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ABSTRACT

Tax1, a public transport mode in Dhaka City, was cvalualed mamly with a view to identify
the characteristics of users group and level of service provided, to determine acceplability of
different service attributes and to investigaie the role of taxi service in the overall
transportalion system of Dhaka City. From the findings it was observed that most users were
highly educated, for cxample graduate 33 3% Business (26.8%), private service (22.9%) and
rovernment service (15 7%) were their major occupalions. Users identified auto-
rickshaw/mishnk as their altemnative mode to taxi. The present users prefor taxis over auto-
rickshaw/mishul because taxi service protects the traveler from dirt, dust and smoke, offers
comfortable travel and it takes less travel hme. Acceptability index values calculated on a 4-
point scale for the six selected attributes namely, fare rate, travel time, waiting iime,
cleanliness, driver's behaviour and safety were 211, 2.4, 1.6, 3.0, 2.5 and 2.7 respectively (in
case of fare rate, travel time and wating time |4 indicates the worst performance and 0
indicatcs ihe best performance, on the other hand in casc of cleanliness, driver's behaviour

and safety 4 indicates the best performance and 0 indicates the worst perfermance).

A compartsen of taxi service to its alternative mode (auto-rickshaw/misiuk) was
dome. From the comparison it was observed that lhe fare rate and waiting time for taxi was
higher than auto-nekshaw/mishuk But travel time] cleanlincss, driver's behaviour and safety
were better than anto-rickshaw/mishuk. The average waitimg time to get a taxi was found 14
minutes whercas the weighled average acceptable ".!.'aiting time as mentioned by users was 6.3
minutes. Difficultics encountered by the taxi passengers were lack of taxi stands, rcfusal ol
drivers to go lo the desired destinations and drivers demanding higher charges than meter
reading,

Most (46.7%) taxi drivers before starting this job, used to work as professional driver
for privale cars. Only 15.2% drivers are the -::w11-:1]5 of their doven taxis. Within the drivers
who do not own a taxi, 71.4% get wages in the range of Tk. 3-6 thousands. The study alse
revealed that from mid-night 1o very early moming taxis do not ply on the city strecls. The
major problems faced by the taxi drivers were absincc of designated taxi stands in the city,
harassment of drivers by the police and offence by miscreants. Tt was found that the operalors
have brought more Non-AC (black) taxis than AC {vellow) laxis. Petrol/octane was the
predominant fuel used in taxis and a few plying with CNGs. The study concludes with some
recommendations for the improvement taxi scrvices m order to reduce the wrban public

transportation problem in Dhaka Cily.
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CHAPTER ONE
INTRODUCTION

1.1 Background of the Study

After the independence of Bangladesh, Dhaka has assumed the status of a metropolis
and is the nerve center of the country. The capital city has a population of 9,912 908
(BES, 2001) spread over an area of 2000 sq kms. Dhaka alone accounts for one-third
of thc national urban population and this has been possible because of her
phenomenal population growth {Mahit, 15;96}. 45% growth of Dhaka’s population is
duc to natural growih and the rest is due to unabated migration (Rahman, 1996).

Dhaka has a very diversified transport system to cater to the demand of its
burgecning population. It has around 300,000 motorized vehicles (viz. motor cycles,
tempos, aulo-rickshaws, maxi hanlers, mim cabs, taxis, cars, minibuses, microbuses,
single decker buses, double decker buses, etc.) and ancther 300,000 non-motorized
vehicles (viz. push carts, bicycles, rickshaw vans, nckshaws, etc) (Rah, 2001). [Here
motorized and non-motorized, fast and slow, big and small vehicles as well as
pedestrians sharc the samc road space for their movement {Rab, 2001). These
vehicles, which are inadequate both in number and quality to caler o the
transportation need of the metropelis, ply 1o compelition on the same limited road
spacc causing preblems of congestion, emission, noise, dirt, dust, delay and accidents
(Ias, 1998},

Te fuifill the present travel demand of the city population, the number of vchicles
of diverse types (mosily non-moionized and motorized para transit) is ingreasing in an
unplanncd matner only to put strain on the capacity of the existing roads {Das, 1998).
Conscquentlly, problems of congestion are agpravated and this has bocome a major
problerr 1 Life in Dhaka. 'I'he chaotic traffic stuation of Dhaka creates an
unfavourable impression on tourists and foreign entreprencurs who might otherwise
consider making financial investments in this country where labour cosl 1s
inexpensive (The Daify Star, 2000}, Thus ihe city’s transportation problems constitute
a major impedimeni for her economic growth and development. Only a well-
organized transportation system can end these probloms.

The present bus system i3 deficient 1n many aspects. Over crowding, excessive
walling time, imegular timing of buses are usual phenomena for the bus scrvices of
Dhaka City (Fasan, 1996). Of the total motorized vehicle [leel aboul 55% are 2 and 3-

wheeler (two stroke} vehicles, which are not environment-friendly, and the



government has imposed a ban on 2-stroke 3-wheeler {auto- rickshaws and mrishuks)
which has become effective on 1% September 2002, Cycle rickshaws are considered
environment friendly and occupy about 73% of the road space, and are therefore a
major cause of traffic congestion (Rab, 2001).

During pre-liberation penod taxis were first introduced in Dhaka city but without
success. This service took a new dimension when the Government of Bangladesh
teduced duly 1mposed on import of taxis (Bangladesh Gazette, 1999). According io
the Gazette published on 28™ of June, 1998, 2000 lax1 will serve only within the
melwopolilan area. On 12™ December 2001 an amendment was brought out by the
authority declaring an cxtended scrvice area fir taxi. The extension included
Narayangan), Savar and Tongi pourashavas to the cxisting area. The permitted
number of total taxi was fixed at 4000, The last amendment was brought on 29™ July
2003, According to the latest declaration (Bangladesh Gazette, 2003) of BRTA, the
permitted total mumber of taxis has been raised to 10,000, The declaraiion stipulates
that taxis will scrve Dhaka City including Narayanganj, Savar, Tongi, Munshiganj,
Dohar pourashavas and up to Mawa ferryghat. At present a good number of taxi
companics (viz. Anudip, Salida, Navana, Qrion, Cab Hx, Cab One, Nihon Cab,
Cosmo Cab etc.} operate cabs in Dhaka City. Alrcady a large number of taxis are
plying on the city’s streets. A complete network of such services is however, yet to
develop but it is expected that taxis are going to play a significant role m urban
transportation of Dhaka City in near future,

The present study explores the users and service characteristics of taxis in Thaka

City.

1.2 Statement of the Problem/Rational of the Study
Since the latest introduction of the service the number of taxis has increased rapidly.
At present more than 8,000 taxis arc operaling on ihe city streets everyday for the
oreater part of the day.

Any service inlroduction in the transportation sector requires primary cvalvation
m terms of level of service provided. As the taxi service is a relatively new transpori
service, it was deemed essential to find oot (hrough a study what important role the
taxi service could play in improving the existing transportation situation of Dhaka
City Also, its level of service may be asscsscd and compared with that of alternative
modes. The present study focuses on the present extent and level of taxi service, and

the problems faced by the service operators as well as by the users. Besides, an



attempt has been made to investigate the current and prospective role of taxi service in
ihe overall mnsporlation syslem ol Dhaka Cuy. Recommendations have been made

on the hasis of its obsarved service perfonmance and assessed prospect.

1.3 Objectives of the Study
The stady aims at exploring what categories of trip demand is satisfied by the existing
taxi services and whether there is scope [or improving utilization of the services
through measures taken by operators and/or regutators of the services.
The specific objectives of the study are:
i. To study the present extent and level of service of taxis
1. To mycéstigate the role of the tax service m the overall transportation
system of Dhaka City
iii. To offer some suggestions and planning puidclines for improvement of

tuxi service

1.4 Methodology of the Study

1aving fixed the objectives of the study, extensive review of literature relating to the
1ssues under study was underiaken. The methodological steps followed in this study
have been illustrated with the flow diagram in Figure 1.1. These steps are described

briefly in the [ollowmg sechon.

1.4.1 Determination of acceptability of service attributes
A study on the uscrs of the taxi scrvice was carned out with a questionnaire
{Appendix A). Questions asked revealed 1the following information:

«  Individual profiles of taxi users,

s Their socio-economic charactenstics,

¢ The purpese of using taxi scrvice,

s Altcrnative lransporl modes used by the users,

# Difficulties encountered in using the service,

s Satisfaction with different setvice atinbutes of the laxi senvice, and

= (ipinion regarding the service.
An index was emploved for measuring level of accoptability of differenl service
atinbutes to the passengers of the taxi service and the expected alternative service
modcs. In order to do this, acceptability of different service attnbutes was measured

on an equal interval 4-point scale with 4 indicating excellent level and 0 indicating the

3



worst level. An index value bascd on the relative weights of the chosen scale was
cormputed as follows:
E=Y0800N . oo o e e e e (L
Where, fo = Index of acceptability for service attributes a,
S = Frequency of respondents giving raling 1 10 service
attribute &,
&= Secale value of the rating i,
A= Summation of frequency of respondents giving lowest to
higheat rating.
=%
Surveys of taxi drivers and serviee providors woere also carried out separately to study
the problems of taxi service [rom the service provider’s perspective. These

Juestionnales are also given in Appendix A

1.4.2 Data collection and analysis

This research utilized taxi operation and supply rclaled data collected from both field
surveys and sccondary sources like the taxi operators and Bangladesh Road Transport
Authority (BRTA). Questionnaire surveys of the {axi users were conducted to study
their characteristics and atiitudes. A total of 306 taxi passengers were intcrvicwed
randomly at different taxi ranks {temporary). A (otal of 105 taxi drivers and 3§ taxi
service providers were inferviewed with shorter questionnaires. The passenger survey
was carried out through taxi drivers at different times of operation.  All data employed
in this research were from late 2001, 2002 and again in carly 2003 (up o January).
Data was recorded in between 8,00 a.m. to 6.00 p.m.. Data collected were analyzed
using a spreadsheer program-Excel 5.0. Excel was also used for graphical

representation of data in this study.

1.5 Limitation of the Study
This study does not aim at preparing a comprehensive operational plan for taxi service
in [Dhaka City, which could help solve the city’s transportation problem. But what it
docs instead is work out distinctive features to determine the role of taxi in the urban
transportation stream of Dhaka City, which could then be readily used to prepare a
more meaningful and comnprehensive transportation plan for the city.

In this study, the service pctformance of taxis and their alternatives were

compared for some sclected service atinbutes. Only limited standards were available

4
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for performance evaluation across the system. These standards might not be equally
applicable for every system in all the countries Comparison of certain indicators,
particularly those related to cost may not be totally signilicant due to the different
levels of service, general standard of living. etc. Whenever the need arises to cvaluatc
the services to a much grealer depth, this lype of simple companison may not be
sufficient.

Due to time and resource constraints, the research is limited only to service and

operational performance of cab service.

L6 Organization of the Thesis

The preseni study has been divided inte six chapters. Chapter one presents the
background, statement of the problem, objectives, methodology and limitation of the
study. Skecletal contents of other chapters are presenied below.

*

%+ Chapter two consists of a brief review of documents and studies relevant to the

*

research,

L}
=3

Chapler three describes the present status of taxi service tn [haka City.

o>

Chapter four consists of the users’ perspective of taxi service.

L}
=3

Chapler five consists of the drivers’ and operators’ perspective of taxi service.

4 Chapter six consists of the conclusion and  tecommendations.
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Figui‘e 1.1: Flow diagram of methodological steps followed in the study



CHAPTER TWO
LITERATURE REVIEW

2.1 Introduction

No smdies reparding taxi scrvice in Dhaka City has come to the notice of the
researcher, However, there have some investigations into the other modes operating in
the city. A cursory review of such studies is made in this chapter. Also, the role of taxi
in other cities in differcnt parts of the world is reviewed in this chapter. The issue of
taxt scrvice regulation 1s discussed based on secondary sources in a subsequent

section of this chapter

2.2 Transport Modes in Dhaka City
Dhaka’s transport fleet consists of various types of vchicles. The modal share of

existing vehicle fleet according to BRTA 1% \mven in table 2.1,

SI. No. | Types of Vehicles Ivo. of Vehicles | Percentage (%u)
1 Moldor Car 96872 3283
2 Jeeps/Microbus/S Wagon 44156 [4.96
3 Taxi 8600 291
4 Bus + Minibus 4000 1.36
5 Truck 16617 5.63
6 NG Auto-rickshaw 2500 322
7 Mishuk 2500 0.%5
8 Motot cycle 106000 33,89
9 Others 12840) 435

Total 295085 100

Table 2.1: Modal share of existing vehicle fleet in Dhaka City

Several studies have been made to investigate the role of specific modes of trave!
in the transportation syslem of Dhaka.

Chowdhury (198%) emphasised on an operational model where the auto 1empo
wonld best operalc as a feeder service o other transit modes like the bus, minibus etc.

Ahsan  (1990) ivestigaled the overall passenger transport situation in
Metropolitan Dhaka and examined the public fransporlation sysiem operations in
Dhaka City. He outlined ihe deliciencies in the existing public transportation system



together with improvement opportunities. In this research the operating conditions of
the cxisting public transport modes were studied. It revealed that public transportation
in Metropolitan Dhaka serves gbout 15-20% of passcnger trips. The study meluded
myeshgation mio the syslem characteristics, usage and operations of the mass transit
System.

Hasan (1996) studied the role of double decker buses as a mode of public
transporiation in Dhaka City. He suggested appropriate actions to adjust the level of
service to some policy standard through operational changes. He alse laid stress on
the replacement of very old buses by new buses because of the former’s high
maintenance expenditure.

