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Abstract: Accessibility is an essential human right for enabling individuals to access urban services.
The spatial configuration of urban environments must facilitate unimpeded passage along all
potential routes, eliminating barriers stemming from legal, societal, administrative, and physical
factors. This paper explores the intersection of accessibility and the Right to the City, highlighting
their interconnectedness in fostering independent mobility. Grounded in theoretical frameworks,
this study underscores the foundational role of the Right to the City in conceptualizing urban
accessibility. The Right to the City posits that cities are inclusive spaces accessible to all
individuals. Central to this concept is the notion of unrestricted movement between urban
activities and land uses, underscoring the pivotal role of accessibility in realizing this vision.
Examining the city's accessibility levels reveals critical insights into who can fully participate in and
benefit from urban life. Factors such as the quality of pedestrian infrastructure and public
transportation systems significantly influence individuals' ability to navigate and utilize urban
spaces. However, disparities in accessibility often result in marginalized groups facing social
exclusion and limited independent mobility.

Through an in-depth review and analysis, this paper argues that accessibility is inherently tied to
human rights principles, with independent mobility as a prerequisite for realizing the Right to the
City for all. This study contributes to ongoing discussions on urban inclusivity and equitable access
to urban environments by unpacking these connections.
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1. Introduction

From a right-based perspective, accessibility means more than urban spatial policies to be
adopted for people with disabilities within urban mobility and not limited to people with
disabilities. Once the right to access is adopted as one of the human rights, it brings to mind the
first article of the Universal Declaration of Human Rights (United Nations, 1948), “All human
beings are born free and equal in dignity and rights...”. The rights and equality dimension imply
that accessibility is an outcome of the combination of spatial, societal, and administrative policies
and implementations, and accessibility is a matter for not only a specific group of people with
disabilities but also for any person having reduced mobility. Once it is accepted that every single
person is equal no matter what the cultural, ethnic, socio-economic condition or level of ability
to access is, then it becomes certain that the right to access is for all-encompassing needs and
demands of different groups of persons with reduced mobility. To ensure the needs and demands
of various beneficiaries of accessibility, the platforms to obtain their ideas about what their
experiences are considering barriers against the right to access need to be provided by
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administrative authorities. Before having such a participatory decision-making platform to discuss
their right to access, local and government policymakers must be considerate to PRMs as equally
as all others.

The city and one of its main components, mobility, are the rights for all. While establishing the
interrelation between mobility and accessibility, it is noteworthy that mobility is a crucial factor
in obtaining and maintaining the Right to the City, including the right to work, to have an
education, or to purchase a house. Mobility conditions must provide access to education,
employment, and leisure activities, including all practices to develop social capital. Therefore, the
right to mobility is a prerequisite for the other rights providing accessibility as a precondition
(Ascher, 2007). Accessibility is a link between individuals and public space that provides the
condition to obtain those rights. Unless providing the required accessible urban environment for
all for the right to access and mobility, it is even impractical to mention appropriating urban space,
participating in social networks, and the production of urban space. In this regard, the meaning
and content of accessibility and independent mobility concepts establish a link between Persons
with Reduced Mobility and the Right to the City. Consequently, this discussion aims to constitute
a base for the condition that can be phrased with a question: what is the required condition that
is necessary to put forth the significance of the motto, “accessibility for all”? Is it accessibility with
the help of others or accessibility through independent mobility? The latter is the answer forming
the essence of the argument of this research.

The structure of the research starts with the Right to the City concerning the right to mobility and
accessibility, along with the additions of the analysis of accessibility and accessibility chain1 and
the affected subject group of the research as people with disabilities -in a broader sense; persons
with reduced mobility. In addition to the structure of the article, a final complementary concept
is involved as independent mobility to sustain the achieving process of the accessibility chain.

2. The Right to the City and Independent Mobility: An Analytical
Framework

Right to the City offers a perspective in which cities belong to all their inhabitants and everyone
has the right to shape and access urban environments. Industrialization and urbanization
processes have transformed cities, alienating residents from urban spaces and weakening their
participation in social and political life. This transformation has created accessibility barriers,
especially for people with reduced mobility, making the right to the city a critical framework for
addressing urban inequalities. This study aims to move the descriptive approaches in the
literature to an analytical level by linking the concept of the right to the city with the argument
that accessibility and independent mobility is a universal human right.

Jeekel notes that high trust societies (e.g. Denmark or Germany) are more successful in inclusive
transportation systems. By linking Jeekel's vision of inclusive transport to the provision of
independent mobility for PRMs, this paper analyzes how accessibility policies can be reconciled
with social and environmental justice.

Harvey (2003) sees the right to the city as more than an individual freedom of access, but as a
moral demand, and emphasizes that this right requires democratic governance and control of

! The accessibility chain is a sequence of interconnected steps that shape a person’s travel experience,
starting from planning the trip, using the vehicle, reaching the destination, and providing feedback on the
journey. Each step, or “link,” is interrelated and contributes to the overall accessibility of the trip (Ercetin,
2024)
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urban resources. This perspective supports our argument that accessibility policies should focus
not only on physical infrastructure, but also on social and political participation processes. Castells
(1977, 2015) discusses the right to the city through urban social movements and argues that
these movements are the main determinants of urban change. According to him, the right to the
city is a collective right, not an individual one, and involves citizens having a say in shaping the
city. Castells' emphasis on urban social movements raises the question of how PRMs' demands
for independent mobility can be strengthened through urban social movements.

