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Introduction
Bogota, the capital city of Colombia, has gained a reputation among planning and urban scholars as
a laboratory of infrastructure and planning innovation, as well as an example of consolidating mega-
cities in the Global South dealing with acute levels of social, environmental, and spatial inequalities.
Planning priorities in Bogota have historically focused on demographic, economic, and urban
development needs with partial consideration of municipalities in its vicinity. Phenomena of physical
conurbation, as well as economic and demographic dynamics have formed a complex functional
structure that supersedes the city’s administrative boundaries, leading to an imbalanced regional

development between Bogoté and its surrounding municipalities (Guzman, Oviedo, and Bocarejo,

2016). Bogota’s centralized urban form and strong urban primacy in the region and the country,
alongside pressing needs for mobility and sustained economic growth have steered infrastructure,
land-use, and transport policies during two decades, which themselves have produced inequalities in
connectivity, accessibility to opportunities and exposures to the negative externalities of transport for
different social groups.

Bogota is a frequent reference in local and international urban research from the optics of
transport, urban planning, and urban development. A considerable body of research has highlighted
the role of large-scale infrastructure and urban transport interventions such as local Bus Rapid
Transit (BRT) in the city’s mobility and accessibility, urban form and land markets, as well as both
its positive and negative social and environmental consequences (Acevedo et al., 2008; Gilbert,
2008; Guzman, Oviedo, and Bocarejo, 2016; Sandoval and Hidalgo, 2004; Skinner, 2004).

However, not all the debates about Bogota have centered on the infrastructure side of its

development. As a pioneer in sustainable urban policies that do not depend on infrastructure such as
Car-free Day and Ciclovia, Bogota has become a poster case of best practices in urban mobility,

particularly for international development agencies and NGOs promoting sustainable development

agendas through technical assistance, capital funding and global philanthropy (Montero, 2017,
2018).

Considering that urban mobility has implications beyond urban development, embodied by
goals such as SDG 11 (sustainable cities and communities), a critical overview of recent policies

that negotiate the challenges of rapid urban and population growth with structural and strategic



priorities from this perspective becomes a relevant contribution to current urban debates around
megacities. This chapter addresses such challenges through three sections. First, we present an
overview of the urban functional structure of Bogota in the context of urban mobility and its
potential implications for access, equity and exposure to risks associated to urban transport. Second,
we discuss two examples of recent urban mobility policies implemented in the current city
administration that address some of these challenges, discussing the relevance of strategic action
and long-term vision and priority setting in establishing urban development agendas. Third, we
reflect on the implications of past and present development and challenges for the future of the city
in a context of the globally best practices, city branding and urban examples as leverages for new
urban development models (Bonakdar and Audirac, 2019; Dugue Franco and Ortiz, 2020; Montero,
2018; Oviedo and Joshi, 2015; Wood, 2015).

Understanding Bogota’s Functional Structure from a Perspective of

Mobility and Accessibility

Bogota and its metropolitan area are an unofficially constituted conurbation, which has led to a
multiplicity of definitions of what metropolitan Bogota means. In 2018, Bogot4 has 7.9 million
inhabitants, and its administration boundary occupies 380 km?. The surrounding municipalities cover
2,272 km? with a population of 1.45 million inhabitants. The functional structure of the Bogota region
can incorporate up to 17 municipalities with different degrees of integration with the city in a region
that has developed with Bogota at the center with main infrastructure links connecting the various

municipalities with different parts of the city (Guzman, Oviedo, and Bocarejo, 2016). Figure 10.1

shows the configuration of the metropolitan area.
Figure 10.1 Bogota and surrounding
municipalities
At the interurban scale, flows between the different municipalities in the region and Bogota
mix intra-urban and inter-urban relations, with a marked center-periphery tendency. Economic and
social processes tend to surpass borders and have impacts in increasingly large geographical areas,
leading to a clustering of economic activities and functional integration that can have varying

degrees of complementarity (Batten, 1995; Fingleton, 2003; Frost and Spence, 1995; van Oort,

Burger, and Raspe, 2010). In this context, different municipalities of the region and areas within

Bogota have emerged as local economic clusters that developed their own activities and began to
compete with the central urban nucleus, giving rise to a metropolitan region with some degree of
polycentrism. Large-scale industrial activities have progressively migrated to neighboring
municipalities in the west and north of the region. However, despite such dynamics and efforts from
municipal and subnational levels for providing incentives for the relocation of economic activities,

most activities with the highest economic output were consolidated and increased in importance,



mainly within the boundaries of Bogota. As of today, Bogota concentrates almost 90% of its
employment in the region, with most formal employment, particularly in the services sector,
concentrated on the eastern edge of the city, with some exceptions in the south and north (Sanchez-
Serra, 2016).