Das (1998) revealed thal many of the operating problems of the private sector bus
services were very largely attributable to the highly fragmented nature of the sector’s
ownership pattern. Ile also revealed that service irrepularity affecls disiobution of
passenger loading on buses. If ihe regulaniy of the bus services were improved, even
without further improvement of waiting time it would have a positive impact on lead
factor.

PPK Consnltants et al. {1993a) reported the performance of BRTC's Greater
Dhaka bus operations with a view to delermine in which respects the corporation was
performing badly, or well, so that decision could be made on necessary remedial
action, where to concentrate efforts and resources, o whether to abanden a [unction
seen to be a ‘hopeless case’ activily, For performance evaluation of BRTC's Greater
Dhaka bus operation, the study adopted and applicd sixteen established globally
accepted performance indicators, mosily provided in Wright and ‘T'hiriez {1987), to
provide an indication of how BRTC’s operations compared to Dhaka’s private sector
opcrations and (o the developing world as a whole.

PPK Consultants et al. (1993h) made another investigation to mcasure both the
gxtent and performance and the operating and structural natures of Dhaka’s povate
sector bus operations so that appropriate remedies could be developed for many ills.
Performance measurement was done on route-by-route basis. Further, efforts had been
made to distinguish between the operating characteristics and economies of the [ull-
sized single-decker buses operating on Dhaka’s urban bus routes from their minibus
counterparts. ‘The review revealed that many of the operating problems of the private
sector were very largely attributable to the highly fragmented nature of the sector’s

owtership pattern. It endeavored to demonstrate numerically by means of survey data



that Dhaka’s private sector bus operators were not performing well when judged

agamst standards attainable by the developig world.

2.3 Taxi Services in Other Countries

2.3.1 Hong Kong

In Hong Kong, at present, there are twelve passcngers choosing to use taxi services in
cvery hundred public transport passengers. This proves the popularity of taxi services
in lTong Kong. There are 18,138 taxis in Hong Kong, of which 15,250 are urban taxis,
2,838 are NT taxis (NT laxis are [undamentally confined to mural areas in the New
Termitories, the airport and are permitted to serve certain locations in the urban area
through specificd routes) and 50 are Laniau taxis {operating only on Lantau [sland).
Everyday they serve about 1.1 million, 2,067,900 and 1,400 pcople respectively.

To further improve taxi scrvice quality, Tramsport Department has recently
mslalled electronic LED passenger information display panels at taxi stands to
provide passengers and taxi drivers with taxi service information and 10 promote laxi
service standards. Taxi Dnver Commendation Scheme was set up as a regular channel
for passengers to commend their drivers for their quality service and good conduct.

The Heng Kong Transport Department worked jointly with the Quality Taxi
Services Steering Committee and taxi associations to organize and implement various
quality taxi scrvice schemes. They encouraged the trade to use talking taximeter and
mstalled Braille and tactile taxi registration number plates in taxi comparimenlts to
facilitate taxi passengers with vizual impairmenis, In adidition, they relaxed a number
of clearways restrictions as well as designated taxi drop-off points and tax pick-up
and drop-off points to strengthen the role of taxis in providing pomi-to-poinl fmnspott

SCTVICES,

2.3.2 London

Taxis are an important part of an integrated public mansport system in London,
particularly tor people who do not have access to a car. Together with private hire
vchicles (PHYs or ‘minicabs’™, they can fill the gap when most buses and trains have
slopped for the night and, particularly in rural arcas, can provide a scrvice where local
bus services are infrequent or non-existent. Qutside London, taxis and PHYs tend to
be used more by people in lower income gravps, and more by women (and cspecially

young wamen; than by men.



The quality and quantity of taxi and PHV services are very important. The
regulation of laxis and PHVs has been devolved 1o local authonties outside London. Tt
is important that local authorities vse their taxi licensing powers to cnsure that taxis
and FHVs 1in their district are safe, comfortable, properly insured and available where
and when required. This can be achieved principally by setling qualily standards for
vehicles and drivers; but local authorities can also limit the number of taxi licenses
granted, provided they are satisfied that there is no significant unmet demand in their
area.

In London, the licensing of taxis is the responsibility of the Public Carriage Office
{currently part of the Metropolitan Police Service, but due to be part of Transport for
London under the Mavyor, on the creation of the Greater London Authonity). They set
quality controls through the Metropolitan Conditions of Fitness for vehicles and the
‘Knowledge’ and carry out driving, health and crminal record checks for dnvers.
There ar: no gualily controls for London taxis. With the passing of the Private Hire
Vehicles {London) Act 1998, London minicabs will be regulated, bringing their
epotators and dovers mio ine wilh the rest ol the couniry. This will result in safer
joumeys, not least because drivers will be subject to a criminal record check.

The Govornment™s guidatce on provisional local (ransport plans made clear that
local authorities need to consider the role of taxis and PHYs in an integrated public
transport system; for example, the priority such wchicles are to be given when road
space 15 reallocaled, whether there are sufficient taxi stands in the night places,
opcrating al the nght bmes of day, and then policics on qualily and quanity licensimg,
Local authontes can also se1 up schemes [or laxi sharing, especially for tural areas,
and promaole (he operation of laxi-buses as a Qexible, cost-elfective form of transport
for lightly uscd rural routes. Such imitiatives could be considered in the context of the
Rural Transport Partnership scheme where local authorities can join with parish
councils, community groups and other voluntary organizations to  deliver

improvements to ransporl. services 1n rural areas.

2.3.3 Dublin

Dublin’s taxi service is a part of Dublin’s Public Transport System, which in tum
comshiuies less than half of the total transport syvstem of the capital. The basic
problem lies not with the city™s taxi service but with 115 entire transport systcm. The

later 18 fimctioning very badly due to a combination of poor planning, under-



mvestment and rapid economic growth (Brendan, 2001). The very poor transport
system imposes a farge burden on the taxi serviee because one of ils toles is as a
residual provider of transport. Inevilably the taxi service shows many strains vnder
this burden, whether caused b the poor bus service or traffic congestion.

There 1s a high demand for taxis among young people and relatively poor poople
who do not own cars. Another source of local demand for taxis is the demand for a
door-to-door service whether from local disabled pooplc or other locals mn the center
of the city. In Dublin, in contrast to the bus service, the taxi fleet has seen a big
increase in efficiency and utilization rates from the taxi fleet due lo:

1. Improved productivity by dnvers.

2. Improved radic networks and

3. Greater utitization of vehicles with multiple drivers.

Taxis in Dublin however have been seriously affected by one major external
[actor, imffic congestion. The peak hours have got worse and all-day congestion is
appearing in some parts of (he ¢ity. The problem with the taxi service in Dublin is that
ihere are effectively no fixed inputs in a dereguiated market sitvation. The reason for
this is that a taxi license would be obiainable on most types of family cars. Therefore
once an owner had a private vehicle license and a taxi-plate, he would be in a position

to take it out on the street regularly or cven just occasionally.

2.3.4 New York
There are 40,000 hicensed taxi drivers and 11,787 licensed taxis {vellow mcdallion
taxis} in New York City. The medallion sysiem dates from a Depression-era ity law
designed to address an overabundance of taxis that depressed driver carnings and
congested city sirects. The number of cabs had peaked at 21,000 in 1931, and [clt
from 13,595 in 1937 i the number of 11,747 by the late 19405 becavse the licenses of
taxi owners leaving the industry were not reissued.

Yellow became the uniform coler for all taxis in 1969 to distinguish them from
‘gypsy’ cabs. The yellow medallion taxis are the only vehicles allowed by New York
City law to pick up passengers hailing on the street, having not served telephone

prearrangement since two-way radios were removed from them in the mid 1980s.

Related industries arc in the calcgory of ‘for-hire vehicles” (FHYs), which are

permilted to serve passengers by pre-arrangement, generally through telephone calls
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for scrvice. Thas sector includes vehicles commonly called car services, Jiveries, black
cars and limousines. The Taxi and Limousine Commission licenses 30,000 FliVs and
the 600 base stations from which they operale. 3,670 taxis were dnven by the
medallion owners, and 20% of them were leased to a second driver in 1993, Most
other taxis are not driven by the owner, but leased to two drivers on a double-shift
basis. In spite of strict regulation on the number of taxis and farcs, taxis in New York
are notoricus for low quality of service with thousands of complaints from passengers
every year. The most froquent complaints concorn drivers™ communication skills,
ability to find passengers’ destinations, courteousness, reckless driving, service
refusal or passby for some passengers, and overcharging. Some critics attribute these
qualily problems to the medallion system restricting number of yellow taxis; thus,
deregulation to open entry may mitigate such problems. On the other hand. Shaller
and Gilbert {1996) argue thal leasing system is the nght cause of bad quality.
According to them, good service depends on good drivers who demand decent
working conditions including highcr wages. Then, leasing syslem compels drivers to
work longer to compensate poor income, which nsually is the excessive part of their
reverme after paying lease focs, and operatmg costs such as fuel and vehicle
maintenance, and this leads to deteriorated service. As an evidence that drivers lower
wages does not result from liconsing systemn, they illustmate the siatus of non-
madallion cab sector drivers whose wages are lower than those of yellow cab drivers,
In addition, they also illustrate the results of other citics expericnecs where laxi

service has not improved in spite of entry dergpulation.

2.3.5 Seattle (King County)

The number of taxi licenses was regulated based on a population ratio both in the City
of Seattle {1:2000) and in the King County (1:4400), to which the city of Scattle
belongs. Tn addition, after the Port of Scattle {mrport) contracted with a taxi company
for exclusive taxi service for airlme passengers in early 1970's, the airport
independently licensed and enforced taxicabs based on a contract with the County.
There were approximately 350 licensed taxis in Seattle in 1972, cxceeding the
maximum number of 250 allowed under the enity population ratie, which resulted
from (he “temporany” heenses 1ssued to handle the attendees to the 1962 World’s Fair.
In addition to this, there were 63 taxis licensed by King County, and 63 taxis Heensed
by the Port of Sealile. Fixed level of fares was determined by the City Council based
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e
on the requesi [tom the industry afler exarmming the previons rate increase, ridership
W

and corresponding revenue decline. Besides, further regulations were imposed on the

meter mspeciions, vehicle inspections and eccasional consumer complaints.

In 1979, the Seattle City Covncil adopted legislation, which eliminated the
population ratio as an entry limitation for taxicab licenses 'Thus, any applicant could
obtain a license il hefshe mel the lcensing roquiremenis, 1e., applicaton fee,
insurance, inspected and approved vehicle and taximeter, approved name and color
scheme, and approved ownership. At the same time, control on the farc was also
removed, so that individual taxi operator could set fares only by filing with the City as
long as the rate followed the prescribed form and was reflected on the taximeter. The

County Council also underlook derepulation one yvear later {in 1980},

2.3.6 Hertfordshire

Taxis form an important part of the integrated transport network of Hertfordshire,
Uniled Kingdom. They have a role io play m reducmy dependency on the private car
by providing a final leg in rail or bus journeys, and by providing an aiternative to
walking and cycling in inclement weather. In doing so, they remove (he need 1o use a
private car and thereby the temptation to use the car when the altermatives are
realistic. They also play an important part in evening and social occasions where donk

deiving prevails,

Taxis are provided by private operators, but are licensed hy the ten district
councils, Stands are provided by the district and county councils, and arc cncouraged
where they fonn part of an integrated transport system. In addition, the County
Council uses taxis as a significant clement of its passcnger transpert provision for

cducational and social services transport nceds.

The County Council promotes the vse of, and provision of facilitics for taxis
where:

1. They form part of an integrated transport system/scheme i.e. interchanges,

2. They encourage a switch away form the use of the private car, c.z. by
providing (he [nal link form the slalion to home;

3. They assist m 2o¢1al tnclusion by providing car-based nps for non-car

13



owners €.2. from the supermarket to home,

4. They deliver a cosl-ellective means of provuding educalional and social
scrvice transport.

I'he district councils normally designate taxi stands, although the tramn operating
companies andfor il track deals with allocations at rail stations. At present, taxis are
not allowed to vse the bus lanes, which have been installed as part of the Green
Routes in the South West Hertfordshire and [ea Valley Area Plans. Monitoring is
now taking placc on these schemes, and the County Council has agreed to consult on
the possibility of the bus lanes being open to taxis and powered two-wheelers

The County Council has over 800 contracts with local taxi‘hire car and minibus
operators, to provide passenger transport to and from educational and social service
centers for those who are in need, as required by the County Council’s various
educational and social service {unctions.

Theze contracts provide for regular jonmeys to over 3000 clients across
Herlfordshire and are an imporlant parl of the taxi and car hirc trading. The County
Council has published operational gunidelines as part of these contracts to ensure
service standards are improved. These contracts are planned to mect needs and arc
integrated with other passenger transport provisions wherever possible to obtain cost
effective value. The County Council has explored greater use of taxis to serve urban
areas and provide hoks 1o mierchanges, rail slahons and mayor business arcas {or
visitors for Hertfordshive’s business. They are nsed widely for airport access joumeys

and unofficial shadng is much more general than realized.

2.3.7 Indianapolis
Moors and Rese {(1998) reported that, in 1991, the city of Indianapolis created a
Regulatory Stody Commission (R5C) to implement regulatory retorms. One of its
major achicvements was to reduce unjustified regulation of the cily's 1ax1 scrviecs,
Like other large U5, rities, Indianapolis’s taxi industty was heavily regulaled, yet
the quality of service was poor. Long waits were common after calling for a taxi,
particularly in lower-mcome areas. Taxi [ares for lomg iops were higher m
Indianapolis than in any other major cities. A small number of companies dominated
the Indianapoks tax markeld. Only 392 taxs were pemmitied to operate in the city. Onc
company controlled more than half of those licenses, and competition among taxis

was limited. A substantial number of the Lcensed taxis were not in scrvice at most



times on an average day. Owners of a taxi license made most of their money from
regular fares, so mvesiing m wheelchair accessibility made no sense. The city did not
allow specialized service, 20 the disabled had to nsc cxpensive private ambulances tor
door-to-door trips.