This study re-evaluates Lefebvre, Harvey and Castells' concept of the right to the city through the
right to accessibility and independent mobility. Although descriptive approaches in the literature
show that the right to the city offers a powerful framework for addressing urban injustices, it has
not been sufficiently deepened in terms of the right to independent mobility of individuals with
reduced mobility. In this context, our study aims to fill this gap in the literature by linking the
concept of the right to the city with the definition of accessibility as a universal human right and
the development of policies to ensure the full participation of PRMs in urban life. For example,
the car-centric nature of current urban transportation planning restricts the accessibility rights of
PRMs and deepens social inequalities. This study argues that independent mobility can be
achieved not only through physical infrastructure, but also through social solidarity and inclusive
policies.

In conclusion, the concept of the right to the city offers a powerful theoretical framework for
ensuring that urban spaces are accessible and livable for all residents. However, this concept
needs to be considered more analytically in the context of the right to independent mobility and
accessibility. This paper explores how accessibility policies can be aligned with social and
environmental justice goals by redefining the right to the city as a framework to ensure equal
participation of PRMs in urban life.Lefebvre (2015) sees the process of industrialization as one of
the main sources of the urban problem. The transformative impact of industrialization on society
has destroyed the historical and cultural fabric of cities. According to Lefebvre, industrialization
and urbanization have destroyed the unique qualities of cities and restricted the participation of
residents in urban spaces. By relating Lefebvre's view to the barriers to access to urban spaces
for people with reduced mobility (PRMs), this paper interrogates how the concept of the right to
the city intersects with independent mobility. Lefebvre's conception of the right to the city
involves a political conception of space and argues that urban space is placed at the center of
politics (Purcell, 2013). According to him, the right to the city aims to eliminate alienation in urban
areas and reestablish social ties among residents. Developing this concept, Purcell (2013) argues
that the right to the city offers a radical alternative that redefines the "ownership" of cities: The
city belongs to those who occupy it and should be lived collectively by residents as spaces of
learning, encounter, play, connection and connectivity. This perspective sets the stage for the
central question of our study, "Whose right is independent mobility?" The right to the city is not
limited to physical access, but requires equal participation of individuals in urban life.

Lefebvre (2003) argues that urban projects, strategies and policies affect the daily lives of all
individuals in society, yet individuals' participation in these processes remains passive.
Gentrification and exclusion from urban areas brought about by industrialization has led to the
fragmentation of communities and the exploitation of urban spaces. The right to the city includes
two fundamental rights: the right to participate and the right to own urban space (Purcell, 2002).
Participation is essential for citizens to be directly involved in decision-making processes;
however, in current practice, citizens are often only advisors. The right to ownership, on the other
hand, refers to the authority of city dwellers to control urbanization processes. By linking
Lefebvre's rights to participation and ownership with the right to independent mobility for people
with reduced mobility, this paper explores how these rights can be integrated into accessibility
policies. For example, the inaccessibility of urban spaces for PRMs prevents them from fully
exercising their right to the city.
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David Harvey (1973, 2008) and Manuel Castells (1977) develop the concept of the right to the
city through capitalist production processes. Harvey (2008) defines the right to the city not as an
individual freedom, but as the right to change ourselves by transforming cities. For him, it is a
collective right and relies on a shared power to reshape urbanization processes. Harvey argues
that cities have been taken away from their rightful owners due to the capitalist cycle, which
deepens urban injustices. This study links Harvey's emphasis on collective rights to the
identification of accessibility and independent mobility as a universal human right. For example,
PRMs' barriers to access to urban spaces are not just an individual problem, but a structural
injustice produced by capitalist urbanization processes. Jeekel (2019) discusses how neoliberal
policies deepen social exclusion in transportation systems and proposes a radical approach to
inclusive transportation. In neoliberal societies, car dependency, spatial segregation and low trust
increase accessibility barriers.

Harvey (2003) sees the right to the city as a moral demand rather than an individual freedom of
access, and emphasizes that this right requires democratic governance and control of urban
resources. This perspective supports our argument that accessibility policies should focus not only
on physical infrastructure, but also on social and political participation processes. Castells (1977,
2015) discusses the right to the city through urban social movements and argues that these
movements are the main determinants of urban change. According to him, the right to the city is
a collective right, not an individual one, and involves citizens having a say in shaping the city.
Castells' emphasis on urban social movements raises the question of how PRMs' demands for
independent mobility can be strengthened through urban social movements.

This study reassesses Lefebvre, Harvey and Castells' concept of the right to the city through the
right to accessibility and independent mobility. Although descriptive approaches in the literature
show that the right to the city offers a powerful framework for addressing urban injustices, it has
not been sufficiently deepened in terms of the right to independent mobility of individuals with
reduced mobility. In this context, our study aims to fill this gap in the literature by linking the
concept of the right to the city with the definition of accessibility as a universal human right and
the development of policies to ensure the full participation of PRMs in urban life. For example,
the car-centric nature of current urban transportation planning restricts the accessibility rights of
PRMs and deepens social inequalities. This study argues that independent mobility can be
achieved not only through physical infrastructure, but also through social solidarity and inclusive
policies.

In conclusion, the concept of the right to the city offers a powerful theoretical framework for
ensuring that urban spaces are accessible and livable for all residents. However, this concept
needs to be considered more analytically in the context of the right to independent mobility and
accessibility. This paper explores how accessibility policies can be aligned with social and
environmental justice goals by redefining the right to the city as a framework to ensure equal
participation of PRMs in urban life.

