than the bottom 50%).  

Interestingly, the expenditure on health shows little appreciation with the bottom 50% 

spending 3.53% in 1993-94 as compared to 3.87% in 2004-05. The latest Global Human 

Development Report from UNDP underlines that Life Expectancy at Birth (LEB) in India has 

declined to 64 years from 65 years during the previous year. It can be inferred from the 

above statistic that transport expenses in urban India are crowding out the would-be 

expenses for medicine. Further, the GDP growth rate is 6% (average 1994-2004), while per 

capita GDP growth is about 4%. However, consumption expenditure growth rate for the 

bottom 50% income earners in India is about 0.6%; which indicates that growth is not 

trickling down to the poor. It is clear that economic growth in India is currently very 

inequitable.  

It is well documented that when populations increase in cities, the price of centrally located 

land increases, thereby pushing prices up and poor people out. Metropolitan cities in India 

have increased in size 2-3 fold in the last five years, and average travel distance has 

increased. For example, hawkers in Mumbai commute for about 2 hours one way, to vend in 

the central business district (CBD). When travel distances increase, transport planners and 

policy makers are requested to develop low-carbon transport solutions. This is akin to a fox 

running around in a circle trying to grab its tail (which he will never be able to grab).  

Preambles and introductions of all City Development Plans (CDP) contain adjectives such as 

equitability, sustainability, affordability, etc. However, actions that radiate from the CDPs 

are in contrast to these principles. If we are to truly humanize society and live sustainably, 

we need to look at the urban planning paradigm from the welfare state perspective. Some 

planning ideas for inclusive transport include the following: 

1. Linkages with the land use plan, based on the concept of compactness, 

heterogeneity and mixed land use; 

2. Compactness in terms of high density and not high FSI (floor space index); 

3. Facilitating informal economies within cities, non-metros and infrastructure 

investment in non-motorized transport modes.  

The onus lies with urban planning, to ensure social sustainability that results in a win-win 

situation for all. 
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2.2.3. Low Carbon Mobility Plans for Cities 

Summarised from presentation made by Prof. Geetam Tiwari 

Prof Tiwari presented information on current trends in mobility and also scenarios for the 

future. The mobility trend in cities manifests dominance in walking, cycling and rickshaw 

trips. These three modes combined have a share of about 30% in megacities which increases 

to nearly 60% in smaller cities. Share of public transport is more than 40% in megacities 

(mostly organised bus systems) and about 10-20% in smaller cities (primarily informal route 

taxis). Personalized transport is dominated by motorized two wheelers, while cars comprise 

of 7-9% of total trips in megacities. This is in sharp contrast to so called sustainable cities in 

Europe, which have a higher share of cars.  

The challenge for a sustainable future is to retain the modal share of non motorized modes 

(walking, cycling, and rickshaw) and public transport. With growing incomes and availability 

of small inexpensive cars, our policies will determine whether the current share of 

personalized vehicles decreases or increases. 

CO2 emissions from cities in India reveal a large variation. Large cities (population > 8 million) 

which have around 15% of urban population contribute to 64% of CO2 emissions from cities, 

whereas smaller cities which account for the rest of the population contribute to only 36% of 

CO2 emissions.   Therefore, low carbon transport interventions should be based on city size.  

For low carbon mobility, preference should be given to non motorised transport modes and 

public transport through:  

1. Better integration of public transport and non motorised transport, as these two 

systems complement each other; 

2. Development of direct, safe and pleasant pedestrian and cyclist routes;  

3. Restriction for private motor vehicles e.g. through speed limits, road space 

restrictions, etc.   

Challenges to achieving the above could include the following: 

1. Non motorised transport is not associated with technology (like fuel, vehicles, 

metros), and technology is synonymous to development and modernity; 

2. Non motorised transport is perceived as taking up space meant for cars, hence has 

not yet been fully embraced by society;  

3. Non motorised transport infrastructure is assumed as having no market value, 

therefore cannot be financed through land development;  

4. External donors are interested in large construction projects. 

2.2.4. Discussion  

    Summarised from discussions at the end of session two 

1. Barriers in implementing policies – Mr Ashok Srinivas (Prayas) pointed out that there is 

no dearth of plans, but that the main problem is in implementing policies. It was 
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suggested that the project look into institutional structures and capacity support 

required for implementing policies. 

2. Prominence for railways – Mr. Mukul Mathur (International Union of Railways) pointed 

out that the project is mainly focusing on urban transport. Railway lines, a very carbon 

friendly mode, should be given due consideration within the National Action Plan on 

Transport. 

3. Financing NMT projects – Ms Chhavi Dhingra (GTZ) stressed that financing of NMT 

projects is a major challenge for cities and suggested that the project should look more 

closely at this aspect and implement some pilot projects. 