Minonty organizations supported reforms. The restrictions on taxi licenses, [ares,
and service levels all but prevented low-income diivers from starting their own taxi
companies, and reduced the quality of service in lower-income neighborhoods.

The RSC rowrotc Indianapolis taxi repulations with an eye o increasing
competition, This included the following changes:

=  Remove the overall limitaiion on ihe number of laxis that can be licensed.

o Allow taxi companigs to set fares, with some constraints on maximuem fares.

» Eliminating arhitrary mles, such as requinng taxi drivers to wear a special

badge and cap, and specifying the number of seats taxis conld have.

»  Allow taxds 1o “cruise” for customers.

« Provide greater flexibility in safety rogulations.

» Allow special taxis to carmy passengers in wheelchairs.

2.4 Taxi Service Regulations

Kang (I1998) tevealed thal regulations have been implemented as govermmeni
intervention in the market to ensure efficiency and equity by comecting market
failure. Then, as can be scen in the transport industry, excessive regulation cansed
many side-effects such as inefficiency in its management and unreasonabie protection
of incumbent operators, which obstructed the industry to respond quickly to the
changes in economic structure and social surroundings In consequence, since 1970s,
deregulation and privatization have occurred in many industries to enlarge frecdom of
ceonomic aclrvilics, and laxi mdustry has also becn myvolved m thal changes 1o
several counines mmeluding USA, UK, Swoeden, Now Zealand and somc others,

The derepulatory measures adopied vaned m each country based on the dillerent
inherent conditions. ‘The results also appeared differently. As a whole, however, the
ctfects of taxi deregulation were not 20 beneficial to consumers dve to increased fares
and deteriorated service quality. In addition, the retumns to operator as well as drivers
also decreased, and there was no significant evidence of mnovation in the industry.

On the other hand, the structure of the industry became to be more fragmentary with
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increased single operators and taxi leasing. Therefore, this study concluded that
markel eniry shouid be regulaled somehow, and the level of fares also needs to be
controlied. In addition, mere stringent regulations are necessary in order to cnsure
high quality and mmproved safety in taxi services. Nevertheless, it does not mean that
every regulation is always desirable m every condition, but some regulatory reform is
needed based on the inhersnt conditions of the taxi industry in a city or a country.
MNamely, entry restriction should be relaxed in the case that the current nomber of
taxis is quite small compared existing demand; Level of farcs should be more flexible
within a range; exit system can be introduced to ensure high quality, license trade and

leasing must be prohibited.

The Swedish Transport Felicy Act of 198% provided the framework for the
deregulation of the industry in 1990, snggesting that the best service for the lowest
ceonome ¢ost would be supplied by a derepulated taxi mdustry subject to free market
forces. Deregulation of the Swedish taxi market was carvied out in five steps:

1. Barricrs controlling cntry wore removed, so (hal operators can have as many taxis
as desired. This relieved the county councils of their former task of estimating the
demand for taxi scrvices in cach operaling arca.

2. Fare controls were removed, so that taxi companies set their own fares.
However, they are required to inform customers about the fare pnor to trips, and taxi
must be equipped with receipt writing meters.

3. The requirsment for all taxi to belong to a radio-booking centoer was abandoned.
At the same time, in order to stimnlate competition between centers, publicly owned
centers wers established in the market, as an altemnative to the oxisting privatcly
owned centers.

4. Gieographically restricted operating arcas were climmated.

5 Strictly regutated operating hours were removed.

Many U.8. citics have partially or wholly shminated local taxi regulations during
ihe lale 1970"s und early 1980"s. ‘I hese include San [Yego, Seattle, Phoenix, Portland,
Sacramento, Kansas City and Milwaukce, as well as some smaller cities of sigmficant
size such as Tucson m Anzona. Oakland and Fresno in California, Raleigh in North
Carolina, etc. Further discussions on taxi deregulation are still on going in America,
and it has occurred or tried in scwveral citics in 1990°s, inchoding Indianapolis (1994),

Houston (1995}, Denver, Hartford and Boston.
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2.5 Conclusion

The feature of taxi service varies significantly from country to country in ferms of
market share, type of vehicle, operating system, level of regulation and even in name,
Howaever, it still plays an importanl role in most countrigs. It provides an esseniial
service for some groups of people and comprises a complement to the smoath
operabon ol public transil whether in urban or miler-utban area. Howover, imespeciive
of whether taxi services are provided by public enterprises or private sector
companies, their activitics are mvanably repulated by a codified set of rules and other
Testrictions, statutory and discretionary, which circumsecribe the freedom of operators

to engage as they sce fit in cconomic activitics.
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CHAFTER THREE

TAXIS IN DHAKA: PAST AND PRESENT

A1 Intreduction

(ab culture in Dhaka goes back a long way. In fact scveral attempts were made earlier to
miggrate this orm of tansportation into the city scene. Some just withered away and others
deviated from the actual goal. Taxa service resumncd m 1998 and became a part of the

Dhaka’s transportation system.

3.2 Evolution of Taxi in Dhaka City

3.2.1 Prc-liberation period

In Dhaka in the sixties there were cabs with meters. The cars used were Opels and often
Chevrolets. This service after the liberation war failed (o sustain iiself. The service waned
and under the flood of three wheeler imports the Opels lost their momentum. Later these
cars were used in the old parts of Dhaka to carry goods. Mow mosl of these are scrapped.
Some have been taken to district towns where the upper portions have been cut down to

serve as public passenger vehicles (The frdependent, 20000,

3.2.2 Bikalpi taxi services
In the mid-cightics the Bifalpa Taxi project was launched with two objectives:

1. To provide belter communication service within the city

2. To provide employment opportunities to the educated unemployed.

Using Dathatsu Charade cars, this scheme started off quite smoothly. Painted in black
body and yellow top these non-air-conditioned cars seemed to be the answer for a
com{ortable city ride. But unfortunately these cars, instead of covering the cntire city, cnded
up centralized at the airport. This proved to be more lucrative. From the amport the cars
could attract foreigners, cxpairiatc Bangladeshis and easy foreign currency, After the
Dathatsus entered the scene many others with personal initiative opted for the taxi scervice as
a carecr. Companics sprang up and later Toyola Ke-70 cars were added to the black and
yellow fleet. But quite contrary to public expectations these could hardly be found on the
streets for regular communication. Morcover, absence of contact numbers, lack of trained

drivers, lack of mimmum safety facilities and non-existent wireless comnection with the hase
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office never allowed ihese taxis lo become the vehicle for the masses {The Jndependent,

2000),

3.2.3 Emergence of taxi services laws 1998

Warraling the policics to import and usc taxi, the Government of Bangladesh brought ihree
Statotory Regulatory Orders (5SRO No, 151-law/97, 171-law®7 and 226-law 97) into force
on 12% June, &" July and 29™ Seplember respeciively. The design, colour, other
characteristics and fares were recommended according to the legislation of the first SRO.
An inter-deparimental commitee was Tommed by BRTA. The recommmendaton of this
comrmittes, the existing laws and regolations regarding taxi operation, the opinion of
organizations cager to operate taxis, the need for an exccllent taxi scrvice, the expectations
of the users, the cxpendilure of the laxi operation, 10 meeling of Bangladesh Invesfrnent
Board regarding taxi services—all these were considered when the taxi service mles were
drawn up. On 28" June 1998, on behalf of BRTA, the taxi service moles were published in
the Bangladesh Gazette.

3.2.3.1 Iniciation of taxi service
It was mentioned in the Gazette that as a pilot project Dhaka City would sec the introduction
of renewed laxi senvices. It was added that later on, depending on its viability, public
demand, road network capacity, service quality and overall experience, this would be
exlended to district towns and mter-distrcl roules. On 12" December an amendment was
brought out by the authority to declare that, instead of Dhaka Metropolitan Area along, the
taxis would serve up to Narayanganj, Savar and Tongi pourashava areas. In the same
amendment it was declared that the permitted fotal number of taxis will be 4000 instead of
2000, The last amendment was brought on 29 July 2003, According to the latesi
declaration of BRTA {Bungludesh Gazette, 2003) the permutied tolal number of laxi has
been raised 1o 10,000, The declaraiion stipulates that taxis will serve Dhaka City including
Marayanganj, Savar, Tongi, Munshiganj, Doebar pourashavas and upto Mawa ferryghat.
Public or private limited companies possessing a Taxpaycr Identification Number (TIN)
and a1 least taka len lac as paid up capital are able to import vehicles as taxis. Each company
should have a fleet of at least twenty taxis, The Bangladesh Envirorument Conservation Act,
1995 and The Envircnment Censervation Rules, 1997 would be applicable for the taxi
services, the tules added. Each taxi company must have a depot, which will ivclude

sufficient facilities for repair, maintenance and scrvicing, To maintain continuous contact



between the company and the cabs there must be a radiotelephone link so that customers can

casily get a taxi by telephone.

3.2.3.2 Specialty of taxi

It was mentioned in the Bangladesh Guzetfe that petrol or CNG operated motorcars and
station wagons would be permitted as taxis. Iesel operated motorcars and station wagons
may be considered as taxis al any appropnale ime afier the introduction of the service.

It was declared in the Gazerte that for airconditioned taxis the minimum engne
capacily would be 1300 ce and for economy (Non-AC) taxis, the minimum enging capacity
would be 850 ¢c. Later on an amendment was brought out and it was declared that he
engine capacity of air-conditioned taxis would not be more than 2000 cc. (Bangladesh
Guazette, 2000) and for the economy (Non-AC) taxis it would be 300 cc. (Bangladesh
Gazette, 2001). The vehicle would not be more than three years old. The cconomic life of a
taxi would be eight vears, the mlcs added.

I 15 obligaiory to mark the name of the company, its monogram (if any) and tclephone
number on the doors of both sides of the taxi, On the top of the taxi thore must be an
elliptical plate holding the word “taxi” in red The plate must be illuminated with lamps or
ngon sign so that the word “taxi™ can be easily read at any time (day or might) [fom far

away.

3.2.3.3 Taxi meter
The rules stated that cach taxi must be fittcd with a4 comyentional meter available in the
market for displaying the fare al the rale ascertained by the anthority. The meter would
display the 1otal distance and lotal fare cleatly so that the passenger can easily read it from
his seat. It would also show the time of rent and total time traveled. The meter would record
the charge of one-fourth kilometer for every two minutcs of wailing lime. Without mstalling
a meter no taxi would be permitted for registration and (o ply on the streets. Taxis would not
be allowed to carry passengers if the meter 15 oul of order. A taxi would show ‘“for hire"
when it is open for rent and if it 18 renied then 1t would show “Hired”.
3.2.32.4 Fare rate
The fares mentioned in the Bangladesh Gazette for air-condiboned and non air-conditionad
Or economy taxis are:

a) Air-conditioned: lor the frst two kilometers the charge would be twenty taka. Afier

that for every kilometer the charge will be taka eight. If the fractional part of the distance
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covered 1s less than one-fourth kilometer, a charge nith:ku two will be added. If the fraction
is more than one-fourth kilometer, the fare of one kilometer will be charged.

b) Non aimr-conditioned: for the first two klometers the charpe would be fifteen taka.
After that for every kilometer the charge will be taka six. If the fractional part of the
distance covered is less than one-fourth kilometer, a charge of taka one and a half will be
added. If the fracuon 13 more than one-lfourth kilomeler, the fare of one kilometer will be
charged.

For air-conditioned taxis taka two would be charged for every two minutes waiting time
and for non-air-conditioned taxis the amount would be taka one and a half. Il was also
stipulated that for calling laxis with telephone links an additional amount of taka ten could

be charged.

3.2.3.5 Colour of taxi
As per the declaration of the Gazette the colour of air-conditioned taxis would be

completely yellow and for non aic-conditioned cabs the colour would be complelely black.

3.2.3.6 Other specifications

According to the Gazerte all the terms and conditions stated in Motor Vehicle Ordinance
1983 and Motor Vehicles Rules drawn up at that time would be applicable for taxiz. Each
taxi would display the rent chart ascertained by the government. The driver is bound to
show the chart to the passengers whencver demanded. While idling at a specified laxi stand
a dover cannol refuse to lake a passenger as long as his destination is within the declared
range of taxi service. Each taxi would keep a register sipned by the anthority to keep the
record of passengers’ complaints. It was made obligatory for the taxi company to provide
drivers with ID cards/badges and uniform. A driver cannot park his taxi on the street except

at specified taxi stands. Each taxi company wounld provide twenty-four hours service.

3.3 The Current State of Taxt Service

In July 1998 the first batch of taxis came to the ¢ily scene with 1800 cc engine cars with air-
conditioners. From sixteen Ambassador cars in the beginning, now there are more than
8.500 taxis plying in the city, The City Cab Service had the honour to become the first
compatty to roll oul their cabs (The Bangladesh Observer, 2000). Now there are taxis of
maore than sixty companies in the city streets in yellow and black coleurs. The nameces of the

cab companies currently operating in Dhaka City have been given Appendix B.
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3.3.1 Cab ownership

There are more than sixdy laxi companies in Dhaka City. As it is a capital-intensive
business, to start a taxi company, ong heavily needs bank support. The names of the leasing
companies, which have come forward to finance these taxi companics, have been given in
Appendix B. Apart from these, some companies are operating taxis with their own capital,
The names of several self-financed taxi companies have also been given in Appendix B.
Most taxi companies sell cars in installments, as taxi service is becoming a popular means of
earning money. A lot of uncmployed youths have laken it up as a profession. One can own a
taxi by paying a bank demand of taka three lac as down payment and then the rest is paid in
monthly installments. When an owner of a taxi drves himself, he finds it to be more
lucrative. What makes the service 50 unique is that the driver does not have to hapgle with

price and the passenger too knows that he has nothing to worry about except the meter.

