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4.2. At the national level: defining a framework for the 
paratransit sector 

4.2.1. Overview of the type of actions and actors involved at the national 
level 

The following recommendations can be addressed to any ministry in charge of transport and mobility. They 
can be part of a National Urban Mobility Programme (NUMP) or can be implemented as stand-alone measures.  

As often with recommendations to reform, modernise and integrate the paratransit, they may apply differently 
to fixed-route (i.e. working similarly to a public transport service) and on-demand operations (i.e. facing little 
control from public authorities). Additionally, recommendations at the national level apply to urban transport, 
as well as intercity and rural transport.  

Recommendations at the national level can be categorised into four types of actions and associated actions. 
These are summarised in the table below, and actions are then detailed in sections 4.2.2 to 4.2.5. 

Table 10 Summary of Actions to be taken at the National Level. Source: Consultant 

Progress Component Type of action  Main actions 
 

Legislative Define the 
framework 

• Action N1: Defining the activity of the paratransit sector 
within the law 

Regulatory Define rules  

• Action N2: Defining and monitoring the minimum condi-
tions to access to the profession 

• Action N3: Sanction clandestine transport 
• Action N4: Defining and enforcing the traffic conditions of 

the vehicles assigned to the service 
• Action N5: Guarantee and strengthen the social protection 

of operators 
• Action N6: Setting and monitoring vehicle emission stand-

ards 

Fiscal 
Define  

priorities 
• Action N7: Using the fiscal level to promote the paratransit 

reform 

Program-
matic Define actions  

• Action N8: Defining and implementing specific training 
courses for the transport professions, including the speci-
ficities of paratransit 

• Action N9: Implementing a national labelling process 
• Action N10: Supporting industrial sectors raising the level 

of quality and professionalism of paratransit stakeholders 
• Action N11: Launch calls for projects for experimentation 
• Action N12: Seek partnerships with international donors 
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In order to provide a consistent overview of paratransit reforms undertaken in Asian countries, and to illustrate 
ideal measure to take to modernise and integrate paratransit, two examples are given in this sub-section – one 
showcasing the national reform on e-paratransit in India, and the other one presenting the Public Utility Vehicle 
Modernisation Programme (PUVMP) in the Philippines. Both programs have been implemented at the national 
level, however in very specific governance context as in India parts of the program were adapted at the State 
level and local, and in the Philippines, Local Government Units have been instrumental in the implementation 
of the reform.  

o The FAME programmes in India55 

A strong emphasis has been drowned towards the development of e-vehicles in India since a few years, and 
among the new fleet of vehicles deployed, e-rickshaws are at the forefront, which contributes to redefine the 
role of this transport mode in Indian cities. Even though several initiatives have been undertaken at the national 
level over the past decades, the cornerstone of the Government of India’s action regarding e-mobility is the 
Faster Adoption of Manufacturing of Electric/Hybrid vehicles, an initiative which started in 2015 when the Min-
istry of Heavy Industries and Public Enterprises made a public announcement.  

Initially scheduled from 2015 until 2019, a second phase was initiated from 2019 to 2023, for a total amount of 
USD 1,5 billion. Whether the first phase focused on subsidising the e-mobility sector by providing rebates for 
the purchase of e 2-wheelers, 3-wheelers, 4 wheelers and bus segments, during the second phase an amount 
of 10 % is dedicated to the implementation of Electric Vehicle Supply Equipment. The incentive regards in pri-
ority public transportation, especially 3-wheelers (e-rickshaws) and bus.  

The overall objective of the programme is to develop the e-mobility sector in India with clear indicators to reach: 
by 2030, India is expected to reach 50 % of e-vehicles, with all EV being manufactured in the country. Thus, 
besides the deployment of a large fleet of e-vehicles, the objective of the FAME programme is to develop a local 
manufacturing industry.  

o The Public Utility Vehicle Modernisation Programme (PUVMP) in the Philippines56 

In the Philippines, it was estimated that more than 230,000 jeepneys were in operation in 2018 (Pontawe & 
Napalang, 2018). In Manila alone, there are 55,000 franchised jeepneys 57 operating on more than 700 routes. 
While jeepneys are only one of the various Public Utility Vehicles (PUV) available in the country, they account 
for 40% of all vehicle trip and are understood to be the most dominant mode of road-based transportation 
system in the country. Jeepneys are known to be cheap and flexible, however, they lack maintenance and 
safety, suffer operational inefficiencies (i.e. unreliable schedules) and generate traffic congestion and pollution 
(Mettke et al., 2016). 