Bogotéa shows important inequalities in access to housing throughout the territory. The
availability of affordable housing for lower income households is low, which historically has caused
this segment of the population to locate in informal settlements in the outskirts of the city or in
neighboring municipalities, often in poor conditions of dwellings and limited access to networked
infrastructures and services, and with marked dynamics of incremental housing development for

renting and/or extended family (Oviedo and Davila, 2016; Parés-Ramos, Alvarez-Berrios, and Aide,

2013; Watson, 2009; Yunda and Sletto, 2017). Such trends have led to very high population
densities in areas where low- and middle-income households predominate, while in high-income
areas, densities are lower. The most densely populated areas, which can reach values of up to
70,000 inhabitants/km2, are mostly in socially and economically deprived areas, usually on the
southern and western edges of the city. On the other hand, more central and northeastern sectors of
the city are characterized by higher built areas with lower population densities, where there is a
wide range of offices, services, and urban equipment, in addition to the largest concentration of
formal employment in the city. These areas can have densities between 6,000 and 15,000
inhabitants/kmz2.

The high concentration of employment in the expanded city center includes several planning
zones, which concentrate nearly one-third of the city’s job supply while occupying only 10% of the
city’s urbanized land. By contrast, the main center of employment concentration in Mexico City,

with only 5% of formal employment and less than 2% of total employment (Suérez, Murata, and

Delgado Campos, 2016). Cross-referencing the above with the income distribution of the

population, the evidence suggests that lower income households are located farther away from
employment centers, at an average distance of 12 km, which causes high travel times. These results
show that there is a large concentration of low-income households located more than 10 km or 65
min/trip from the expanded city center. This has direct consequences on accessibility to work.

Bogota’s concentration of economic activities in the expanded center of the city is well-

documented in the literature and it has both positive and negative consequences (Del Busto Pinzoén
and de Souza, 2016; Guzman, Oviedo, and Bocarejo, 2016; Skinner, 2004). On the one hand,
agglomeration economies brings consumers closer to markets, and closes spatial gaps between

supply and demand, inducing economic efficiencies, particularly in sectors such as industry, retail

and services (Kanemoto, 2013). In Bogota, the services economy in the formal sector has

consolidated alongside a clearly defined high-value area that has attracted a large share of financial,



logistics, and professional services, pulling in already large investment in real estate development,

infrastructure, and public space, and increasing land prices in and around the area (Parés-Ramos

Alvarez-Berrios, and Aide, 2013). Such configuration can favor more sustainable mobility through

short and radial trips in alternative modes, given the appropriate conditions of the built
environment.
Figure 10.2 Travel production and attraction for income-
generating purposes
With an increasing middle class and rising social mobility, Bogota’s population is
undergoing a rapid transition towards more complex mobility and land-use configuration powered

by rising income and increased investment in commercial, retail and public space developments

throughout the city (Araque Solano and Silva, 2018; Uribe Mallarino and Ramirez Moreno, 2019).
Figure 10.2 shows descriptively the integration of economic networks in the region reflected by
work trips. The points indicate the intensity of the internal relations of each zone (intrazonal trips
work motive) and the lines represent the amount of work motive trips between different zones. As
shown, there is a great intensity in travel-work relationships within Bogota. With the exception of
industrially active municipalities such as Facatativa, Zipaquird and Chia, the relations between
municipalities and their interdependence with Bogot4, are of a lesser magnitude. In absolute terms,
the city center and south-west areas function as the most important centers of the urban network
(greater number of internal trips, 10% of total work trips). Not only do these areas have a high
number of internal trips for work purposes, but they also involved many flows within the city.