2.1. Mobility as A Right

Urban mobility is a fundamental component of social and economic development since it allows
people to access facilities in the city such as services, employment opportunities, education,
social relations, and other places offering leisure time activities in the city (UN-Habitat, 2012). In
this regard, each individual must have the right to mobility and access by default, as Lefebvre,
Harvey, Purcell, and other scholars noted. Mobility is a significant element in obtaining the Right
to the City in participation and appropriation practices. In this respect, accessibility of urban space
and mobility stands as fundamental components for the participation of urban practices and for
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having the ability and satisfaction of moving in the city -in other words, the Right to the City itself
in its fullest expression (Castaneda, 2019). Consequently, a fundamental link between the Right
to the City and mobility emerges interdependently.

As the functional part of the right to the city, a prerequisite factor for the right to appropriation
and participation (Verlinghieri & Venturini, 2018), the right to mobility refers to a right to move,
to be mobile in urban space, to enable accessibility of urban functions and opportunities.
Considering Harvey’s approach to the Right to the City as a collective right, since the social needs
of individuals and mobility choices are closely embedded with each other, the right to mobility
can also be considered a collective right (Sager, 2006; Harvey, 2008). It is evident that to achieve
one of the fundamental human rights -the Right to the City- to generate collective acting and
thinking, it is necessary to access the urban itself, not only single persons to specific places but
each individual has the right to collectively move and access to any place depending on social and
individual desires. Therefore, it is noteworthy to state that the Right to the City derivates a
practical version of another right of its own -the right to mobility-which evidently puts forth the
need to access urban itself as a social right — a right for all.

In light of the close link between the right to mobility and accessibility, moving to or in-between
urban services, social capital, and public spaces are at the core of participation in urban processes
through accessing them and experiencing appropriation of urban space. From a more primary
perspective, beingin publicis an exercise of democracy through experiencing the city and society.
In other words, mobility is a means to access the urban (Castaneda, 2019; Ferreira & Batey, 2007).
Fundamentally, each individual in society has the right to access any urban asset and resource
that makes the right to mobility cover the right to accessibility. Considering the production
processes of urban space, the right to mobility widens the path of the Right to the City to proceed
a few steps further because without being mobile and accessing the urban assets and the city
itself, it is not possible to take part in the production of space as a collective action (Hannam,
Sheller, & Urry, 2006). Therefore, there is one of the human rights as the basis of experiencing
the city, but the question phrase is “for whom”?

2.2. Whose Right to Mobility?

The discussion on the concept has been about to generate a critical question: who currently owns
the Right to the City? The answer is supposed to be the entire society, every single individual, but
in a collectively owned and utilized manner. To reveal an evident fact related to contemporary
urbanization practices, Harvey (2008) highlights the relationship between that who owns the
‘right’ and urban issues. In line with his approach, the Right to the City has been obtained by
private interests restricted to a small group of people from political or economic management
elites of cities that has the risk for the urban development to be shaped conforming to their own
desires. The most prominent sub-issues of the concept—the right to appropriation and
participation—stand out as significant human rights that have the dispute to be neglected and
ignored in the current agenda.

Right to the City is an interdependent concept closely linked with the right to mobility and
accessibility. In theory, the right to mobility belongs to all—to every single individual in society.
However, in practice, other externalities take part in realizing the right to the city. Those external
factors vary regarding economic condition or political power, physical ability to be mobile, or
affording a car more simplistically. Therefore, this brings to the discussion that individuals are
unequal in terms of physical abilities and economic capabilities. For example, considering an
imaginary urban square and its car-oriented connections surrounded by vehicular traffic with
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narrow sidewalks, one might have the economic power to obtain a car to enjoy the beautiful
urban square; another might have the desire to do the same but not afford to drive; moreover,
one another might afford driving, have the same desire to have that experience, but not have the
physical ability to move without a wheelchair. Thus, a fact arises specifically to this example: to
enjoy this beautiful urban square having weak sustainable pedestrian connections, only a few
‘fortunate’ persons would have the chance to access it through an unsustainable mobility mode;
that is, have the right to mobility and to access in practice independently by car. The question is
that the right theoretically and conceptually seems to be for all, but in practice, to whom does
this right belong?