3.3.2 Taxi stands

When the cab service was {irsl introduced, there was no provision for taxi stands, The policy
makers actually never thought that they would get such a huge response so soon. Though the
optitnism among the dnvers and the owners is high enough, there is overwhelming conecrmn
among them over the government’s pelicy on taxi stands. Stands have become very essential
with the increasing number of taxis plying in the city. Till now there is no permanent stand
for the taxi, The drivers just keep their cabs waiting on the roadside. And regularly this
causes problems with the traffic police who fine taxa drivers for unauthorized parking. For a
healthy growth of the business and for making cabs available to passcngers at busy places,
the Cal Association of Bangladesh (CAOB) has recently demanded cab stands immediately
at twenty important places around the eity (The Bawngladesh Observer, 2000). The places
are: i) Zia International Airport 1) Kamlapur Railway Station i) Muktangan iv) New
Market v) Manik Mia Avcnue vi) Mohakhali Wireless Gate vil) Dhaka Cantonment Rail
Statton vi) Kemal Ataturk Avenue ix) Uttara Rajlakhsmi Complex Premiscs x) Shahbag
x1) Dhanmeondi-15 xii) Mirpur-10 Square xiii} Pallabi xiv) Gulshan-1 xv) Guishan-2 xvi)
Bangladesh Bank Premiscs xvii) Kalyanpur Bus-stand xviil) Asad (iate Arong Premises
xix) Mohammadpur and xx) Jatraban Square. The cab owners helieve their demand is fair
and is essential for easing of passengers’ transportation problem. The locations of laxi

stands proposcd by CACB are shown m Figure 3.1.
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1.4 Conclusion

Within a span of five years, the taxi service has become a part of civie hile. In this period the
city cabs have crossed the biggest hurdle of eaming people’s respect and trust. In the city
cab services have added cxtra comfort in commmumecation. The emergence of new companies

has instilled competition inspiring each company to excel.
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Figure 3.1: Map showing location of taxi stands proposed by CAOB
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CHAPTER FOUR -

USERS’ FPERSPECTIVE OF TAXI SERVICE

4.1 Introduction

To Icarn about the profile of vsers of taxi service and their pattern of use as well as opinion
regarding the service, a survey was conducted on a sample of users. The survey results have
becn presented 1 this chapter, A pre-ceded questionnaire was used as the survey instroment.
Passengers attitude survey was camied out for a total of 306 passengers’ at randomly
seleeted taxi stands over the eity. The respondents’ characteristics, trip and travel information
and alternative modes used by them have been deseribed. Passengers” attitude towards
different aspects of the taxi service and acceptability indices for selected service atinbutes
calcvlated from the attitude survey data have been provided. The survey was conducted
through selected dovers of cabs who requested lherr passengers o fill oul the supplied
questionnaire. In case of several passengers in a single trip on cab, the passengers decided
among themselves as 1o who will fll up the questiionnaire. Sample size of passengers, who

were surveyed are presented in Table 4.1,

5L Mo. | Location of taxi stand (unofficial) | Mo. of Passengers
H Shahbag 6O
2 Farmgate (Khejurbagan) 61 k
il Mirpur-10 46 !
4 Rajlaxshmi eomplex {(ttara) 39 |
5 Zipatala 37
6 Al-helal police box (Motyheel) 36
7 slanikmian Avenuc 21
Total 06 |

Table-d.1: Sample size of passengers’ survey

4.2  Profile of the Respondents

4.2.1 Age and sex structure of the respondents

Ape and sex siructure of the respondents are presented below i Table 4.1, The table roveals
that the respondents of age gronp 30-44 years were in higher proportion. About 4510 % of
all the respondents fell mto the age group of 30-44 years of which 76.81% male and 23.19%
female. However, in this broad category, the age group 15-2% years was larger than the age
eroup 45-60 years, Respondents in the age groups of below 14 years and above 60 years were

not many in mumber.

25



Age group Wo, of Percentage | Male |Percentage | Female | Percentage
(vears) | respondents ("o} (%) {%%)
0-14 2 065 2 0.65 0 0
15-29 112 36.6(0 72 23.52 4] 13.07
3044 138 45.10 106 34,64 33 10.45
HE-6 46 15.03 L 124 g 262
G- ¥ .62 g 2.62 0 0
Tutnl 206 104 226 7385 80 2614

Table 4.2; Age and sex structure of the respondents

The figures also show male passengers were much higher in proportion compared to
femsale passengers among all the age groups. Notably, the highest proporiion of female
passengers was found in the age group of 15-29 years, There were 13.07% Remale passengers
among the taxi nsers. From the figures it is also revealed that women of age group 15-29
years and 30-44 years were using taxi service in greater proportion. Whereas womcen above

43 years were found to be very fow.

4.2.2 Educational qualification of the respondents

Figure 4.1 shows the educational qualification of the respondents. The figure reveals that the
majorily of the respondents el into the group *others’ which represents respondents with an
educational attainment below 8.5.C /0 Ievel or a degree higher than graduate level. 38.56%
respondents were in this group. Respondents forming the second largest group are aradnate
(33.33%) followed by respondents with education at the H.S.CFA’ level (17.64%) and
$.5.C/0" level {10.45%).

Educational qualification of the
TLs pondenty

10 46%
II_

3% Sﬁ%@uﬂ f5%

33.33%

In SR Lol @ 1 S0 Level O Gradude Q Other

Figure 4.1: Educational qualification of the respondents

4.2.3 Oceupation of the respondents

Figure 4.2 shows occupationat distribution of the respondents. As shown in Figure 4.2
businessmen constituted the largest portion of the trip makers. About 26.80% of all the

respondents were businessmen. Private service holders and Government service holders were
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the second and the third largest sections of surveyed passengers respectively. Houscwives
were in higher proportions than smdents. About 13.07% respondents were housewives and
they formed the fourth largest user group, Whereas, the students (11.76%) and others (9.80%)
tformed the fifth and sixth groups respectively.

Occupation af the respomd:nis

4 Govt Fmplovec B Povele Lmployes
O Bosincad 0O Swdemi
g Howse Wife 0 Ctleers

Figure 4.2: (veopation of the respondents

43 Trip and Travel Information and Alternztive Transport Meodes Used by
the Respondeants

4.3.1 Frequency of traveling per week by taxi service

From Figure 4.3, it Is secn that respondents traveling 1 to 3 times a week constituted the
largest group {33.99%) sccording to fiequency of taxi service usage. Respondents traveling 4
1o 7 times a week constituted the second largest group (20.26%). The third largest user group
{18.30%) was formed by passengers who use the service very rarely. Passengets iraveling
greater than 7 times a week (16.34%) constituted the filih and the “others’ (1.31%) section
constiiuted the sixth group.

Frequency of traweling per week bn (356

18 13 |imey O 4-5 times o7 Times
[T Can't Retcmber @ Mol At All A thers

Figure 4.3: Frequency of traveling per week by taxi scrvice
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4.3.2 Reason behind traveling by taxi :

Table 4.4 rcveals that the first reason for traveling by taxi is protection from the dirt, dust and
smoke. Aboul 83.01% respondents cited ihis reason, Next in order of importance was
comfort, About 76.47% of all the respondents had put a tick mark beside this reason, Nearly
equal percentages of the passcngers cited more safety (54.90%) and less travel time (50.33%)
as the reason behind traveling by taxi. Other reasons for traveling by taxi were to avoid
crowds (38.56%), to assume an aura of prestige (30.71%), privacy {26.80%]), less waiting
time (10.46%) and “others’ (0.65%) respectively.

Reanon behyind traviliog by taxl

on - 76 47 631

R} -
23 Efan M50

50 38.56
® 3072
®1 26.80
50 1 10,48
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cFé&@'\éﬁ wh‘f'@ bqp""y@ ‘*"é}}
& ¢
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Fignre 4.4: Reason behind traveling by taxi

4.3.3 Purpose of trip by taxi

Figure 4.5 depicts that most of the respondents using taxi made their journey for
work/business (44.44%). The second major reason behind the trip was social meeting
(15.03%). Recreation (12.75%) was the third reason of traveling by taxi. The next major trip-
purpose were shopping {11.11%), treatment (6.86%), education (5.23%), others (3.27%) and
social welfare {1.31%).

4.3.4 QGeiting the taxi

Figure 4.6 reveals the way used by the respondents to pet the taxi for the trip. The figure
shows that most of the respondents got the taxi at the place specified for cabs (45.75%) and
waiting on the street (41.18%}). Only [ 1.76% respondents called the taxi by telephone. It was
found that to get a taxi by telephone the respondents had to wait 13.8 minutes. The
respandents had to wait 12.7 minutes on the street to get a cab and the respondents spent 9.9

minutes to get a cab at the specified place for cab.
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Figure 4.5: Purpose of trip by taxi
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Figure 4.6: Opinion on petting taxi for the trip

4.3.5 Waiting time for taxi

Figure 4.7 shows the experience of respondents on waiting for a taxi. The figure reveals that
26.80% of the respondents had to wait 5-10 minutes to pet & cab. 23.53% passcngers
responded that they got a cab waiting iess than 5 minutes. The third (18.30%) and fourth
{16.99%) group had to wait 10-15 mimutcs and 15-20 minutes respectively to catch a taxi.
8.50% passengers had to wait 20-25 minutes and 5.88% respondents had to wait more than
30 minutes to ride on a taxi. The calenlated average waiting time was found 14 minutes. It
means that a person can get a taxi within 15 minutes waiting time.

4.3.6 Opinion onh maximum acceptable waiting time

Figure 4.8 shows the maximum acceptable waiting time of the respondents, The figure
reveals that most of the respondents (49.67%5) can accept wailing for maximum 5 minutes,
About 35.29% respondents aceepled a maximum 18 minutes” waiting time, The acceptable
waiting time was 13 minutes for 7.84% of respondents, 20 minutes for

3.92% of respondents and 25 minutes for 3.27% of respondents respectively. Tt is seen

20



Waiting timw: for taxi
5.33"&--'

5.30% 35705

16,98

N 26.80%

: Ay
O~ 5minotcs O 3-10mms O10-15 mins:

O15-20 mins-B20-25 mme g = 30 mins

Figure 4.7: Waiting time for taxi

that acceptable waiting time should not be larger than 25 minutes. The weighted average

acceptable waiting time is 6.3 minutes.

Opinion o maximum acceptable waiting
time
3.27%

1.97%,

7 B4%
40, 6T%H,

35 T
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Figure 4.8; Opinion on maximum acceptable waiting time

43.7 Modes used for reaching taxi stand

Figure 4.9 reveals that 45.09% taxi passengers used rickshaw to reach the taxi stand. Anoiher
28.75% passengers reached the taxi stand on foot. To about 12.42% passengers this query
was not apphicable. 9.15% respondents reached the taxi stand by other means and 4.57%
respondents reached there by bus or minibus, Average time spent for reaching taxi stand on
foot, by rickshaw and by bus/minibus was found 7.6, 8.3 and 10.7 minutes respectively. Tt
reveals that respondents were using taxi reaching at the taxi stand on foot with in the shortest

time rather than rickshaw or bus/minibus.
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Figure 4.%: Modes used for reaching taxi stand

438 Time spent for reaching taxi stand
Figure 4.10 shows that majority of the respondents {69.93%) reached the taxi stand within 10

minutes. About 16.99% passengers availed the taxi traversing a distance of 10-15 minutes
and 9.15% traveled a distance of 15-20 minutes to reach the taxi stand. Only 3.92%
respondents traveted a distance of more than 20 minutes to reach the taxi stand. These fgures
indicate that the serving area for taxi service is mostly well within the distance of up to 20

minutes. The average time spent for reaching taxi stand was found to be 11.5 minutes.

Time spent for reaching taxi stend

D150, 1u2%

O~ 1) Mins @ 10-15 bina 0 15-20 Mine O >20 Mins i

Figure 4.10: Time spent for reaching taxi stand

4.3.9 Reason for changing the transport mode

Since taxis have become a significant player in the transport system of the city only recently,
most of the regnlar users of the service had been ysing some other mode of travel, while
occasional users may still be using other modes for similar trip. Table 4,2 shows that the first
reason for changing the transport mode is taxi protects a traveler from dirt, dust, and smoke
(76.47%). 60.78% respondents cited comfort as the reason behind changing the transport
mode. The other reason for changing the transport mode were ‘less travel time {55,56%)",
‘can gt casily (34.64%)’. “not applicable (15.03%}Y, “less wailing time {13,07%)’, *change in
income Ievel (5.88%), and ‘others {1.31%)° respectively.
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Reason for Changing the Mode | No. of Respondents | Percentage (%)
Not Applicahle 45 15.03
tEess Waiting Time 44} 13 67
[L455% Travel Time 1] 55.56
(Can Get Easily 106 34,64
- omfortable 186 61758
Iscape From Dirt, Dust and Smoke 214 76.47
Change in Income Level i3 5,58
iOrthers 4 1.31

Table 4.3: Reason for changing the transport mode

43.10 Stated preference for alicrnstive transport mode

Taxi users were asked what aliemative mode of transport they would have preferred to use if
the taxi service were not available. Taxi vsers stated preference for alternative modes is
presented in Figure 4.11. The figure reveals that most of the taxi passengers (36.86%) use
auto-rickshaw/mishuk as the alternative mode to taxi, Whereas, 24.51% passengers use
premium bus service as an alicrnative of taxi. The role of oilher transport mode as an
alternative of taxi such as ‘double decker/BRTC city service {5.56%)", *others {3.92%)",
‘rickshaw {3,27%)’, “own car (2.61%)’, ‘rent-a—car (1.96%)" and ‘bus/minibus (1.3 1%)" were
very low compared to the first two alternative modes. Overall, the figures suggest that the

taxi service mainly substitutes auto-rickshaw/mishuf.