As shown in Figure 10.2, there is a large dependency from the city center and economically
active areas in the western side of Bogota, as well as industrial municipalities for work-related
travel. As accessibility depends not only on the spatial distribution of opportunities and the
configuration of the transport network but also on the individual characteristics of the population,
the areas of the main destinations of work trips vary according to the socioeconomic condition of
the area of origin of these trips. The availability of skill-appropriate employment and the spatial
distribution of both the formal and informal job supply in Bogota leads to very specific destination
areas according to income range, which are shown in Figure 10.3. These results have been classified
into three groups: main destinations of low-income households, middle-income households and
higher-income households. The results confirm first that there is a large concentration of jobs on the
eastern edge of the city and second, that work destinations have a specific concentration according
to the average level of income of the worker. The eastern edge of the city attracts about 30% of
work trips. Additionally, there are several differences between the income groups: although a large
proportion of the work destinations of low-income households are concentrated in the expanded

center (about 28%), the remaining two thirds of these trips are dispersed practically throughout the



city, making Soacha an important attractor of this type of travel for people with lower income. By
contrast, the travel patterns of the higher-income households show the expanded center as the
predominant destination.

Figure 10.3 Travel production and attraction for income-
generating purposes

A similar analysis for non-compulsory mobility (trips with a different motive to work and
study), different travel patterns are observed, where the expanded center loses a bit of prominence,
although it remains important. In this case, main destinations of non-compulsory mobility of lower
income households are mainly located in the same low-income areas (Soacha, Bosa, Ciudad
Bolivar, Kennedy and part of Suba). Non-compulsory travel in Bogota also shows a larger
dependency of non-motorized modes in the lower-income segment of the population, leading to
more local (and sustainable) travel patterns for leisure, recreation and shopping needs. As for
middle-income households, there is a wider distribution of destinations, which covers the entire
city, apart from the southern part. Finally, higher income households tend to concentrate their main
destinations also near their places of residence. The main destinations in this category coincide with
the highest income areas of the city.

The functional configuration of Bogotéa has determined the main infrastructure
developments for urban mobility in the city. The Transmilenio BRT network was incrementally
developed from the areas of higher concentration of middle-income population to the expanded city
center and then expanded from there to the south and west of the city in later phases. While such a
planning approach responded to the technical criteria of travel demand and a visible crisis of urban
mobility embodied by large levels of congestions, long travel times and high levels of externalities,
consolidated an urban development trajectory marked by spatial segregation and concentration of

both opportunities, flows and travel demand with its associated externalities (Ardila, 2007,

Carrigan, King, Velasquez, Raifman, and Duduta, 2013; Hidalgo, Pereira, Estupifidn, and Jiménez,

2013; Montezuma, 2005; Sandoval and Hidalgo, 2004). Moreover, Bogota’s approach to public

transport policies since the late 1990s has for the most part influenced the city’s land prices,
motorization rates, accessibility, and social inclusion, widening already large gaps between social
groups, often unintendedly (Carrigan, King, Velasquez, Raifman, and Duduta, 2013; Combs, 2017;
Combs and Rodriguez, 2014; Perdomo, 2011).

Such effects are partially reflected by the distribution of travel demands by mode of
transport. In the low-income segment, travel by public transport and Transmilenio (TM) takes
between 5% and 33% more, compared to high-income households. In addition, in low-income areas
there is one car for every five households (0.19 vehicles/household), while in middle-income areas

there is 1.5 cars every two households (0.72 vehicles/household) and in high-income areas there are



1.6 cars per household (1.59 vehicles/household). These differences are reflected in the average
modal distribution, since in high-income areas more than half of motorized trips for work or study
(53%) are made by private vehicle, while in lower-income areas, car use barely reaches 15%
(Guzman, Oviedo, and Rivera, 2017).

Although the introduction of the TM system revolutionized public transport in the city, as it

has well been documented in the international literature during a good part of the last two decades,
travel times remain very high for low-income households located in the urban periphery. The
current structure of the public transport system in Bogota in combination can have regressive

consequences for low-income people in the city (Combs, 2017; Guzman, Oviedo, and Cardona,

2018). Not only is this socioeconomic group forced to spend more on transport (proportional to
their income), to suffer discomforts and to have less time available for other activities due to the
lack of suitable alternatives for their trips.
Figure 104 Per capita accessibility by public

transport

These figures show a persistent problem of inequality in mobility in Bogota, which recent
administrations in the city have struggled to address. There is a difficult balance between short-term
priorities and the long-term vision of development for the city, which for the most part it has not
been able to set. This marks a struggle for addressing structural yet operational issues such as public
transport integration, fleet modernization, signalization and parking, while long-term planning has

been largely unattended. The ruling mobility masterplan dates from 2005 (Secretaria Distrital de

Movilidad, 2005), with only recent attempts at updating it by the current city government
(Secretaria Distrital de Movilidad, 2018).