Recent scholarship reframes this question by positioning mobility itself as a human right, closely
tied to the realization of broader socio-economic, civil, and political rights. Coggin and Pieterse
(2015), for instance, argue that public transport is not merely a technical service but a critical
enabler of social and spatial justice, particularly for marginalized groups such as low-income
migrants in South African cities. Their rights-based approach demonstrates that exclusion from
mobility directly undermines the ability to exercise the “right to the city.” While Coggin and
Pieterse (2015) state that mobility is critical for social and spatial justice, Kett et al. (2020) extend
this discussion to low- and middle-income countries. Inclusive transport planning in low- and
middle-income countries requires a stronger recognition of the intersection between disability,
mobility, and accessibility barriers. Kett, Cole, and Turner (2020) highlight that persons with
disabilities often face systemic exclusion from mobility systems due to inadequate infrastructure,
limited policy attention, and persistent socio-economic inequalities. Their thematic review
emphasizes that transport is not merely a technical service but a critical enabler of participation
in education, employment, and social life. By framing mobility as both a rights-based and
developmental issue, the authors underline the importance of inclusive policies and investment
strategies that prioritize the needs of marginalized groups. Such an approach situates inclusive
transport planning at the core of sustainable urban development, aligning accessibility
improvements with broader goals of equity and social inclusion. These studies show that mobility
is not only a technical service, but also a fundamental right to social inclusion. Similarly, Lassance
and Figueira (2020) caution against assuming that expanding mobility options automatically
produces inclusion; depending on context, mobility interventions may reinforce inequalities by
deepening dependency on urban cores or perpetuating socio-spatial segregation. Lassance and
Figueira (2020) note that mobility interventions can reinforce inequalities, while Poltimae et al.
(2022) address similar challenges in a rural context. Recent research on rural mobility highlights
the challenges of providing inclusive, economically viable, and environmentally sustainable
transport solutions outside urban contexts. Poltiméde et al. (2022) show that single mobility
solutions rarely meet the diverse needs of rural populations, which include both permanent and
temporary residents. Their study identifies semi-flexible and flexible demand-responsive
transport, car-sharing, and ride-sharing as key categories of novel mobility solutions, emphasizing
that combining these solutions generates spatial and temporal synergies critical for accessibility.
Furthermore, success depends on clear information systems for routing, booking, and ticketing,
as well as cooperation, trust, and shared values among stakeholders. These findings underscore
the importance of integrating diverse user needs and adopting flexible, connected transport
networks to achieve socially inclusive and sustainable mobility in rural contexts. These studies
show that inclusive mobility policies need to be adapted in different geographical contexts. These
insights emphasize that mobility cannot be understood solely in distributive or infrastructural
terms, but must also be analyzed as a normative claim—“whose mobility is being enabled, and
under what conditions?”
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This broader framing connects with earlier contributions on transport disadvantage and social
exclusion, such as studies of unequal access to opportunities among marginalized groups (Kain,
1968; Wachs & Kumagai, 1973), uneven distribution of transport benefits and burdens (Hodge,
1988; Pereiraetal., 2019), and gendered spatial entrapment (Hanson & Pratt, 1995). Lucas (2012)
further highlights the intersection between transport disadvantage and processes of social
exclusion, while research on motility (Kaufmann, 2002; Adey et al., 2014, Sheller, 2018a) extends
this understanding by analyzing not just infrastructural access but also embodied experiences and
social capabilities. Alando (2017) further extends this discussion to users of non-motorized
transportation. Inclusive transport planning notes that current planning approaches, which
typically prioritize motorized vehicles, often exclude the poor majority who use non-motorized
transport such as bicycles in many cities. This exclusion stems from inadequate infrastructure,
dangerous traffic conditions, and policies that equate modernization with motorized transport.
In this context, the concept of social exclusion can be used as a tool to highlight the disadvantages
faced by cyclists and to provide a framework for addressing these issues. Therefore, inclusive
transport planning should aim to create street space and traffic conditions where cyclists can
travel, thereby increasing accessibility and mobility for those who need it most. This approach
not only meets the needs of cyclists but also ensures a more equitable and sustainable use of
urban spaces (Alando, 2017). This framework suggests that accessibility policies should be
designed to include not only PRMs but also other marginalized groups such as cyclists. Alando
(2017) applies the social exclusion framework to cyclists, while Bjerkan and @vstedal (2020)
deepen this concept for people with disabilities. Transport-related social exclusion significantly
affects the participation of people with disabilities in economic, social, and civic life. Bjerkan and
@vstedal (2020) emphasize that functional requirements in transport systems—such as accessible
design, service reliability, flexibility, affordability, and safe travel environments—are essential to
mitigate social exclusion. Their review of empirical studies highlights that mobility barriers extend
beyond physical access to include time constraints, economic costs, fear, and limited control over
transport options. By addressing these multifaceted barriers, inclusive transport solutions can
facilitate participation in education, employment, and social activities, reinforcing mobility as
both a fundamental human right and a social enabler. This perspective underscores the need for
systematic, rights-based planning approaches that prioritize accessibility, reliability, and user-
centered design in transport services to ensure social inclusion of persons with disabilities. These
studies emphasize the need for inclusive policies, addressing not only the physical but also the
social and economic dimensions of mobility barriers. Building also on Sen’s capabilities approach
(1993, 1999), subsequent work (Pereira et al., 2017) has stressed that mobility must be seen as a
crucial enabler of valued social activities, contingent upon both personal and contextual
conversion factors.

Recent theoretical diversification extends beyond distributive concerns to include procedural and
recognition-based justice. Transport justice perspectives have underscored the importance of
inclusive decision-making and respect for diverse mobility needs (Young, 1990; Fraser, 1996),
while empirical studies have revealed systemic power inequalities shaping mobility outcomes, for
instance in post-disaster mobility or cycling policies (Cook & Butz, 2015; Schwanen, 2020).
Mobility justice, as conceptualized by Sheller (2018b), situates these issues across multiple
scales—from embodied practices to urban spatial systems to planetary mobilities—emphasizing
ethical responsibilities and relational understandings of movement (Nikolaeva et al., 2019;
Davidson, 2020; Karlsson, 2018). Collectively, these contributions underscore that framing
mobility as a right requires attending simultaneously to material infrastructures, embodied
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capacities, and social recognition, as well as to the political and procedural processes through
which mobility access, control, and participation are structured.

The basis of this review is that mobility and accessibility are human rights and must be for all. One
of the contributors to the problem of allocation of the Right to the City for all, in theory, is that
the concept remains quite abstract. It is not clearly perceived by individuals in practice—daily
life—how to obtain the Right to the City, what the barriers are against it, and how mobility
problems contribute to that problem. Sengtl (2015) phrased the perception of the concept in
practice and its relationship with the problem of inclusion of all. Once the concept of the Right to
the City is rephrased as the right to public space or the right to housing, or the right to access
urban services to make it more concrete since the essence of the concept mostly remains
abstract, those rights in question will inevitably be insufficient to bring together different
segments and groups of people in the city. On the other hand, the Right to the City covers the
entire group of individuals living in the city. It, as a right to reproduce urban space and self-
actualization in the city, covers marginal groups, migrants, low-income people, and people who
are not satisfied with urban daily life (Sen, 2012; Sengul, 2015). Therefore, it is necessary to be a
right for all; however, society is not homogenous to obtain the right to mobility as well as the
right to access any urban service. One of the most remarkable reasoning for the failure of
allocation of the right to access through independent mobility is to be built clearly upon existing
social exclusion.