4. Integrating NMT projects with larger projects – Mr. Piyush Raut (City Managers 

Association) felt that major problems for cycling are the railway lines that divide the city. 

Railway lines are not sensitive to concerns of cyclists / pedestrians. Prof. Geetam added 

that even the Metro Line in Delhi has not incorporated good pedestrian infrastructure 

around the stations. Therefore, policies need to be formulated where smaller projects 

on NMT can be embedded within larger projects. 

3.  Recommendations and Way Forward 
The project inception workshop generated a lot of discussion between key experts and stakeholders, 

and some of the recommendations that would be taken up during implementation of the project are 

summarised below. Recommendations are presented based on key interventions within the project 

namely: i) National Transport Action Plan, and ii) Low Carbon Mobility Plans. 

3.1. National Transport Action Plan 

1. Minimizing the timeframe for development of the National Transport Action Plan, so that 

the project can meaningfully contribute to the efforts of the Indian Government in 

development of low carbon development plans. The National Transport Development Policy 

Committee, whose Chairman is Mr. Rakesh Mohan, will be provided with inputs from the 

project; 

2. Analyse fuel economy standards and emissions standards, while appreciating the 

implications of pursuing these two policies in an integrated manner; 

3. Undertake a life cycle analysis for electric cars;  

4. Analyse the role of railway lines for freight; and  

5. Policy Analysis of fossil fuel subsidies. 

3.2. Low Carbon Mobility Plan 

1. Low carbon mobility plans will be expanded to include barriers and development of an 

enabling framework for different sustainable transport modes;   

2. Pilot projects may be difficult to implement within the project timeline and resources; 

However, proposals for funding will be developed for sustainable transport modes; 

3. Development of a policy paper that would act as a guide on how NMT projects can be 

incorporated into larger projects such as Metro Lines, National Highways e.t.c. 
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4. Appendixes 
 

Appendix 1:  Agenda for Project Inception Workshop 

 Inaugural Session (Chair : Dr. Jorge Rogat ) 

09:30 - 9:55 Registration 

10.00 – 10:05 Welcome speech by the Chair  

10:05 – 10:20 Low Carbon Transport: The Context (Prof. P. R. Shukla, IIMA) 

10:20 – 10:35 Germany´s "International Climate Initiative" and the challenge of transport (Mr. Jan-

Axel Voss, Environment and Climate Change Counsellor, German Embassy New 

Delhi) 

10:35 – 10.50  UNEP’s Programme on Climate Change and Transport  ( Mr. Rob de Jong, Head of 

Transport Unit, UNEP ) 

10.50 – 11:05  Introduction to the project “Promoting Low Carbon Transport” (Dr. Subash Dhar, 

URC) 

11:05 – 11.20  Inaugural speech (Sh. Jairam Ramesh, Hon. Minister of Environment and Forests, 

GoI) 

Tea Break 

 Promoting Low Carbon Transport in India (Chair : Ms. Kamala Ernest, UNEP) 

11:45 – 12:00 Sustainability Indicators for transport (Dr. Jorge Rogat, URC) 

12:00 – 12:15 Transport and Inclusiveness (Prof. Darshini Mahadevia, CEPT) 

12:15 – 12:30 Low Carbon Mobility Plans for cities (Prof Geetam Tiwari, IITD) 

12:30 – 13:00 Discussion 
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Transcript of speech by H.E Mr.  Jairam Ramesh, Minister of State for Environment and Forests 

The project is timely and it is an important subject but only when you would have completed the 
study horses would have bolted the stables. Therefore compress your time horizon if you want the 
project to make substantial difference to the emissions from the transport sector. 

Green house gas inventory for year 2007 – reveals roughly 38% emissions are from electricity, 
transport sector accounts for 7½% emissions, 23% is industry and 7½ from agriculture. But the rate 
of growth from transport sector is going to be the most significant.  In other words stocks may be 
only 7½% but the rate at which it is growing by the year 2025 transport sector my own estimates are 
could well account for anywhere of between 14% to 15% of GHG emissions, therefore an almost 
doubling in the contribution of transport sector in the next 15 years which no other sector is going to 
witness. 

So we have to do something immediately otherwise we are going to have an unbridled growth in the 

transportation sector adding to mobility for individuals but adding to social cost for individuals at the 

same time. So what can be done: 

1. The first immediate task ahead of us is to have mandatory fuel economy standards. We are 
one of the few countries which do not have these standards. We have spent a good part of last two 
years whether the standards should be notified under the Energy Conservation Act or under the 
Motor Vehicles Act. We have now decided that it would be notified under the Energy Conservation 
Act. The standards are all ready, technical work has been done and I have said earlier by the end of 
this year we should have voluntary mandatory standard by middle of 2011 and perhaps by the 
middle of 2012 we should have mandatory fuel economy standards.  
 