Prevention and Integration: Strategic Urban Mobility Policies for Long-

term Development
It is in the conditions outlined in the previous section that Bogota has recently implemented new
strategies aiming at addressing long and short-term concerns. Such policies have sought to narrow
the gap between urgent priorities and setting a sustainable development trajectory by addressing a
longstanding deficit in socially and geographically segregated areas, and by tackling a cross-cutting
issue that enabled the development of an integrated strategy of urban management around urban
mobility from a public health perspective. These strategies are the development of Transmicable and
Vision Zero.

Transmicable: Addressing Historical Debts on the Backbone of Transport
Infrastructure
Aerial cable cars, much like BRTs at the beginning of the first decade of the 2000s have recently

become a best-practice for urban integration of urban communities challenged by steep topographies



and a systemic lack of good-quality mobility services, following the successful experience of
Medellin (Déavila, 2013; Heinrichs and Bernet, 2014; Levy and DAvila, 2017). In its different forms,
these systems have served as the backbone for more structural urban renewal and social integration

processes of neighborhoods often enduring poor access to infrastructure and quality of the built
environment, as well as acute social tensions such as crime, poverty and unemployment. While the
transport systems by themselves may not address social and environmental issues in their entirety,
they can become a powerful instrument to structure multi-sectoral strategies for urban integration
(Brand and Davila, 2011; Heinrichs and Bernet, 2014; Parés-Ramos, Alvarez-Berrios, and Aide,
2013).

While not the first attempt at building a cable-car line in the Bogota metropolitan area, after

a failed effort at developing a line connecting with Transmilenio in the Municipality of Soacha

(Alvarez Rivadulla and Bocarejo, 2014), the Transmicable project has become the first aerial cable-
car system that complements public transport supply in the city of Bogota. The project seeks to
build on the international experience with similar developments over the years, looking closely at
the experiences of Medellin with explicit support from staff at the Medellin Metro company during
some of the planning and implementation phases of the project and with technical advice from the
International Finance Corporation (IFC) of the World Bank and Swiss Economic Cooperation
(SECO). The Transmicable started operating in 2018 in Ciudad Bolivar, an area of the south-east
hills of the city, characterized by its concentration of low-income populations and informal housing
development. The aerial cable-car line has four stations with a total length of 3.34 km, which
represent an approximate travel time of 13.5 minutes inside ten-passenger cabins that allow to
mobilize up to 3600 passengers per hour in each direction.

The area in which the project is located is characterized by a steep topography and difficult
physical access, with communities of low and very low income. About 98% of households in the
direct area of influence of the project live on less than two monthly minimum wages. The project
aims at benefiting directly 40 neighborhoods in Ciudad Bolivar, which were previously spending up
to 79 minutes on average traveling to central Bogota and up to three transfers for reaching the city
center. The population, same as in many other peripheral settlements in the metropolitan area,
shows a large dependency of public (37%) and non-motorized transport (58%) and can spend up to
27% of their individual income commuting. Earlier research suggests that low-income peripheral
settlements in the Bogota metropolitan area are often subject to intersecting conditions of social and
transport disadvantages that adversely affect conditions for accessibility and social inclusion that
are compounded by their comparative geographical and physical disadvantage for mobility (Oviedo

Hernandez and Titheridge, 2016). Transport plays an essential role in these conditions of

disadvantage as a lack of means for efficient, affordable, and inclusive mobility can derive in



cumulative marginalization and transference of the burden of travel to the most vulnerable members
in the household (e.g. women not at work, children and the elderly) (Guzman and Oviedo, 2018;
Lucas, Mattioli, Verlinghieri, and Guzman, 2016; Oviedo Hernandez and Titheridge, 2016).