Excluding a person or a group of people from a specific urban place, process or activity is to be
expressed as a process in which the ones are prevented from participating in daily urban activities
(Raje, 2007). Urban mobility is a significant part of this process of social exclusion. According to
research by Mackett and Thoreau (2015), creating and sustaining barriers to accessibility is one
of the main factors affecting urban daily life negatively that contributes to social exclusion
through creating and accepting barriers against it. Those are the barriers preventing a part of
society from reaching and experiencing urban space that put forth the fact that mobility-related
social exclusion exists. In this manner, it is remarkable to mention that accessibility is a crucial
indicator for people to be included in economic, social, and political life. Accessing social services
and business networks in daily life is a prominent factor that makes the ‘urban’ belong to all as a
right that needs to be ensured through sufficient mobility opportunities and alternatives for the
whole society (Kenyon, Lyons, & Rafferty, 2002).

The discussion so far aims to investigate the question: to whom does this right belong? Is it for
the ones who have a car, or for the people having the ability to walk-hear-see, or for the ones at
an early age without any difficulty moving? People with disabilities (Edwards, 2001) and people
having reduced ability of mobility have been exposed to stay as external social beings in the
production of urban space and decision-making processes as a significant part of participatory
policy making. Therefore, the right to mobility, as Soja (2010) noted, does not simply belong to
all in practice; society varies by means of different factors disabler perception. The main goal is
to form cities having inclusive urban mobility patterns for the production of space; that is, the co-
production of space along with inclusive mobility systems as a collective right. Increasing
accessibility opportunities for the whole society will enable the capability of people to reach all
urban social activities and to the city itself as a right to avoid unequal conditions in urban
transport, for primarily related to the disadvantaged group of people in society. We all have been
living in a world of social exclusion caused partly by problems in urban accessibility that makes
the right to access not for all but for the fortunate ones to have a chance to be mobile.
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3. Accessibility: A Right for All

Considering the social aspect of the discussion regarding each link of the accessibility chain, an
urban mobility system, expected to be free from any spatial and physical barriers, needs to be
correspondingly free from social exclusion (Hawas, Hassan, & Abulibdeh, 2016). Mobility-led
social exclusion is highly related to the participation of persons in social life as well as economic
and political activities. Barriers to accessibility contribute to mobility-related social exclusion,
even in cities with high mobility (Kenyon, Lyons, & Rafferty, 2002). Cities sometimes call
themselves as serving high mobility, which means rapid transport between urban services by
predominantly motorized vehicles. In this respect, it is necessary to take the term mobility into
account along with pedestrian movement in urban public spaces, including the ones having
reduced mobility. To prevent our minds from perceiving mobility as a mere and individual action
of going from one place to another, accessibility of the urban environment and sustainable modes
must be inclusively designed, which also contributes to experiencing the urban through
independent mobility.

Accessibility is a concept to be considered as a chain with links that are composed of different
segments of the trip. Each single trip-leg link of the chain needs to be inclusively accessible. The
accessible mobility structure of this chain comprises the accessibility of sidewalks, crossings,
stations/stops, information systems, and many other features that must be designed in an
inclusive manner for persons with reduced mobility (Ling Suen & Mitchell, 2003). Therefore,
accessibility is for all -for each segment of society, no matter how the income levels, physical
condition, or level of social well-being of individuals vary. Accessibility is not only a theoretical
right, but also a principle that needs to be implemented through practical means. The AMELIA
software developed by Mackett et al. (2008), aims integrating social inclusion into transport
planning requires tools that assess policy impacts on disadvantaged groups linking transport
policies to measurable accessibility benchmarks and cost-effectiveness. It showed that small
interventions, like adding benches, can significantly improve accessibility for the elderly,
highlighting the value of evidence-based tools in guiding inclusive transport decisions. Such tools
contribute to making urban areas more inclusive, especially for vulnerable groups such as the
elderly, by measuring the impact of accessibility policies.

Accessibility is a right guaranteed by globally embraced rules and principles. There are many
national and supra-national documents and studies related to the rights of people with disabilities
and their well-being, which stands out as one of the fundamental human rights. An inclusive
society is a crucial component that has the capacity to welcome the rights and well-being of
people with disabilities. Therefore, there is a need for an effectively working inclusive society
structure in which each individual is treated equally with an equal right to participate in economic,
social, and political life. In this framework, accessibility of information, education, housing, the
city, and other services is vitally significant, and the term accessibility significantly covers the
group of people having special needs, which considerably includes people with disabilities (United
Nations, 2013a). It is noteworthy to mention that accessibility is a prominent key factor for an
inclusive society that put forth equality as one of the fundamental principles of human rights. The
emphasis on an inclusive society that is highly related to accessibility is seen in The Millennium
Development Goals Report (United Nations, 2005) as “the need for persons with disabilities to be
guaranteed full enjoyment of their rights without discrimination.” In this respect, accessibility
plays a critical role in the establishment of a society having an equal basis for all as a precondition
to participating in daily urban life activities for persons with disabilities (United Nations, 2013b).
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Accessibility and persons with reduced mobility are a right recognized by supranational
documents and reports of international institutions such as the European Union, United Nations,
World Bank, and World Health Organization. Along with countries' commitment, accessibility is
accepted as one of the most significant components of human rights, which constitute the
ontological base of the relationship between the Right to the City and independent mobility. To
mention that a wide range of documents notes accessibility as a right directly or indirectly, Table
1 states the names, years, and the founder institution of the documents.