The ‘Public Utility Vehicle Modernisation Programme (PUVMP)’ in the Philippines was launched in 2017 by the 
Philippine Department of Transportation (DOTr), in order to make the current public transportation system more 

 
55 In this sub-section, the following sources were used to document the Indian case study on e-paratransit: UNEP (2020), Shandilya et 
al. (2019), IEA (2019), Shrestha (2018), Gadepalli et al. (2018).  
56 In this sub-section, the following sources were used to document the PUVMP programme in the Philippines: Mettke et al., 2016; 
Kaenzig et al., 2020; Interviews C, D and E. 
57 Each jeepney owner has to request a franchise certificate to operate their vehicle and is in charge of guaranteeing that the service 
complies with all regulations set by Land Transportation Franchising and Regulatory Board (LTFRB). 
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efficient and more environmentally friendly by professionalising the sector and renewing the vehicle fleets. The 
PUVMP concerns all 4-wheelers (PUJ, UVE, MB, PUB).58 

In both of the cases presented, the reform focuses on the modernisation of operations, with the correlated 
objectives to reduce negative externalities, promote the integration of paratransit in the mobility system and 
secure sustainable livelihoods through improved working conditions and trainings. These two examples can 
be considered as complementary, as they show very distinct and precise objectives articulated at the national 
level and implemented in different territorial contexts: in India, the federal structure means that states play an 
important role, whereas in the Philippines Local Government Units are a key stakeholder in the implementation 
of the reform. In both countries, the reform implemented are representative of the regional characteristics as 
they rely on the introduction of new tools and new technologies.  

4.2.2. Define the framework 

o Action N1: Defining the activity of the paratransit sector within the law 

 
N1: Defining the activity of the paratransit sector within the law 

0 Overall objective(s) • Integrate paratransit into the mobility ecosystem 

1 
Which stakeholders 
to involve? 

• Supervisory ministries (in charge of transport, finance, local authorities) 
• Representatives of local authorities 
• Representatives of transport operators, if there is a structured national 

representation of the profession. 

2 
What is the length 
of the process? 

• Depends both on the importance given to prior consultation, and the legis-
lative process in each country.   

• A timeframe of one to two years seems reasonable. 

3 
What are the major 
steps or phases? 

• i) pre-consultation, 
• ii) drafting and finalising the law, 
• iii) the legislative process. 

4 
What is the overall 
cost? • No specific identifiable costs unless external experts are used. 

5 
What are the pre-
requisites for im-
plementation? 

• The existence of a national representation of paratransit professionals 
would be a plus. 

6 
Which expertise to 
associate? 

• Expertise in paratransit (mainly social, economic, and contractual as-
pects). 

The precise form of this recommendation will of course vary greatly from one country to another, depending 
on the existing body of law, legislative traditions and modes of governance. However, the general principle of 
this recommendation is to define and affirm/confirm the role and place of paratransit in the law, either within 
a law dedicated to paratransit or as part of a framework law on transport and mobility.  

 
58 These acronyms stand for: public utility jeepneys (PUJ), UV Express (UVE), Mini Buses (MB), public utility buses (PUB). 
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The following principles could form the basis of a national law or decree acknowledging the role of paratransit 
in Asian cities:  

1. Paratransit includes all the means of transport provided to the public, carried out by small and medium 
capacity vehicles, and capable of adapting quickly to the needs of their customers. 

2. Paratransit is accessible to all clientele. It is therefore a public service.  

3. The state's objectives in the area of paratransit focus on the following:  

• To develop complementarity between adapted transport and other forms of mobility especially 
mass transit, particularly through pricing, passenger information and intermodal locations;  

• To make paratransit a tool for developing mobility and accessibility, by taking into account the 
specific needs of the female population and by offering solutions adapted to specific groups (el-
derly, disabled, young children, etc.);  

• To reduce the negative externalities linked to the uncontrolled exercise of the activity: pollution, 
road insecurity, urban congestion, unequal distribution of the offer;  

• To promote the safety and social protection of operators and professionals, and to encourage 
women's access to the various position into the paratransit industry. 

• To modernise paratransit by developing tools and methods to improve knowledge of the offer, 
passenger information and the security of financial transactions.  

4. Paratransit is carried out by operators, whether companies or individuals, acting in a private economic 
framework. These operators’ right to seek a fair profit is usually recognised.  