It is under these principles that the project was conceived nearly ten years and four Mayors
ago, in the midst of debates about addressing the mobility needs of low-income neighborhoods in
the southern hills of the city. Transmicable started operating on December 29, 2018, with the aim of
improving the quality of life of the citizens of the area of influence by reducing their travel time and

increasing accessibility in the area (Transmilenio, 2018). Transmicable represents a rare example in

recent urban transport policies of transport and land-use integration and the response to accessibility
needs through its different components (Van Wee, Geurs, and Chorus, 2013). In addition to the

integration with the Transmilenio BRT network and the recently implemented Integrated Public

Transport System (SITP) (Guzman, Oviedo, and Cardona, 2018), the project contemplates
development of urban amenities and public spaces such as green spaces, social areas, and public
equipment for the development of cultural, social, and recreational activities.

Despite all its positive features, it must be noted that Transmicable was for the most part
planned as a top-down project supported by international development funding and led by the
technical experts at Metro of Medellin and international cooperation consultants, as well as in-house
staff from the Mobility Secretariat in Bogota (Transmilenio, 2018). In its latter phases the project

adopted a more participatory approach, seeking to integrate the local communities and empower
residents to develop a sense of ownership of the project and the associated urban renewal
interventions. Through an intersectoral effort for participatory planning, consultation and
monitoring, the city’s government is involving the community in the implementation of
infrastructure and amenities around the cable-car and connecting Transmicable with other social,
cultural and economic development agendas at a local level (e.g. a community-led initiative with
876 local representatives to provide additional grass-roots support for a transport system operated

by TransMilenio) (Emblin, 2018; Transmilenio, 2018). If Transmicable can tap on the historically

strong community-based and non-governmental organizations working in Ciudad Bolivar as well as
existing community networks, the project can become truly transformative from more than a
mobility perspective.

Vision Zero: A Structural Approach to Road Safety

In 2016, Bogota became the first city in Latin America to adopt Vision Zero (Kim, Muennig, and

Rosen, 2017), a strategy pioneered in Sweden, as its director policy for road safety. The principle

behind the policy is simple: no death in the road is acceptable, therefore we must strive to eliminate
all fatalities associated with traffic from our cities. In a context of increasing international interest in

the adoption of Vision Zero, the adoption of such a policy in a global south city such as Bogota, as a



central part of the urban mobility agenda despite complex urban development and structural transport
issues as described in the previous section becomes an interesting case for discussion. It is relevant
to highlight that despite constant debate around the strategies and requirements for implementation
of such an ambition policy, academic debates surrounding Vision Zero have still not reached a
consensus regarding frameworks, actions and requirements for its successful implementation, calling
attention to institutional, governance, cultural and behavioral factors as possible obstacles for success

(Ahangari, Atkinson-Palombo, and Garrick, 2017; Belin, Tillgren, and Vedung, 2012; Evenson,

LaJeunesse, and Heiny, 2018; Naumann et al., 2019).

Bogoté’s recent history with road safety was marked by rapid progress followed by a
stalling in the reduction of traffic fatalities. Between 1996 and 2006 there was a remarkable
decrease in traffic fatality rates of more than 60% as a result of education, enforcement, and
infrastructure programs, which largely benefitted private vehicle users. Some of this initial success
can be partially attributed to Transmilenio, which despite some localized negative effects with
regards to road safety in its first years, contributed to the reduction of traffic fatalities along its main

corridors after implementation (Bocarejo, Velasquez, Diaz, and Tafur, 2012). However, despite

rapid progress in the reduction of traffic mortality, Bogota soon had to grapple with the stark reality

of a steady number of fatalities in the streets every year (Vergel-Tovar, Hidalgo, and Sharpin,

2018). By 2017, 537 people died in traffic accidents, out of which 50% were pedestrians (Secretaria
Distrital de Movilidad, 2017). In 2018, the reduction of fatalities compared to 2008 was 1.7%.