Table 1. Supranational Documents with Terms Noting Accessibility as a Right

The name of the document/report Year Related institution

European Convention on Human Rights 1953 Council of Europe

The World Programme of Action Concerning Disabled 1982 United Nations

The UmteF:I.Natlons Standar.d Rulles f.o.r.the Equalization of 1994 United Nations

Opportunities of Persons with Disabilities

World Health Organization (WHO) Mental Health World Health

) 2005 o

Declaration for Europe Organization

Council of Europe Action Plan to promote the rights and

full participation of people with disabilities in society 2006 Council of Europe

2006-2015

ited Nati C ti the Rights of P ith . .

Um ef:l. .a ions Convention on the Rights of Persons wi 5006 United Nations

Disabilities

European Pact for Mental Health and Well-being 2008 European Union

European Disability Strategy (2010-2020)-A Renewed 2010 European

Commitment to a Barrier-Free Europe Commission

2011 White Paper on Transport 2011 Europea.n
Commission

The Charter of Fundamental Rights of the European 5012 European

Union Commission

European Accessibility Act 2015 Europea.n
Commission

Table 1 shows that accessibility is a universal right supported by international instruments. In this
context, Fian and Hauger (2020) provide a comprehensive framework for inclusive mobility.
Drawing on the principles of Universal Design, the UN Convention on the Rights of Persons with
Disabilities, and the Sustainable Development Goals, Fian and Hauger (2020) propose a
comprehensive conceptual framework for building inclusive mobility systems. Their model
allocates mobility and accessibility requirements to four major sectors—government, private
industry, academia, and civil society—reflecting a quadruple helix of shared responsibilities.
Within this framework, eight inclusive components are identified, covering vehicles, built
environments, digital trip management, personal assistance, organizational practices, regulatory
standards, public awareness, and funding. These components demonstrate that inclusive mobility
requires not only technological solutions but also coordinated social, institutional, and financial
measures. Moreover, the authors emphasize that automation and digitization, if aligned with
accessibility objectives, can significantly enhance equality and inclusion in future mobility systems
(Fian & Hauger, 2020). This model emphasizes the importance of implementing accessibility
policies through a multi-stakeholder approach. The table also demonstrates that the two
concepts, accessibility and people with disabilities, are taken into account by the most prominent
supranational institutions, meaning that accessibility along with one of the most fundamental
rights -the Right to the City- is an interdependent concept to be perceived with one of the most
disadvantaged groups of parts of the society -persons with reduced mobility. It means that not
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only people with disabilities, low-income people, or only children are the subject of the discourse.
Accessibility is a right for all as a matter for all persons with reduced mobility to experience in an
independent manner.

4. Independent Mobility

Accessibility rights must be ensured for not a single trial of an accessibility chain but for the whole
journey and for every single member of persons with reduced mobility. In this respect, there is a
need for the right to access without being in need of help for any link of the chain. Thinking of a
person with a wheelchair, getting out of home, reaching the bus stop, and getting the necessary
information for the arrival of the bus without any help is a process to be called what theoretically
accessibility is. However, once this person was in need of help to get on the bus due to the level
difference between the pedestrian sidewalk and the bus door, the accessibility chain would have
been broken due to a lack of independent mobility. Therefore, accessibility indispensably requires
ensuring independent mobility.

As another example, a person decides to go to the theatre with a ticket in the front row. First,
s/he checks the schedule of the bus to reach the theatre from the internet by herself/himself,
then goes out and walks on the sidewalk, gets on the bus by herself/himself, enters the theatre
building and the hall by walking down the stairs by herself/himself. This part of the trip represents
the combination of links of a successful accessibility chain with an emphasis on managing every
single link ‘by herself/himself,” which means without seeking any help, and that means
independent mobility. Independent mobility has been a significant complementary concept of
the right to access since the beginning of the research. It means having the capability to access
urban services without seeking any help from others. Therefore, everybody has the right to access
that needs to be ensured with independent mobility. However, ensuring the right to access is not
the only precondition. Spatially sustainable right to access and societally sustainable right to
access are the two others -and related -components. Firstly, urban space, along with its public
transport infrastructure, needs to be accessible, which represents spatial accessibility. If the right
to access is not ensured by enabling spatially sustainable accessibility, the accessibility chain is
frequently interrupted for PRMs, which results in frequent failures in urban trips. Therefore, PRMs
become unwilling to go out in time, which means unsociability consequences emerge. Secondly,
socially sustainable accessibility means achieving accessibility chains without facing socially
unwilling consequences sourced by inaccessible urban space. Independent mobility is a critical
factor in enabling social sustainability through accessibility.

For persons with reduced mobility, independent living and seamless participation in daily life are
one of the ultimate aims to enable equality in terms of human rights sustainably. In this respect,
accessibility is a significant factor to be ensured by local, governmental, and international policy-
making authorities (United Nations, 2008). Under the umbrella of precisely defined rules, the
independence dimension of mobility brings quite significant practical and psychological positive
outcomes for persons with reduced mobility. In practice, reaching a bus stop or having arest in a
park without getting any help makes people reflect on their personal will to urban space by
utilizing, affecting as well as changing it. In this way, there will not be any difference between any
individual in social life, meaning that they will be able to live urban setting in practice. As a
consequence, the self-determination of human psychology of any individual having mobility
difficulty will be registered to urban social life successfully. As a more simplistic statement,
practically, the ability of, i.e., stepping from the sidewalk to crossing by using an ideally designed
ramp as any other able-bodied individuals do in their daily routine, and the positive self-
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determination feeling gained by this action collaboratively composes the concept of independent
mobility.