Alternatise (rans port modes for taxi o R
a Rrkshaw
12T
Logv %f O Bu ..H; Dieoker { BRIC
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O Bonl-a-Cur
O Hherx

Figure 4.11: Stated prefercnce for alternative transport mode

4.3.11 Difficulties faced in using taxi service

Figure 4,12 shows the difficulties that the passengers of taxi have faced in the past in using
the taxi service. According lo the figure it is seen that 57.52% respondents are unhappy as
there are not enough taxi stands in the city. About 55.56% passengers claimed that taxi

drivers were not willing to go their desired place, 38.56% respondents were experienced
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demands by drivers for charges in excess of meter fares. Scarcity oftaxi was cited by 22.22%
respondents and 9.80% respondents faced others difficubties.
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Figure 4.12: Difficolties faced in asing taxls

4.3.12 Paxsengers’ oplalen an the present level of service of taxis

It is observed from Figure 4.13 that 37.58% passengers are satisfied with the present service
of taxis and 28.76% passengers are ot satisfied using the service. The figure also shows that
33.66% passengers did not make cny comments reganding satisfaction or dissatisfaction,

Praengers' oplodon on s etls factlon with the
present level 1emvice of tads
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Figure 4.13: Passenpers’ apinion on the present level of service of taxis

4.3.13 Comparison of attritietes of tazis with (he preferred alternative mode

Passengers were nsked to compare six attributes of taxi with those of their preferred
ahernstive mode (eriicke 4.2.10). Figure 4.14 shows that 74.5 1% respondents fee] that the fare
rate is higher and 25.49% replicd that the fare rate is kower than the alicrnative mode they
used. n the context of travel time 86.27% passengers replied that the tavel time is lower and
[3.72% replied higher than the shernative mode. Waiting time was higher for 60.13%
respondents whereas it wes lower than the altermnative mode for 39.86% respondents.

kX



Cleaniiness was found to he better by 95.42% passcngers and worse by 4.57%. 88.23%
passcngers responded that driver’s behaviour was betier and it was worse for 11.76%
passengers. The attribute of security was perceived to be higher for taxis to 87.58%
respondents whereas only 12.41% respondents felt that sccurily in taxi is lower than the

altcrnative mode.

Comparizen of fare rate ofiaxd Comparizon of irawe] time oftaxd
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Figure 4.14: Comparison of attributes of taxi with the preferred alternative
mode

4.4 Acceptability Indices for Selected Service Attributes
Six service attributes were sclected for the purpose of examining their acceptability or

performance level to the taxi users. An indexing methodology was applied for this purpose.
Respondents in the questionnaire survey gave their opinion regarding acceptability (or
performance) of the selected service attributes on a 4-point scale. Acceptability index values
were caleulated on the 4-point scale (where in case of fare rate, travel time and waiting time 4

indicates the worst and ¢ indicates the hest or excellent performance, on the other hand in
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case of cleanhness, dover’s behaviour and salely 4 mdicates the excellent performance and 0
indicates the worst performance), Acceptability index for a specific service attribute was then
calcuiated using equation 1.1 explained in Chapter 1. The denived resalis are presented and

discussed below,

Acceptability indices for service atiributes Composit
Fare | Travel | Waiting | Cleanliness | Driver’s | Safegy e sCore
rate time time bchaviour
21 2.4 1.6 o 2.5 23 24

Table 4.4: Acceptability indices for selected service attributes of cab service

Table 4.3 shows the calculated acceptability indices for the sclected service attributes.
Calculated acceptability index values for the six selected service atmbutes, namely [are tale,
travel time, waiting time, cleanliness, driver’s behavior and safety were 2.1, 2.4, 1.6, 3.0, 2.5
and 2.7 mespectively. From (hese values the composite score for all service atteibutes was

found 2 4.

4.5 Comments of the Respondents on Improving Taxi Service

During the users” survey they were asked to forward suggestions on how to mmprove the taxi
service, Only a fow passengers had put their comments. The comments which were found
televant lo the study and would be fruiilul for the improvement of taxi service arc mentioned
below:

1. Ensure that the driver will go to the passengers’ destination.

2. Ensure metered fare.

3. Sct up some taxi ranks in the city,

4, Provide 24 hour’s service.

5. Ensure courteous drivers.

6. Provide intercily taxi service.
4.6 Summary
It was revealed from the survey results that young (15-2% years) and middle-aged (30-44
years) people constituted the largest proportions of taxi service users, Women were also using
the taxi service 1n prealer number, Substantial proporiion of the passengers (33.33%) had
degree level education. The majority of the taxi users were businessmen (26.79%), private
service holders (22.87%), govl. seovice holders (15.86%), houss wives (13.07 %) and
students (11.76%). Considering the occupation of taxi users it can be said that mgher

educated people were using ihe taxi in grealer proporlion,
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The major reasons behind using taxi were to avoid dirt, dust and smoke (83.00%),
comfort (76 47%), safety (34.90%), less travel time (50.32%), non-crowdmess (38.56%),
prestige (30.71%) and privacy (26.79%).

Muost of the cab passengers were using the service eilher for work or business inps
(44 .44}, social meetings {15.03%), recreation trips {12.74%) and shopping trips (11.11%0).
Among all the uscrs of taxis 45.75% got it from the specified place for taxi and 41.17% got it
waiting on the street. Only 11.76% users got it by calhng il over the telephonc.

The calculated average waiting time was found 14 minutes. On the other hand the average
weighted acceptable waiting time was fornd 6.3 minutes.

Around one-third (28.75%) of the respondents reached the taxi rank walking, and about
half {45 .(9%) of the respondenis by dokshaw, The calculated average time spent for reaching
the taxi stand was found 11.3 minutes.

The major reasons behind changing from the other transport mode to taxi were to be free
from dirt, dust, and smoke (76.47%4), comborl (60.78%), less travel time (55.55%) and easy 1o
got (34.64%).

It was discovered that (he cab mamly subsiituted autoe-nckshaw or mishuk.

During the comparison of taxi to its alternative transport mode the fare rate and waiting
time was found higher than that of the altemative mode. The travel time was found lower
than the alternative transport mode. Cleanliness and dnver’s behaviour was found good
compare to the alternative mode. Most of the respondents felt safer than the altemative mode.

Regarding difficulties encountered m usimg the taxi service, the passcngers mentioned the
following major reasons (given in order of cormesponding percentapge of passengers
mentioning the difficulty): not enough taxi stands. dover not willing to go desired place,
driver demanding excess money tather than the melered [are, scarcily ol taxis and ofhcr
reasons

More than one-third (37.58%) of the cab passengers were satisfied wilh the presenl
setvice of cab and near about one-third (28.75%) passengers were not satisfied with the
present service. The other one-third (33.66%) did not make any comments.

{alculated acceplabihily mndex values for the six selected service attributes, namely fare
rate, travel time, waiting time, cleantiness, driver’s behaviour and safety were 2.1, 2.4, 1.6,
3.0, 2.5 and 2.7 respectively. The caleulated composite score of all service attributes was
found 2 4
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CHAPTER FIVE
DRIVERS® AND OPERATORS’ PERSPECTIVE OF TAXI SERVICE

5.1 Introduction

Drivers’ and operators’ attitude survey results have been presented in this chapter. Two
diflerent pre-coded questionnaires wore used as the survey instroment. Drivers’ survey was
carried for a total of 105 drivers at randomly selected taxi ranks (unofficial) over the city and
a total of 38 operators wers surveyed atl the offices of the operators located in diffcrent
locations of the city. The drivers’ characteristics, previous occupation, ownership pattem of
laxis, reason for driving taxis, service time and problems taced by the drivers have becn
investigated. Different aspects of the service providers have also been descnbed m thus
chapter, Sample size of drivers, who were surveyed in the taxi stands are presented in Table

5l

5i. No. | Location of taxi stand (nnofficial) No. of Driver

1 Shahbag 24

2 Fammgmate (Khejurbagan) 21

3 Mirpur-10 15

4 Mantkmian Avenue 14

5 Al-helal police box (Motijheel) 12

6 Rajlaxshimi complex {Uttara) 19
Toial 105

Table-5.1: Sample size of drivers’ survey

5.2 Drivers’ Survey

5.2.1 Profile of the drivers

5.2.1.1 Age structure of the respondents

Table 5.1 shows the age stucturs of the drovers. The figures 1n the lable eveal that the
majority of the respondents fall into the age group of 15-30 years. About 62.86%, respondents
belong to this age gronp, 33.33% respondents fall into the age group of 30-45 years and the

remaining are above 435 years,

Sl No. A%:,i'::; P | No. of respondents PHE;_"; AEe
1 13- 6h 6284
2 30-45 35 1331
3 45+ 4 35l
Tistal 105 1000

Table 5.2: Age structure of the respondents
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§.2.1.2 Educational qualification of the respondents

Educational qualifications of the driver are presented in Figure 3.1. The figure reveals that
60.00% of the total respondents fall into the group *others’. The second and third largest
group is 5.8.CF0" level {20.00%) and H.S.C/A” level (14.29%) respectively. Only 5.71%

respondents have educational qualification of praduate level,

Fancational quallficative of taxi driver

| O ASCNT Level I H 8074 Tevel [ Gowhmie O Others

Figure 5.1: Educational gualification of taxi driver

5.2.1.3 Previous cccupation of taxi drivers

Figure 3.2 shows the previous vecupational distribution of the respondents. As shown in the
table car drivers constituted the largest poriion (46.67%) of the drivers who were interviewed.
26.67% respondents remarked “others” as their previous occupation and formed the sccond
largest group. Studenis (13.33%) and auio-rickshaw driver (7.62%) were the third and fourth
largest group respectively. A very small percentage (5.71%) of the respondents responded

that they used to drive bus or minibus in the past before driving a taxi.

Previous occupmtion of txxi driver
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Figure 5.2: Previous occupation of taxi drivers
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5.2.1.4 Ownership pattern of taxi

The drivers were asked whether they own the taxi they drive or not. Of all the drivers 84.76%
replied negatively. The remaining (15.24%) answered that they own the taxi. Figure 5.3

represents the ownership pattern of taxi in the city.

Ummnership pabberm of taxi
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Figure 5.3: Ownership pattern of taxi

5.2.1.5 Type of taxi used

The survey revealed that among all the taxis surveyed 62.86% were yellow and 37.14% were
black. Figurc 5.4 shows the type of taxi being driven by the driver.

Type of taxd used

37.14°%%
LR L

7 Yellow 0 Rlack |‘

Figure 5.4: Type of taxi weed

5.2.1.6 Tncome level of the drivers

In this section the income level of the drivers has been described. 1t was found that 71,43%
drivers were earning taka 3-8 thousand. 22.86% of the drivers earned more than taka 6
thousand and only 5.71% had a earning of taka 1-3 thousand., Tncome level of the drivers has

been shown in Figure 5.5.
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Figure 5.5; Income Ievel of the drivers
5.2.1.7 Reason for selecting taxi driving as occupation

Drivers were asked about the reason for selecting 1axi driving as an occupation. Most of the
drivers (46.67%) replied that they did not get any good job se that they could accommodate
themselves. About 39.05% answered that taxi driving is prestigious and it is a source of good
imcome also. 15.24 % replied that they like driving as occupation and ancther 15.24% replied
that they have sclected taxi driving to apply their previous experience. 25.71% driver cited
the reason ‘others’ behind choosing taxi driving as occupation. The following figure

represcnts the reason for selecting taxi driving as occupation.
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Figare 5.6: Reason for selecting taxi driving as occnpation
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5.2.1.8 Drivinp period of taxi

The drivers were asked about the time span of driving their taxis in the city. 1t was found that
56.21% drivers ply their taxis from 8.00 a.m. to 12.00 p.m. 20.54% driver replied that they
drive taxis from 6.00 a.m. to 10.00 p.m. and the rest {23.25%) replied that they drive taxis
from 10.00 am. to mid-night (2.00 a.m.). The driving period of taxis has been shown in

Figure 5.7.
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Figure 5.7: Driving period of tax!

5.2.1.9 Days of service provided in o week hy the taxi drivern
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[rivers were asked how many days in & week they provide their service. Majority {46.67%)
of the drivers replied that they have been providing their service & days in & week. The
second {29.52%) and third (20.00%) largest group answered that they serve 7 daysand 5 days
in & week respectively. The next two groups both {£.90%) replied that they are serving 4 days

in a week, and less than 4 days or 8 variable number of days per week respectively. Figure
5.8 shows the number of days of service provided in a week by the taxi drivers.
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Figore 5.8: Number of days of scrvice provided in a week by tasl drivers



5.2.1.10 Initial location of service provision

The drivers were asked where they waited to pick up passengers at the beginning of their day.
20.00% driver answered that they start from Farmpate. The responses were Asadgate
(13.33%), Shahbag (6.67%), Rajlaxshmi complex {3.81%), Motijheel (1,90%), and Afirport
(£.90%). The other drivers start their service from other places including Begunbari,
Dhanmondi-27, latrabari, Ghabtoli, Rampura, Mirpur-1, Ultara (sector-14), Gulshan {Read
no-72}, Mirpur-10, Mohammadpur, Uttara(Sector-1), Khilgaon, Khilkhet, Malibag, Tikatuli,
Lalkuthi, Riajbag, Cantonment etc, The starting places of taxis are shown in the Figure 5.9.