There has been a lot of resistance to this and we need to be very serious about implementing fuel 
economy standards. Now these are kmpl (kilometers per litres) standards and not CO2 emission 
standards. This is a graded standard according to the weight of the car. We should set a time frame 
and I hope by middle of 2011 we should have a regime of fuel economy standard. Even the United 
States has recently promulgated fuel economy standards. 
 
2. Critically linked to the fuel economy is the quality of fuel. We have made very substantial 
improvements in the quality of our fuels particularly petrol and diesel. In terms of sulphur content 
huge investment has taken in our refineries, almost 40,000 crores of rupees. We are moving into 
Bharat Stage IV as far as Auto Fuel Policy is concerned we seem to be on track. So no longer can the 
vehicle manufacturers use the argument of poor quality of fuels to avoid fuel economy standards. 
 
3. Third thing we need to give a thought is to encourage a fiscal policy regime that discourages 
the use of heavy cars and SUV’s. It is criminal in India with the type of society we are in, the type of 
challenges we face. The luxurious growth of large size vehicles and SUV’s is a cause for great 
concern. I get very angry when I see them on the road and I see the best way of dealing with them is 
to have a fiscal policy regime which imposes a penalty duty as far as these cars are concerned. I 
would include diesel cars by the way into this. We should not administratively prohibit them but we 
should use the fiscal system creatively and innovatively to ensure that we discourage the use of 
these vehicles.  
 
In fact what is happening today is that we are subsidizing the upper middle class diesel cars because 
of our subsidy that we are providing on diesel. Our fossil fuel pricing policy we have of course 
reformed this policy as far as petrol is concerned however we have yet to reform it as afar as diesel 
is concerned. The net effect of the subsidy we are giving on diesel is that farmers are not benefiting 
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so much as the BMW’s, Benzes and the Audis and Hondas. This I think is a gross perversion of the 
subsidy. The subsidy on fossil fuel should be really on LPG and Kerosene and certainly not for diesel. 
 
The third part of this strategy to control emissions is to manage emissions is to have a fiscal policy 
regime which differentiates according to the size of the car and put a penalty on the cars which you 
do not want to see on the roads i.e. diesel driven cars, SUV’s, etc. Unless you do this, you may be 
having more fuel efficient cars but definitely you won’t have any major impact on the emission 
profile given the increase in number of cars. Remember it took India from 1950 to 2009 i.e., 59 years 
to reach 1 million cars per year sale and in 2010 1 million cars were sold. This is amazing. This is the 
rate at which we are growing.  
 
I hope we do not match Chinese in this regard because they are doing a million vehicles a month. 
Your intervention, study is very timely. We need to look not only at the technology end but also at 
the policy end. The technology end will take time but I think the policy end can be addressed 
immediately. We need these policy interventions on fuel efficiency fiscal policy, and that is what we 
need to focus in the short term. In the long run of course there are technology choices to be made. 
There is some discussion about the Brazilian model of using ethanol but I don’t this is relevant for 
Indian context because we are land deficient country.   
 
4. People are talking of electric cars as if electricity is going to come from heaven. The more 
electricity you generate the more coal you would require.  The more coal you produce the more 
forests you would destroy. We need to do a full cycle analysis for electric cars as I am not convinced 
that electric cars are the panacea as they have been made out to be.  
 
5. On the technology issue in the short run (next 5-10 years) we don’t have much flexibility. 
There is no major break through that appears on the horizon baring battery technology. It is 
therefore the policy framework we need to address in the short term.  
 
6. The policy framework is not right. It discriminates against public transport, it encourages 
SUV’s and diesel cars, and there are no mandatory fuel economy standards. If you do not get your 
policy framework right you can not stop the rate of growth of CO2 emissions. I saw in one of your 
slides mention about Jawahar Lal National Urban Renewal Mission. It is a good intervention and as a 
result of which you see better quality buses and that is an example of an innovation of how public 
transport can be promoted. I think we have underestimated the role of railways. The railways have 
been grossly neglected and if you are talking about reducing emissions from transport you will 
definitely have to look at railways. The rail has suffered in the last 15-20 years and a lack of 
investment. We will pay a price for this. We can not have a heavy dependence on the road sector.  
 
Your study is very timely and if you can churn out ideas on a regular basis they would have more 
impact rather than wait for 3 years and submit a report and put on the website which someone 
reads and then it is business as usual. If you want to intervene decisively in what I see is a dangerous 
increase   rate of growth of emissions from transport sector then you have to take up the challenge 
and address the policy issues and show us the way forward. 
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