To prevent deprivation and isolation from social life for people with disabilities as one of the most
vulnerable groups of persons with reduced mobility, they need to have their mobility right
independently and efficiently in urban areas (Falkmer, Fulland, & Gregersen, 2001). In this sense,
independent mobility is the core of the Right to the City and the right to mobility. Ahmad (2015)
puts forth similarly that “once the right of independent mobility is ensured, the feeling of being
handicapped and disabled could vanish, albeit the existing impairment.” Enabling independent
mobility is not limited to physical infrastructure; technological innovations also play a critical role.
For example, the Viana+Acessivel app developed by Silva et al. (2023) draws upon a multi-
objective optimization model, which is a mobile application designed to promote inclusive
mobility in urban environments. Developed in response to increasing traffic congestion and a
growing focus on urban sustainability, the system aims to enhance the physical and psychological
well-being of citizens with temporary or permanent reduced mobility, including visually impaired
individuals, wheelchair users, pregnant women, and the elderly. Unlike standard navigation
software that typically offers the fastest route, this application evaluates four distinct criteria—
path length, slope, accessibility, and duration—to provide safer and more accessible alternatives
with minimal difference in travel time. This approach ensures a better user experience by
prioritizing safety and ease of movement for the most vulnerable populations (Silva et al., 2023)..
Such technologies support independent mobility, enabling PRMs to move around urban areas
more safely and autonomously. Technological innovations play an important role in supporting
independent mobility. Silva et al. (2023) discuss Viana+Acessivel, while Matyas (2020) discusses
how Maa$S promotes behavioral change, which investigates how Mobility as a Service (MaaS) can
facilitate behavioural change by promoting multimodal transport use and reducing reliance on
private vehicles. Using in-depth interviews in London, the study highlights that users categorize
transport modes offered via MaaS into ‘essential,” ‘considered,” and ‘excluded,” with the greatest
potential for behavioural change lying within the ‘considered” modes. Key barriers to adoption
include safety concerns, service characteristics, trust, administrative burdens, and strong
attachment to personal vehicles. MaaS platforms can address these issues by offering integrated,
user-friendly digital interfaces, centralising booking and payment, and enabling targeted
interventions for different socio-demographic groups. Overall, the findings suggest that while
MaaS$ alone may not overcome all individual barriers, it can raise awareness of alternative modes,
simplify multimodal journeys, and indirectly encourage reductions in private vehicle use, provided
supporting policies and infrastructure are in place.. Such platforms support independent mobility
by increasing accessibility for PRMs.

The emphasis here on the self-feeling of being disabled or handicapped can be annihilated
through independent mobility for all. In addition, in the Convention on the Rights of Persons with
Disabilities (United Nations, 2012), there is an emphasis on independent mobility by ensuring
accessibility for independent living, effective participation in society, and freedom to experience
personal mobility without facing any barriers. In addition, accessibility has the capacity to
contribute well-being of persons with reduced mobility and participation in the society that
develops a sense of belonging, social and economic sustainability and elimination of poverty.
Similarly, Olkin and Pledger (2003) state the significance of independence in daily life for persons
with disabilities as that disability studies are highly related to the independent living approach by
putting emphasis on increasing their self-determination enabling full access to social, educational,
and political aspects of life.
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Independent mobility is a matter of human rights. It is particularly for persons with disabilities as
a citizenship right and a matter of equity in urban mobility for promoting disability rights in
practice (Ahmad, 2015). In this respect, some of the core principles forming the core EU
passenger rights are about independent mobility and about the significance of accessibility of
persons with reduced mobility (European Commission, 2011), which are;

e right to non-discrimination for the accessibility of urban transport,
e right to mobility, including accessibility and assistance,
e right to full application and effective enforcement of EU law.

Urban transport passengers need to indispensably have accessible urban transport modes
without any discrimination, and urban mobility needs to be considered a human right for all. It
should be guaranteed by EU legal documents. In this sense, Caglar (2012) notes that accessibility
for people with disabilities is not only a means of exercising their rights but also a condition for
living independently and fully participating in all areas of social life. For people with disabilities to
lead an independent and dignified life, they must have equal access to the physical environment,
transportation, information, and communication, including information and communication
technology, and other public facilities and services, on an equal basis with other members of the
society. In line with this statement, the fact that most human rights are to be used through
participation in social, political, economic, and cultural life has led to the discussion that
accessibility must be accepted as an independent right beyond being a prerequisite for
participation.

5. Conclusion

This study begins by arguing that accessibility is a human right for all and discusses the genesis of
this claim. The theoretical framework is shaped around the ideas that cities should be seen as a
right for all individuals, that cities are valued as a commodity and can be reclaimed through social
movements. In this context, although accessibility is defined as the ease or difficulty of accessing
an urban service, a rights-based approach questions the underlying causes that prevent access.
For example, reaching a destination may be considered an "accessible" route, but in the case of
inaccessibility, deeper reasons come into play, such as the lack of independent mobility, even
though the main determining factor often seems to be urban space.

Accessibility is a matter for not only able-bodied persons and persons with disabilities but for
anyone with mobility difficulty. To achieve this universal right -emphasized in universal design
principles as “equitable use”- in a sustainable manner, the mobility practices need to enable
independent mobility. Figure 1 illustrates the conceptual framework of this research, highlighting
the sequential linkage of key concepts. The research is initially inspired by the notion of the Right
to the City, which asserts that urban spaces should be accessible to all. Realizing this right requires
the ability to move freely between activities and urban land uses. In this context, the city’s
accessibility determines who can fully utilize and benefit from urban settings, walking
environments, and public transport facilities—elements that form the subcomponents of the so-
called “accessibility chain” of urban mobility. This raises the question: whose right is this?
Theoretically, it is the Right to the City for everyone, including persons with reduced mobility; yet,
in practice, significant social inclusion challenges remain due to accessibility barriers. Accordingly,
accessibility concerns not only able-bodied individuals or persons with disabilities, but any
individual experiencing mobility difficulties. Achieving this universal right in a sustainable
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manner—aligned with the universal design principle of “equitable use”—requires mobility
practices that enable independent movement for all.