Iuitial location vl service prvision
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Figure 5.9: Initial location of service provision
5.2.1.11 Service area of taxis

The drivers were asked about the service ares wherein they were providing their service.
Among all the respondents 89.52% answered that they served total Dhaka City. 6.67%
replied “no specific area® and only 3.81% replied that they served in some specific ares. The

responses are illustrated in Figure 5.140.
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Figure 5.10; Service area of taxis
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3.2.1.12 Problems faced by the drivers

Figure 5.11 represenis (he problems faced by the taxi drivers as revealed in the survey. The
drivers were asked whether they face any problem during taxi driving. 75.24% faced parking
problem with their taxi as there are no authorized taxi ranks in the city, About 82.86% drivers
have faced police harassment and %0.48% informed about allack by miscreznts. Besides

these, 49.52% faced the problem grouped in the *others’ category.,
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Figure 5.11: Problem faced by the drivers
5.2.1.13 Driving experience of taxi driver

To leamn about the driving experience of the taxi driver they were asked about the length of
period they have served as taxi drivers. It was found that 40.00% drivers possess laxi-driving
expericnee of less than a year. The second largest group {39.05%) has an experience of 2-3
yecars and 5.71% has an experience of 4-5 vears. The third largest group (15.24%) marked
*oihers’ as their length of service, Figure 5.12 represents the length of driving experience of

1axi drivers.
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Figure 5.12: Driving experience of taxi driver
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5.2.1.14 Suggestions of the drivers to improve taxi service

During the survey the dovers were asked to pul forward iherr commenis for the
improvement of taxi scrvice, The drivers made the following comments.

1. Ensure driver and vehicle safety.

2_ Establish authonzed tax1 ranks,

3. Apply salary system of drivers instead of capital deposit system.

4. Allow route permits to operate all over the country,

5. Provent farc cvasion by the passengers and also stop barassment by unscropulows
i SHETITETS,

6. Stop harassment by law enforcing personnel and ensure comuption-free law
cnforcemaent.

7. Ensure weekly holidays for drivers

8. Facilitate drivers with cab ownership by the Government with a lower down payment
and easy mstallments.

4. Minimize traffic congestion in the city.

10. Stop unauthorized 161l collection by the temmonsts.

11. Install metal detectors in the vehicle so that illegal materials carried by passengers can
be identified.

12. Establish a well-planned management system for taxi service.

5.3 Operators’ Survey

5.3.1 Names and office addresses of taxi compantes

The names and office addresses of taxi companies, which have heen surveyed, are given in
Appendix D,

5.3.2 Year of establishment of taxi company

The year ol eslablishment of taxa companies is given in Table 52. It is seen from the figures
that 30% were establishad in 2000, 27% were established in 2002, 22% in 2003, 14% in
1999, 5% mm 2001 and 3% 1o 1998, The figure revealed lhat most of the taxi compames
started their operation between 2000 and 2003,
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51 Nu. Year Mo, of coppanies | Porcentage
(%)

¢ 1995 | 3

2 1399 5 14

3 2060 11 0 |
4 2001 2 5

5 2002 10 7

6 2003 8 22 |

Talle 5.3: Year of establishment of taxi company

5.3.3 Number of taxis introduced and their types

It 18 scen from the Table 5.3 that in the year 1998 a total of 188 yellow taxis were introduced.
In the vear of 1999 1360 taxis wore introduced of which 64.34% were black and 35 66%
yellow. In 2000 a total of 1687 taxis were introduced; amony those 29.10% were black and
70.90% wellow. In the year 2001 and 2002, 230 and 745 taxis were introduced of which
91.30% and 67.79% were black and 8.70% and 32.21% wcre found vellow respectively. In
the year 2003 a total of 225 taxis were introduced of which 80.00% were black and 20.00%
yellow. From the survey it was found that introduction of black cabs was comparatively
higher than yellow cabs.

The statistics of taxi registration (up to 30-10-2003) according to BRTA has been @mven in

Appendix F.
Year Black PHE;: ; ke Yellow PBT;T ; age Y;f:;if
Vo8 ] (.00 138 1640 40 158
1939 875 .34 485 1566 1360
20010 401 29.10 11596 .90 1687
2001 210 g1.30 0 .70 230
2002 505 67.79 240 32121 T4F
2003 180) B 00 45 20.00 225
Tatal 2261 2174 35

Table 5.4: Number of taxi introduced and their types
5.3.4 Fuel used in taxt

The survey data reveals that taxis arg operated with both petrolioctane and CNG. Table 5.4
shows ihe distnbution of fucl used m taxis. In the year 1998, 57.45% taxi uscd potrolioctanc
and 42.55% used CNG In 1999 84 56% used petrol/octane and 15.44% used CNG. In 2000
73.46% usced petrolioctane and 24.54% CNG. In the year 2001, 2002 and 2003 the amount
for petrol/oclans was 47.83%, 81.88%, 73.33% and for CNG the value wore 52,174, 18.12%
and 26.67% respectively. It is observed that a smaller percentage of cabs are usmg CNG as

fusl though 1t 1s cheaper and environment fnendly.
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Year | PetroliCrctane | Percentage (%) CNG Percentaee (%) | Yearly total
R 108 5T 45 i 42.55 188
1093 1150 84 56 210 15 44 L360
2000 1273 75,46 414 24 54 1687
2001 110 47 §3 120 3217 230
2002 &10 Bl 88 135 18.12 745
2003 (L% 73,33 60 a7 225
Tatal Mié 1019 4435

Table 5.5: Fuel used in faxi
5.3.5 Type of vehicle nsed

It has been found from the survey that a variety of vehicles of different models arc being used
as taxis. I'he fleet consists ol imported Japancse, Malaysian, Korean, Iranian and mostly
Indian vehicles, namely, Tata Esteern VX, Saipa Saba, Maruti Suzuki, Hyundai Santre, Tata
Indica W2, Suzuki Alto, Fiat UNO, Proton Wira, Proton Saga, Daewoo Cielo, Hyundai

Accsent, Toyota (Corolla, Corsa, $tarlet, Premio), Nissan, Ambassador etc,

5.3.6 Scrvice time provided by taxi operators

The survey data reveals that the total service time provided by the taxi operator ranges from
14 to 18 hours in a day. It indicates that a few hours in a day remain un-served by iaxi
service However, a proper planning of lax1 scrvice might be able to provide a 24-hours

service in Dhaka city.

5.3.7 Problems faced by the operators

During the survey operators were asked about the problems, they have faced in operating the
taxi companies Most operators cited that the lack of trained, skilled and honest drivers 15 a
key problem. There are no authorized taxi ranks in the cily. Dovers are being compelled to
park their vehicles at unauthorized places. As a result the law enloteing apencies harass them
and sometimes to avoid official punishment they pay bribes to such people. So this is another
icething problem they are facing. It is found that only a small mumber of taxis are mnming
with CNG but due to the inadequate number of CNG refueling siations the drivers have to
gquewe lor long hours and time which incur financial losses. The other major problems
identified by the operators are: increased {uel (petrol’ociane) cost. traffic congestion, poor
guality o toads of Dhaka City which impose additional maintenance cost of vehicles, lack of ¢

adequate vehicle maintenance centre, unauthorized toll collecuen by lerrerists cte.



5.4 Comments of Operators to Improve Taxi Service

Some comments were made by the operators for the improvemnent of tax setvice which have
been added below in this section;

1. The Government should provide well-trained drivers to this mdustry.

2. The law-enforcing agency should be cordial to this service and should take
necessary stops for botter manapement of the service,

3. Awareness program regarding this service should be undertaken, because people who
are newcomers in the city do not know about the service. They naively think taxis are a costly
transport mode and ihus become reluctanl to use 1t

4, The route permit of taxis shounld not be confined to only Dhaka Caly. It should be

allowed as an mtereity travel mode.

5.5 Summary

The attiude survey results of driver reveal vanous aspecls of laxi driver. It is found that
majonly (62.86%) of the driver fill into the age group 15-30 vears. About 33 33% driver fell
into the age group 35-45 years,

Most of the cab drver (60.00%) fell into the group ‘Others’ regarding their educational
qualification. Tt is observed that 20.00%, dover pessess 5.5.C/'07 level and 14.29% possess
H.S.C/HA” Level depree as educational qualification It is remarkable that 5.71% driver have
educational qualification of graduaie level.

Largest portion (46.67%) of the drivers had mentioned previous occupationm as ‘car
driver’. Previous occupation ‘others’ and students were remarked by 26.67% and 13.33%
driver respectively.

Muost (84.76%) of the taxi drivers do not own the taxi. Gnly 15 24% drivers are serving as
owner-drivet. It is found that 71.43% driver eam taka 3-6 thousand per month. One fourth
{22.86%} of the driver have an carning of more than taka 6 thousand and only 5.7% eam taka
1-3 thousand.

‘Did not get any good job® was cited as reason for selecting taxi driving as occupation by
46.67% dnver. Taxa doving scemed prestigious and a seurce of good income to 39.05%
driver. 15.24% driver replied that they selected taxi driving as occupation because they hke to
drive car and another 15.24% replied that they have selected it as occupation to apply
previous driving experience. About 23.71% driver cited the reason ‘others” behind choosing

tlax1 deving as ocoupation.
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Regarding the driving period (duration) of taxa 1 1s found that taxis arc plying
maintaining three dilfereni ime period starting from early moming up to midnight. It was
obscrved that from 2.00 a.m. to 6 am. no taxis are plyving i.e. about 4 hours the city strect
lacking cab.

There is ni legalized taxi stands in Dbaka, Ilence, the drivers cited the name of dilfereni
their starting place. It reveals that the deivers are operating taxi starting from a suitable
location for him,

It is found ihat 89.52% driver scrves all over the city with their taxi, About 6.67% cited
*no specific area’ as service area and only 3.81% replicd that they serve in somce specified
arca.

It was found thal drivers were facing problem to park their taxi. Besides this drivers have
faged problem of police harassment and attack ol miscreants. It reveals that durnng taxi
driving the drivers are combating problems, which might be 2 major constraint for smooth
circulation of taxi in the city.

I'rom the operators attitude survey it is found that most of the taxi company has started
their operation in the year 2000-2003. 30% laxi company started operation in 2000, 27% in
2002, 1.4% ip 1999, 5% in 2001 and 3% in 1998,

I 15 observed that the operators have brovght black cab in a greater percentage than
yeliow cab. That might be dus (o ihe lower mnvesimeni and the lower fare rate of black eabs,
Pertol/Octne was the predominant fuel used by the cab. A small percentage of taxi was using
CNG as fuel.

Dhaka city is enjoying a variety of brand car as taxi, Very loxorious car like Toyota
{Cotrola, Corsa, Starlet, Premio), Hyundai Santro, Saipa Saba are plying on the street hunting
up and down for passengers, The feet conssts of vehicle mported from Japan, Iran and

mostly India.
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CHAPTER SIX
CONCLUSIONS AND RECOMMENDATIONS

6.1 Introduction

The findings from the analyses of secondary and field survey data were presented in the
previeus chapicts. In {lis chapler conclusions have been drawn from these findings;
recommendations for improvement of taxi service have been made and suggestions for

further rescarch to follow the presenl study have been provided.

6.2 Role of Taxi in the Transport System

Taxis arc classified as an intermediale mode of public transport or paratransit, which is
positioned between private cars and buses. They provide convenicnt, personalized point-lo-
point transport service. Unlike the public mass transil modes such as bus and tail they have
no regular route. In most countries, taxis are given the right to ply for hire so that they can
offer their services to the users either by cruising of by waiting for hircs in (he ranks, They
usually play an imporlanl role m those areas where other public transport modes are not
provided appropriately and for those who cannot easily access other transport modes such as
the disabled (Kang, 1998). Hence taxis olfer a transport system, which provides access to
work, shopping, education, leisure and health facilities for those who have the means,
especially those without a car and those wiilh mpaired mobality.

The prescnt sludy has cuthined the following role of taxi in the Dhaka's transporiation
system.

It was observed that people who were using laxi service possess an age limit of 15-44
years. 81.68% of all the respondenis Lall in this age limit. It means that young were using taxi
i greater proportion. Most of the taxi users were highly educated. Business, private servies
and govt. service was their occupation. Among all the respondents 65.37% fall into these
three occupation category. It was also found from the frequency of traveling by taxi service
that amony all the respondents 33 99% were nsing taxi 1-3 times in 8 week, 20.26% vsing 4-7
times and 16.34% using it more than 7 times in & week. It revealed that of all the respondents
F0.50% were using taxi more frequently, Il was discovered that the cab mainly substituted
avlo-nickshaw or mishuk. The fare rate of taxi was found higher than the alternative
transportation mode. Ilence taxis were using mainly [or work/business. The purpose of trip

by taxi revcaled that 44.44% respondents were using taxi service for work‘business, The
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calculated average waiting time was found 14.06 minutes, whereas, the calculated average
weighled acceptable waiting time was found 6.29 minutcs. Henee it is ¢lear that the average
actual waiting time to get a taxi is twice than the acceptable waiting time Among all the
respondents 28.75% reached the laxi stand on foot. On the other hand, remaining of the
respondents reached the taxi stand by other modes {rickshaw-45.0%%, bus/minibus-4.57%
etc.}. I'he average time spent for reachimg taxi stand was found 11.5 minules. It means that
laxis are not serving as & single mode of transport and it is consuming much time to pet a taxi.

The calculated acceptability indices depicts that among the six selected attributes
cleanhness scored the highest value of 3.02 and waiting time scored the lowest value of 1.62.
The composite score for all service attributes was found 2.4 which 15 higher than the
moderate value (2) of the attributes accerding to the chosen scale. It revealed that the service
provided by laxis is hitle higher than the moderate quality.

From the driving peried of taxi driver it was observed that from 2.00 a.m. to 6 am. no
taxis arc plying i.c. about 4 hours the city strect lacking cab. People who are using the service
want to get it as a 24-hours service because from 2.00 a.m. to 6.00 a. m. no transport prevails
on the city strects.