The stalling number of traffic fatalities led the city’s government to re-evaluate its road
safety policies, embodied in the District Road Safety Plan (PDSV) 2011-2021. The plan was a
timid policy without concrete actions in terms of protection to vulnerable users and secure
infrastructure, focusing only on training and dissemination campaigns for road safety. One of the
most worrying aspects regarding this program was that monitoring was based on normalization by
the number of vehicles and not population, allowing possible biases due to increases in

motorization. Building on local research and with support of global philanthropy (Montero, 2018),

including the World Resources Institute and the Bloomberg Initiative for Global Road Safety, in
2016 the Mayor adopted Vision Zero as a commitment to protecting peoples lives on the road, and
derogated the PDSV 2011-2021 in 2017 in order to adopt a new PDSV 2017-2026 with Vision
Zero as the structuring axis. This positioned Bogoté as a pioneer in the region in relation to road
safety policy and discourse, which helped the city connect with other global and regional networks
and governments pursuing similar agendas and aligning other urban mobility programs under a
common objective.

Vision Zero in Bogoté has been adopted as a cross-cutting issue with a shared responsibility

of citizens and the state. Since its adoption, the policy has achieved overall reductions in road



deaths via speed management programs involving the redefinition of street limits and the
reconfiguration of road space to protect vulnerable users and drivers alike. The policy allows us to
address in practice areas of urban mobility that were previously more challenging, such as
pedestrianization, on-street parking, traffic signalling, and reduction of road space, which has
enabled the city to reclaim streets for the pedestrians and cyclists applying principles of urban
design for sustainable mobility (Kemperman and Timmerman, 2009; Mullen, Tight, Whiteing, and
Jopson, 2014; Tuckel and Milczarski, 2015; Vergel-Tovar, Hidalgo, and Sharpin, 2018). Such a

strategy has been supported by an integral education, communications, and enforcement strategy,

with a large share of the sector’s budget for communications and education focused on Vision Zero
(Secretaria Distrital de Movilidad, 2018).

Despite not being identified as one of the main challenges faced by a city such as Bogota

from international research, what Vision Zero suggests is that by defining a structural problem to
address such a thing as traffic deaths it is possible to articulate seemingly disconnected plans and
actions and gear them towards a longer-term goal. Moreover, the strategy has enabled the local
government to navigate the often-complicated politics around contentious users such as the drivers
of private vehicles, which have historically been politically protected from potentially upsetting
public actions. Whilst Bogota is still struggling to reduce the number of fatalities on its road, this
plan seems to have opened a way for clear and concise actions in terms of victim protection, traffic
pacification and speed management, which are having a much wider impact on the configuration of
the city and its inhabitants than what safety pertains.

Conclusion
Bogota’s history of urban development and transport policy continues to be an interesting case for
analysis and reference in the planning of large-scale urban settings. Despite a historical pattern of
development geared towards spatial and social inequalities and a potential lackluster because of the
observed effects of its earlier acclaimed best-practice solutions such as BRT, the city continues to
provide spaces for reflection and material for research and debate around urban planning and
development. Bogota, just like many other megacities in the Global South, seems to be caught in the
struggle between the urgent and the important, while its successful experiences continue circulating

the globe in search for replication and adaptation to new realities (Montero, 2017, 2018; Acevedo, J.,

Bocarejo, J., Lleras, G., Echeverry, J., Ospina, G., & Rodriguez, A. (2008). El transporte como
soporte al desarrollo de Colombia. Una vision al 2040.. 10.16924/riua.v0i29.257.

In this regard, it is worthwhile exploring what Bogota has been up to in more recent years,
both in relation to infrastructure and other not-so-visible urban policies such as Vision Zero.
Moreover, it is necessary to recognize the governance, political, financial and social considerations

and implications of such initiatives, which escape the scope of this chapter. Nonetheless, it is relevant



to place the insights in this research in the context of current debates and tendencies from
internationally recognized organizations operating at the global, supranational, national and urban
levels seeking to promote best-practices, while negotiating with ever-growing community-based
organizations and non-government organizations actively working on urban mobility issues.

While this chapter is not an attempt to be part of an evaluative assessment of either the
Transmicable or Vision Zero, the analysis from a rigorous academic perspective in light of current
development debates is a pertinent contribution to the transport and urban planning literature.
Further research is needed to explore in detail the two cases highlighted throughout this manuscript
in order to raise more evidence and data that can benefit both Bogoté and cities seeking to follow in
its footsteps. More academic debates are necessary for a systematic analysis of the implications of
urban policies and planning in cities like Bogota from different perspectives and actors and within

different sectoral agendas, such as urban mobility.
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