Figure 1. A Relational Representation of the Conceptual Research (Source: Author’s Own Contribution)

® The urban as an B * Mobility as a
inclusive right for == b precondition to
all obtain the Right

to the City

//,
THE RIGHT TO RIGHT TO
THECITY = MOBILITY
Ry eonl | ACCESSIBILITY
AS A RIGHT
ALL
¢ Achieving ) * Accessible is a

accessibility chain chain for all — no
independently as - barrier at any link
well as ' s— of the chain
sustainably

Accessibility for persons with disabilities is a fundamental human right that ensures equal use of
the city. This includes the urban physical environment (parks, squares, roads, buildings and
entrances), urban mobility (walking facilities, public transport and stops), information and
communication technologies and other publicly available services. In other words, the equal
rights of persons with disabilities as part of society cannot be ignored, neither by an individual,
nor by an institution, nor by the city itself. Therefore, urban space should enable equal mobility
for allin all processes, such as home-to-destination transportation, information systems, walking,
use of public transport, use of recreational spaces and returning home.

In a socially sustainable urban setting, the matters need to be human rights, accessibility, urban
mobility, and participation. The point to be referred to here is that accessibility must be enabled
through the independent achievement of mobility as a chain at any time and any place. For
instance, using an urban bus system at a specific stop needs to enable a person with a wheelchair
to arrive and get on the bus by himself/herself, which is independent mobility. In this respect,
persons with reduced mobility must have the right to independent mobility, except for persons
having the condition of being gravely disabled.

Accessibility must be regarded as a conjoint concept with the inclusiveness of urban space that
highlights the social dimension of the discussion. Itis an inclusive right and, unquestionably, must
be guaranteed for all -for the entire society covering every individual of Persons with Reduced
Mobility. As a consequence, inextricable cycles of inaccessibility prevent PRMs from having their
right to access independently. Unless a right-based approach embedded in the right to access is
adopted for accessibility policies, it could not be possible to live in cities where accessibility chains
would be able to achieve without any barriers.
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To ensure independent mobility, the right to access must be ensured along with spatially and
societally sustainable urban mobility trips. Taking the fact that everybody is equal as given, then
groups such as people with disabilities, elderly people, and parents with a baby stroller are
expected to access any urban service independently. However, it is worth noting that helping as
an ordinary habit in some cultures sometimes causes deprivation of a fundamental human right
in urban mobility for PRMs. Therefore, the spatial and societal structure must provide
independent mobility for all.

This paper argues that accessibility is a universal human right and that this right should be ensured
for all through independent mobility. The question "Whose right to mobility?" reveals that
mobility is not only the act of getting from one place to another, but also a fundamental tool for
participation in social, economic and cultural life. Existing transportation planning often
prioritizes motorized vehicles and excludes people using non-motorized transport such as
bicycles or individuals with reduced mobility, deepening social inequalities. In particular, groups
such as people with disabilities, the elderly, and parents with strollers have difficulty accessing
urban areas due to physical, economic and psychological barriers, which limit their participation
in education, employment and social activities. This shows that the right to mobility is not limited
to urban areas, but needs to be addressed equitably in rural areas as well.

Ensuring independent mobility should be supported by innovative solutions. For example, mobile
applications designed for people with reduced mobility can promote autonomous mobility in
urban areas by providing safe and accessible routes. Similarly, multimodal transport platforms
can integrate different transport options, reducing private car dependency, but such systems
need to overcome barriers such as trust, safety and user-friendly interfaces. Furthermore, small-
scale infrastructure interventions, such as adding benches in public spaces, can improve
accessibility for groups such as the elderly. Inclusive mobility needs to be achieved not only
through physical infrastructure, but also through an approach that requires the joint efforts of
government, the private sector, academia and civil society. This multi-stakeholder model
strengthens urban inclusion by bringing together the digital, institutional and social dimensions
of accessibility.

Neoliberal policies leading to car dependency and fragmented urban planning undermine social
cohesion and increase mobility inequalities. Inclusive transport should not only prevent social
exclusion, but also offer a vision that strengthens social solidarity and promotes environmental
sustainability. In this context, the right to mobility should be provided equitably for all, in line with
universal design principles. In urban and rural contexts, inclusive transport policies, supported by
technological and social innovation, can ensure that cities become accessible and livable spaces
for all. This lays the foundation for a more equitable, sustainable and inclusive urban future for
all of society, including people with reduced mobility.

In conclusion, the literature review shows that the concepts of right to the city, right to movement
and right to accessibility have an important place in urban justice debates. While the right to the
city has been discussed within the framework of collective ownership of urban spaces and
participation in urbanization processes, the right to movement and the right to accessibility have
mostly been discussed indirectly. Existing transport systems are observed to deepen social
exclusion and inclusive transport practices are still limited; in particular, the independent mobility
of people with reduced mobility has not been systematically integrated with these concepts.
While the relationship between the three rights provides a strong theoretical foundation,
concrete policies and field studies to ensure their full participation in urban life are lacking. This
study addresses this gap by presenting an analytical approach that combines the rights to
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accessibility and mobility within the framework of the right to the city and emphasizes the need
for field-based research to develop inclusive transportation policies.
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