It is found that only a small number of taxis are tunming with CNG but due to the
inadequate number of CNG refueling stations the drivers have to queue for leng hours and
ume which meur financial losses, Use of CNG may play & vital role to reduce fare rate and

air poflution as it is a cheaper and environment frendly fusl.

6.3 Conclusions

It iz revecaled from the above findings that overall porformance of taxi service is better
commpared o 1z allemmalive {aulo-nickshaw) in respecl of their operalional and service
performance. From (he vsers’ powl of view, 113 revealed that passenpers arc sabisficd about
the service performance of i, Allhough there are some deficiencies o respect of certain
performance indicators, overall performance of taxi service is satisfactory both from the
vsers” and operators’ point of view. As a mode of public transportation in Dhaka city, the taxi
service has some problems as regards ther planning, operation and management. But 1t has
been rendering useful service to the public, especially to those who were eagerly waiting for a
comforlable, clean and safc transporl mode which can rcach them at desired destination in

time with a reasonable fare,
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Hence, 1t 18 necessary to rocopnize the positive role of taxi for now and the foreseeable
tuture. To overcome present drawback and to provide an mmproved laxi service to the city
dwellers appropnate teasurces must be taken in near future, Improvements must take place in
the kinds of services offered, the types of fees charged, the safely ol dovers and vehicles and
passengers as well, the traimmg of dovers and the relanonships between the operator,
mumeipal, law enforcing agencies and the authority regulating the service [f existing
deficiencies related to the service would be overcome, it can be an effective transport modc in

Dhaka caty.

6.4 Recommendations to the Improvement of Cabs® Overall Performance

The evaluation outcomes revealed the deficient aspects of the taxi service and the levels of
such deliciencics. Thenee the operator of taxi service and appropriate Government Authority
could decide and undertake appropriate improvement measures o improve and maintain the
service levels provided by the taxi service to some policy standard through vperational and
managenial changes. However, some recommendations for the improvement of operational
performance and service quality have been made here based on the survey [indings and
hterature survey reviewed.

1. Effective measures should be adopted to improve the service levels regarding wailing
time and getling a taxa for the passengers. A good number of taxi stands must be set up in the
city so that passengers can find a cab within a reasonable walking distance. CAOB demanded
cab stands at twenty important places in the city, which is given in Appendix . There should
be taxi stands near all major shopping centres, entertainmenl districts, business disiticts,
transport terminals and ports, hotels and hospitals as well as at strategic locations in all
residential districts.

2. The major rcason behind changing from the auto-rickshaw to taxi was to avoid dirt,
dusi and smoke; and 1o travel comfortably and n less time cte, Hence it is recommended that
there be periodic and randem audits of taxi companies in megard to service standard
compliance,

3. The farc rate of taxi was repotted higher than the auto-rickshaw by the passengers. It is
also Tound (hat a small percentage of taxi wsing CNG as fuel. The study recommends a
mandatory use of CNG as fuel in taxi which is cheaper than the pelrol fuel and cnvironmeni
fricndly as well. The vse of CNG will reduce operating cost of taxi which in run will reduce
farc ratc of taxi thus making more affordable to the public. The study alse recommends that

there be a teview of taxi farcs cyery tWo yoars.
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4. Though a large section of cab drvers had previous expenience of dniving cars, they are
vel lo learn to provide courteous and civilized transport service. Persons mieresled in driving
a taxi must first have a regular automobile driver’s license. He must know local geography,
motor vehicle laws, safe driving practices, regutations governing taxis, and display some
apiitude for being able to deal courteously with the publhic. The study recommends that a
driver engaged in this service must be trained properly. The stady further recommends that
traiming be oflered for managers and owners of taxi companies. Such training should focus on
issues pertaining to financial accountability regulations, legal concerns, cmployment
standards and liability matters.

5. Survey data revealed that after midmighl lo (1l early moming no taxis ply on the streets.
As taxis arc supposcd to offer services 24 hours a day by the government, this study
recommends driving shifts for drivers throughout 24 hours in order te provide taxi service 24-
hours a day. At the start of their driving shift, cab drivers shall usually report to ihe cab
service or gatage where they are assigned a cab. They will be given a trip sheet where they
will record their name, date of work and cab identification number. They will check the cab’s
fuel and o1l levels, and make surc the lights, brakes and windshield wipers are in good
working order. The study further recommends that taxi companies should resitucture their
shift change procedures in order to ensure an adequate number of vehicles on the road at all
times. 1t also ensures greater utilization of vehicles with muliiple dnvers.

6. Drivers and wvchicles safety is & major concem to provide a better service. Fare
gvasion i5 the most common form of victimzation and undersiandable concern Lot drivers, It
is recommended here thal for the safety of both driver and vehicle a taxi cab may be equipped
with: a) Radio alamms. b) Duress alamms. ©). Surveillance cameras. dy Central locking cic,
which will help to take prolective measures dunng the crucial moments, As a safety measure
for both driver and passengers the window and back glass advertising of laxis should be
prohibited.

7. It was found that a small portion of cab users calling caly over telephone The
radiotelephone link system of taxi must be strengthened for the improvement of taxi service,
Fach taxi stand must he connected with all the taxis through radiotelephone. One, who wants
to travel by taxi, will call his nearest taxi stand and the responsible person ol the particular
taxi stand will provide Laxi to his door. Each taxi stand must have to provide service 24-hours
a day.

8. The sludy rccommends that taxis be allowed a responsible amount of time in non

stopping mones to load and unload customers without being [ned.
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9. The study recommend thal the taxi industry, through their association, devetop a
siandard Passcnpers’ Bill of Rights and Responsibilities (o be deployed in every vehiele.
There must be an eflective and comprchensive complaint procedure for consumers It is also
recommended that the drivers must have to display identity cands with photographs mside
cabs.

10. Present stady afse recommends that there must be some specified locations in the ey
for the display of taxi riding mles and regulation by Billboards lor siranger/mew comer to the
city.

11. Imtercity routz permits for taxis have been demanded by both passengers and
operators. The present study recommends an intercity taxi service in addition to the present
taxi service which has heen confined to only Dhaka metropolitan arca and its surrounding
pourashavas such as Tongi, Savar and Narayanganj. The intercity taxi may have a different

look for easy identification.

6.5 Recommendations for Further Research Work

Further research may be conducted on the desirable number of taxis for Dhaka City. The
permitted mumber of taxis has been stepped up [om 2,000 to 4,000 and recently to 10,000,
An investigation may be carried out regarding the appropriate population of taxis that can
serve best Dhaka City dwellers,
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APPENDIX A
ATTITYDE SURVEY QUESTIONNAIRES
[Cucsliotmaies 1]

DEPARTMENT OF URBAN AND REGIONAL PLANMNNING
BANGLADESII UNIVERSITY OF ENGINEERING AND TECHNOLOGY
Ouestionnaire for Taxi Passengers’ Attitude Survey Regarding the Service

{Collected information shall be used for academic research only)

Please put tick mark in the box beside the appropriate answer

A. General information of the respondents

Age Sex Educational level Qccupation

I=0-14 o |I=Male o |I=55C/O"level o |1=3Govt service O
2=1529 p |2=Fcemale o |2=HS.C/ A’ level O | 2= Private service O
=344 3= (rraduate o | 3= Busmess |
4=45-60 0 4= Others o | 4= Stmdent o
5=60+ O 5= House wife o

B. How many times did you (ravel by (axi in the last weck?

1= 1-3 timcs O 4= Can’t rememher O
2= 4.7 imes O 5= Mot at all n]
3= More than 7 times 6= others |

(. PFlease specify the reasons behind traveling by taxi.
{Multiple answers are acceptable) .
1= More comfortable o 6= To avoid dirt, dust, sound and smoke

]
2= less travel time 0O 7= Ensured privacy d
3=Not crowdy G 8= Prestigious a
4= Ensurcd safety  © 9= Others (please write down) u]
5= Less wailing Ume ©
D. What is the purpose of the present trip?
1=Work /busingss o 5= Recrcational d
2= Educational C 6~ Social meeting al
3= Shopping ) 7= Social welfare 0
4=Treatment = ¥= Others (please write down) n
E. How did you get this taxi?
1= By telephone call o 3= On reaching taxi stand (unofficial) o
2= Waiting on the strest 01 4= Others (please wnle down) O
F. How long did you wait for the taxi?
1= Less than 5 minufeso 4= 15-20 minutcs u)
2= 5-10) minutes 1 5= 2025 minuies i
3= 10-15 minutes O 6= More than 30 minutes o

57



o

What was the maximum waiting time for you?

1= 5 mnutcs ) 4= 20 minutes O
2= 1} minutes ) 5— 25 minwuies a
3= 15 minutcs G 6= Others {please write down) a

How did vou reach the taxi stand?

1= Not appheable O 4= Mimibus / bus a
2= Walking u] 5= Others (please write down) o
3= By nckshaw i

How much time did it take to reach the taxi stand?

1= Less than 10 onnoleso 3= 15-20 munuies O
2= 13-135 minutes g 4= More than 20 minutes o

If vou had been using other modes of ransport and have recently started using taxis,
what were the reasons behind this?

1= Not applicable a 5= Comfortable o
2= Less walling time 9 6= Frce from dirt, dust, sound and smoke o
J=lLesstraveltime o 7= (Change in income level a]
4= LEasy to pet a 8= Others (please write down) m|
What alternative mode would you use for this {rip if taxis wore not available?
1= Bus / minibus a 5= Aunto-rickshaw o
2= Rickshaw a  6=0Owncar O
3= Double Decker

bus / BRTC city servicen 7= Rent-a-car o
4= Premium bus service 0 8= Others (please write down) O

Plcase compare the attributes of taxi with your preferred altemative mode.

Atiributcs {Comparison
Fare rale : Low o High O
‘Iravel time : low o Iigh o
Waiting time : Low 0 High O
{“leanliness : Good g EBad O
Drivers' hehavior : Good o Bad O
Safety : Good o Bad o

. What difticultics did you face using the taxi service in the past?

1= Scarcity of tax a

2= No pemmanent taxi rank O

3= Driver reluctant to go to desired place O

4= Drriver compelied to give more mongy rather than meter fare o

5= Orthers (please write down) m]
. Are you satisfied with the present service slalus of lax1?

I=Ycs G 2=No ] 3=WNo comments m)
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0. Please give your opinion on the following attributes of the taxi service.

| Attributes

Too high

High

Moderate

Low

Very low

Fare rate

Travel time

Waiting time

Adtributes

Very bad

13ad

Moderate

Cjood

Very good

Cleanliness

Drrivers” Behavior

Safety

P. Do you have any snggestions regarding the service?

Thank you

The followmg part will be filled by the interviewer

Name of the taxi company
Name of the driver
"l axi number

starting place of the joumney

Diestination
Date
Time
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[Questionnaire 2]
DEPARTMENT OF URBAN AND REGIONAL PLANNING
BANGLADESH UNIVERSITY OF ENGINEERING AND TECHNOLOGY
Cuestionnaire for Taxi Drivers’ Atticude Survey Regarding the Service
(Cotlected information shall be used for academic research only)

Please put tick mark in the box beside the appropriate answer

A, General mformation of the drniver

Agpe Educational leve! Previous occupation
11=15-30 0 | 1=8.5.C/ 0 level o | 1=Cardriver a
2=3045 o | 2=HS.C/A’level o | 2= PBus/ Minibus driver i
3=45+ o | 3= Graduate 0 | 3=Truck drver u]
4= Others 7 | 4= Tempo / auto-rickshaw dnver O
5= Smdent )
6= (thers o
B. Do vou own the taxi?
1=Ycs o 2= No ]
C. What type of taxi do you dnve?
1=PBlack m 2=Yellow D
N. low much do you earn per monih as a taxi driver?
1= 1-3 thousand o
2= 3-6 thousand ]

3= More than ¢ thonsand o

E. Why did you choose taxi driving ag your coonpation?
1="T'o apply the expenence of dnving
2= Like driving as profession
3= Offers dignity and source of pood meome
4= Mo haggling over pnce
5= Did not get any other good job
6= Others (please write down}

aooaaang

F. When do you drive taxi?
l=6am.-2pm. ] I=10pm. -6am.
2=2pm.- 10 pm. | 4= Others

an

;. How many days in a week do you dove taxi?
I=7 days m 4= 4 days o
2= 6 days O =73 days 3
3= 5 days 0 6= Others o

i



H. From whete do you start driving taxi?

1= Shahbag o 5= Rajlaxnu complex m]
2= Asad gatc / Parhament area o 6= Kamlapur railway station o
3= Motijheel o T=ZIA m|
4= Farmgale o &= Others (please write down)o

I Which area do you serve in the city?

1= No fixed area O
2= All over the city ]
3= Only few specified area (please wnte down) i
T What difficulties did you face during driving taxi?
1= lack of legalized taxi stands ]
2= Police harassment o
3= Artack of miscreanis o
4= (nthers (please write down) ]
K. Tor how long have you been driving taxi?
1= Less than 1 vear O 3=3-5vycars O
2=12-3 years o 4= Others mi
L. Do you have any suggestion regarding this service?
‘Thank you Name of ihe mierviewer:

[Date and time
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[Questionnaire 3]

DEPARTMENT OF URBAN AND REGIONAL PLANNING
BANGLADESH UNIVERSITY OF ENGINEERING AND TECIINOLOGY
uestionnaire for Taxi Operators’ Attitude Survey Regarding the Service

{Colected infonmation shall be used for academic tescarch only)

A, Name of the taxi company

B. Office address of the taxi company:

C. Year of establishment of the taxi company:

. Numher of taxi operated by the company:
1= Black ] 2= Yellow o
Number = Number =

E. Type of car (model) uscd by the company:

F. Fuel used in the laxi:
1= Petrol / octane o 2= (NG x|
Number = Number =

G. Service time provided by the taxi company:

H. What difficulties did you face to operate the taxi company?

I. Do you have any suggestion for the improvement of taxi service?

1. How many vehicles are you planning 1o introduce in the next one year?

Thank you Name of the interviewer.
Diate and time :
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APPENDIX B

List of taxi companies presently operating in Dhaka ity

Sl | Name Of Taxi Company Office Address Telephone
Mo
1. Amudip Taxi Cahb 158, Mirpur Road, Kalabagan, 5125690
IDhaka-1207 09125138
2. Arvan Automobiles Lid. 7%/ A, Purana Faltan Line (2™ 0342731
Floor), Dhaka-100¢ 0342712
3. | Cab Express (BD) Ltd. 177,Shohid Syed Nazrul Islam | 9348401
Soroni (New), 30, Bijoynagar 9337941
{O1d), Dhaka-1000 0336337
14. | CabOne/Cab Bangla Lid. 33, Topkhana Road, 71132823
Meherba Plaza (14" Floor), 0171540685
Purana Paltan, Dhaka-1000 018230173
5. | Cab Salida Lid. 63, Malibagh, DIT Road, 9344477
{Ground Floor), [Dhaka-1217 8321425
0171620888
6. | Capital Cab Company Ltd. | 48, Bijoynagar, Dhaka-) 000 09352847-9
8317452
8316973
7. Classic Cab (Pvi.) Lid. 32, Mayakancn Basabo, F200825
Dhaka-1214
g Comfort Cab Limited / 188B, Tcjgaon, Gulshan Link GE24031
Smarl Cab Road, Dhaka-1208 QuR402Y
8817610-4
9, | Cosmo Cab (Pt} Lid. House#84, Road#7/ A, 0112959
Dhatmondi B/A, Dhaka-1209 8127208
8127191
10. | Cocl Cab Limited House#2, Road#9(01d}, 8130485
Dhanmondi Kalabagan, Mirpur | 9355957
Road, Dhaka-1205
11. | Limousine Cab Transpott 27, Nayapaltan, VIP Road, 0337208
Lid. Dhaka 8322704
018226372
12. | Navana Taxi Cab 3/C, Puranapaltan, Dhaka-1000 | 9558065
13. | Orion Tax: Cab (Pvt.} Ltd House#3t), Road#27(01d}, 16 8118222
' {New), Dhanmondt /A, Dhaka- | 9347277
1209
14, | Reliance Cab Lud. 36, Puranapaltan Lane (VIP 83395634
Road), Dhaka
15. | Saipa laxi Cab 12, Santinagar ,(1* Floor) 8322524
Dhaka-1217 8321226
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51 | Name {f Taxi Company Office Address Telephone
No
16, | The Taxi Cah Services (BD} | 78/A, Purana Paltan Line, (2™ 342731
Lid. Floor) Dhaka-1 000 g342732
17. | Crystal Cab Lid. 149, Llephant Road, (2™ Floor) | 9664360
Hatirpool, Dhaka-12035
18. | Eco {ab 84/ A, Byoy Nagar, Dhaka-1000 | 9334768
1% | Rainbow Cal Ltd 89, DIT Road, Malibag, Dhaka- | 9340417
1217
2. | South Point Cab Houset02, Road#03, Gulshan ERZ4813
Avenue-1, Dhaka 8826706
011863863
21. | Cah Pactfic Ltd. 311, Dinonathsen Koad, 7411129
Gendaria, Dhaka
22. | Chatra Prokalpa Ltd. Joar Sahara, Khilkhet, Dhaka 0171931615
23. | Concab 35/1, Sonargaon, (1 Floor)
Dhaka-1205
24. | Dhaka Cab House#td5, Road#17, Block-E, 01716215849
Banani, DhakalZ13
25, | Mult Cahb 49, Moigheel, (4‘“ Floot), Room §j 9660502
No-404, 17haka 0171233851
26. | Inter Ex Cab 230, New Elephant Road, 8621985
Fantabon, Dhaka 019330197
27, | A&A Autos 28/B, Sceunbagicha, Dhaka 8314599
8317452
28. | Help Line Cab 4873, 7K. Mission Road, Dhaka | 7110580-8
29, | Mctro Cab 39,Dilkusha , Motitheel C/A, BR1B099
Dhaka Q171881044
30. | Shihab Cab Ltd, 15, Nilkhet, Babupura, Dhaka Q18202477
Ot8228675
0171206046
2], | Cab Line 10X, DIT Road, Malibag, Dhaka | 8321162
32, | Seha (Cab Lid 104, BI'T Road, Malibag, Dhaka | 9359883
33, | Bhandar Cab Lid. 5, Outer Circular Road, 9347638
Rajarbag, Dhaka 0171732250
34, | United Cab 433, Banspatri, Shoniakhra, 7510166
Drhaka
35, | Cab For Less 64, Purana Paltan, Kakrml Lane, | 9356938
(Garrage Patri, [Yhaka 0171113534




51 | Name Of Taxi Company | Olfice Address Telephone
0
36. | Shatorupa Taxi Cab House#37, Shah Mokhdoom | 8913862
Avenug, Sector-12, Uttara (18127992
Modcl Town, Uttara, Dhaka
37. | Taimx Cab 74, Bhuia Manson, Kakrail, Q347RIS
[*hzka 019327032
(0171540074
38. | Nipun Cab 2711434, Topkhana Road, T160268-9
Pranapalian. Dhaka-1000 9572288
39, | $ajan Cab 108, DIT Road, Mahbag, 9350885
Dhaka (018126036
40. | Amicus Cab 108, DT Road, Malibag, 321162
Dhaka Q350585
41. | Gauno Cab 33, Topkhana Road, Meherba | 9571919
Plaza (14" Floor). Dhaka
42, | KGN Cab 272, Elcphant Road, Dhaka 8620011
018285906
43, | Provati Cab Ltd 135, South Kutubkhali, 011840133
Jatraban, Dhaka 0172022444
44 | R8S Cab 123, New Kakrail 8318530
Rpad,Moubon Super Market,
Shantinagar,
Dthaka
45, | Sigma Cab 675, Kazipara, Mirpur, Dhaka | 011057599
46, | Shyamolt Taxi Cab (Pvt) | 25/1B, Khilji Boad, Shyamali, | 9003331
T.d. Dhaka - 9124139
47 | Fast Stop Cab T26/A, Dhanmondi-15,Dhaka | 9332099
9338139
4% | Badhon Cab 118, Gualban, Mirpur-14, 0193435832
Dhaka 0171601636
0172057243
49, | Cupid Cab House# 13, Road# 12, Block-F, | ¥814127
Banani, Dhaka Q172020681
50. | Ycllow Linc Cab Lid. 113-116, Rangs Bhaban, Oid (118251382
Alrport Road, Teigaon, Dhaka | 7318279
' 2120001-4
51. | My Cab Transport Lid. 3, Jasimuddin Road, 0171548958
Kamalapur, Dhaka O17200(2555
52, |FCab 51, Posogola DT plot, Jurain, | 7415120
Dhaka
53, | Star Cab Lud. 33, Topkhana Road, Meherha | 5571919
Plaza {14" Floot), Dhaka
54. | ISRA Cab Lid Masckat Plaza, Khalpar, 5024241

Sector-12, Ttlara, Dhaka
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SL. | Name Of Taxi Company | (Mfice Address Telephone

No.

55, | Miny Cab/Finy Cab Ltd. South Matuail, College Road, | 7518954
Demra, Dhaka

56. | Ve Bndge Limited 75/76, Kakrail Road, Kakrail, | 8311940
Dhaka 9330674

7. | Weldone Cab Ltd 10:3, Toynobee Circular Road, | 9551639
Motijheel, Dhaka

58 ] R Cab Limited Ka-6/1 Klnlkhet, Tanpara, Ioar | 8914732
Sahara, Nikunja-2, Dhaka-
1229

59, |SSCab 12671, Gopipara, Uttar 13adda, | 9862293
Dhaka

60, | Cab Fasi Lid. H#55, Road#1,Scctor-92,Uttara | 8953761
Model Town, Dhaka 0171435815

fil. | Continental Autos Lid. 10/3, Arambag (17 floor), T100842-4
Motijheel, Dhaka- 1000 0558425

O6674546

62. | Raiyan's Cab Ltd. House#290 Lane#d, DOHS 9RG2070

Baridhara, Dhaka- 1206 0171806067
013214028

63, | Monsur Tax: Cab Lid. 1219/C, Khilgaon Chowrasta, | 7216252
Dhaka

64, | ldas Cab Ltd. 257, DIT Road, Wesl

Rampura, Dhaka-1219
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APPENIIX C

List of leasing companies offering finance to taxi companies

sl
No

Name

Address

1.

Islamic Finance And Investment 1.td.

66, Dilkusha C/A, Dhaka

2 | Prime Finance And Investment Lid. 63, Dilkusha C/A, Dhaka

3. | Pubali Bank Lid. Malibag Branch, Dhaka

4 IDLC of Bangladesh Ltd. Hadi Manson, 2 [lkusha C/A,
DIT Eoad, Dhaka

5. | Arah Bangladesh Bank Ltd. 30-31, BCIC Bhaban, Dhaka

6. | At Baraka Bank VIP Eoad Branch, 35/C, Nava
Paltan, IDhaka

7.t Islamic Bank Ramna Branch, 9, Bangabandhu
Avenue, Dhaka

8. [ The City Banik Ltd. Head Office, Jiban Bima Tower,
14, Dilkusha /A, 1Dhaka

§. | Dhaka Bank Ltd. Adamjee Court, 115-120,
Matijheel C/A, Thaka

10, | Vanik Bangladcsh Lid. 20, Kamal Ataturk Avenue,
Safura Tower (11" Floor,
Banani, Dhaka

11. | Dutch-Bangla Bank Lid. Banani Branch, 'lot-75, Block-
B, Kamal Atanirk Avenue,
Banam, Dhaka

12, | N.C C Bank Lid. Dilkusha Branch, 43, Dilkusha
/A, Dhaka

13, | Uttra Finance And Investment Ltd. Tban Bima Tower (6™ Floor), 10
IMlkusha CfA, Dhaka

14. | Union Capital Ltd. Sonurtari Tower {14™ Floer), 12,
sSonargacn Koad, Dhaka

15. | Bmngladesh Commeree Bank Lid. Dholaikhal Branch, 48/3/F, R.K
Mission Road, Dhaka

16. | Karmo Sangsthan Bank 187/B, Tejgaon Industrial Area,

Dhaka

67




List of scif finaoced taxi companies

APPENDIX D

el B Namge Address

No

1. Cosmo Cab Private Ltd. 10441, Kakrail, Dhaka

Comlort Cab Lid. 188/B, Tejoacn Industrial Area,

Dhaka

3 Yellow Line Ltd, 113-116, Old Aarpord Road,
Tejgaon, Dhaka

4, Nilo] Taxi Cab Lid. Nitole Centre, 71, Mohakhali,
Dhaka

A, Anudip Aulos Lid. 158, Lake Circus Kalabagan,
Dhaka

G (Cab Salida Lid. 63, Mahbag, DIT Road, Dhaka

7. (ab Express Bangladesh Lid. Ka-259, Bagbar, Mirpur, Dhaka

k. Tlttara Cab Lid. 30, Dnlkusha C/A, Dhaka
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APPENDIX E

Photographs of few taxis operating in Dhaks City.
A. Non Air Conditioned Taxis

Company: CabEx
Model: Maruti Suzuki

Company: RSS Cab
Model: Hyudai Santro



B. Air Conditioned Taxis

Company: Anudip Taxi Cab
Model: Tata Indica V2

Company: Shyamoli Taxi Cab (Pvt.) Lid.
Mode!l: Ambassador Classic

i)



Statistics of taxi registration

APPENDIX F

SL | Designated | Engine | Registered Registered after Black | Yellow | Total
No. engine capacily before 26-07-03 (Non- | (AC)
capacity e} | 26-07-03 AC)
(ec) Mew | Reconditioned
1. 800-1250 200 3751 33 - 3784 - 3784
1000 586 21 - 607 - 607
1086 | 185 21 - 205 - 205
1242 139 - - 139 - 139
2. 1250-1600 1290 15 - - 15 - 15
1298 385 50 | - 436 436
1300 | 1337 76 23 34 1402 | 1435
1405 1080 470 3 712 343 1555
1500 671 - i3 2 7 708
1580 23 - - 1 23 23
3 1 6:00-2001) 1800 61 35 - 25 71 96
Total 8233 F06 &7 5525 | 3481 | 2006

71




	00000001
	00000002
	00000003
	00000004
	00000005
	00000006
	00000007
	00000008
	00000009
	00000010
	00000011
	00000012
	00000013
	00000014
	00000015
	00000016
	00000017
	00000018
	00000019
	00000020
	00000021
	00000022
	00000023
	00000024
	00000025
	00000026
	00000027
	00000028
	00000029
	00000030
	00000031
	00000032
	00000033
	00000034
	00000035
	00000036
	00000037
	00000038
	00000039
	00000040
	00000041
	00000042
	00000043
	00000044
	00000045
	00000046
	00000047
	00000048
	00000049
	00000050
	00000051
	00000052
	00000053
	00000054
	00000055
	00000056
	00000057
	00000058
	00000059
	00000060
	00000061
	00000062
	00000063
	00000064
	00000065
	00000066
	00000067
	00000068
	00000069
	00000070
	00000071
	00000072
	00000073
	00000074
	00000075
	00000076
	00000077
	00000078
	00000079
	00000080
	00000081
	00000082
	00000083