5. However, as a public service, it is subject to progress objectives in terms of coordination, regulation, 
quality of service and respect for the environment. It is also subject to obligations defined by law and 
by national and local regulations, which may give rise to penalties in the event of non-compliance. For 
instance, any operator of paratransit services must hold a licence or permit to operate, issued by the 
local authorities under conditions set by the State. 

6. Paratransit fares are the responsibility of local authorities. It must be consistent within a given territory 
and not vary randomly according to fluctuations in supply and demand. It must seek the best compro-
mise between giving the greatest number of people access to paratransit services and respecting the 
economic equilibrium of the operators. It must be consistent with mass transit pricing.  

7. Access to this activity may be conditional on requirements in terms of staff qualifications, the quality 
of used vehicles, or the service offered. It may be subject to a numerus clausus at local level if circum-
stances so require. 

8. Paratransit includes two main types of service: those that are fully demand-responsive and accessible 
to individual customers (taxi type / “on-demand”), and those that serve a predefined route by seeking 
to group customers together ("fixed route"), with intermediate or mixed forms possible. This distinction 
may justify the differentiation of certain objectives, certain regulations, and certain public interven-
tions. 



 

        Page | 108 

9. Paratransit, and particularly "fixed route" transport, is complementary to and not in competition with 
mass transit systems where they exist (exclusive right-of-way public transport and "conventional" bus 
networks). Paratransit is intended to provide fine-tuned services to neighbourhoods that do not have 
sufficient customer potential for transport by large vehicles. Mass transit operators may offer para-
transit operators the opportunity to charter their services to supplement the regular network, under 
conditions to be agreed by both parties and with the approval of the local supervisory authorities. 

10. The competent authorities at local level may conclude agreements or contracts with paratransit oper-
ators defining precisely the operating area allocated to them, the conditions of competition, comple-
mentarity with mass transport, operating conditions and service quality objectives, the facilities 
granted by the local authorities (access to bus stations and parking areas, fare advantages, possible 
aid and subsidies, etc.), and the consequences of non-compliance with the terms of the contract or 
agreement. 

11. The State and the competent local authorities have the possibility to intervene in the economic model 
in order to promote the achievement of objectives such as quality of the service provided, affordability 
of fares and environmental protection. This public intervention is subject to the fulfilment of a number 
of conditions on the operator’s part. 

12. Policies implemented at local level in the field of paratransit must be fully compatible with the guide-
lines and objectives defined by the State in this field, and more broadly in the field of mobility and the 
environment. 

Example 1 - Defining 
the e-paratransit sec-
tor in India 

• Define the objectives of the programme by law 
• Define and confirm the role and place of e-paratransit (e-rickshaws) in the mo-

bility ecosystem  
• Set standards regarding the vehicles and the safety requirements 

Different set of measures have been implemented in parallel to the Faster Adoption and Manufacturing of Hy-
brid & Electric Vehicles (FAME) India Scheme, or to support it prior or since the launch of the programme. 
Among the most relevant programmes and initiatives, some shall be highlighted:  

Regarding the EV and energy transition, the National Electric Mobility Mission (NEMMP), launched in 2013, 
aimed at promoting the manufacturing and use of electric vehicles in India and achieve national fuel security.  

Regarding the integration of paratransit services and the regulation of e-rickshaws, the Motor Vehicle Amend-
ment Act of 2014 notifies the existence of e-rickshaws and e-carts with a power limit up to 2 000 Watts, and 
specifies the regulation to obtain a driver’s licence. Later, the Amendment as augmented with regulation on the 
safety standards for e-rickshaws. 

In 2015, the Motor Vehicles Amendment Act increased the power limit for e-rickshaws by defining this trans-
portation mode as special 3 wheeled vehicles with a power not exceeding 4 000 Watts. The same year, the 
Central Motor Vehicles Amendment Rules clarified the procedure to obtain driving licence and the formalities 
required for e-rickshaw operations.  

In 2016, the Ministry of Road Transport and Highways (MoRTH) introduced a Draft Taxi Policy, mentioning the 
use of e-rickshaws to provide first and last mile connectivity. The objective of the policy is to promote e-rick-
shaws as a non-polluting feeder to public transport services. 
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In 2017, the Draft National Energy Policy established the development of charging stations as a component of 
city planning. By creating a favourable environment for charging stations, The Government of India also made 
it mandatory since 2016 to set up EV charging stations in residential and commercial buildings and parking 
lots (up to 20 % of parking spaces) and placed a cap on the maximum tariff that can be asked by a public 
charging station.  

Regarding charging stations, the 2nd phase of FAME indicates a target of 2 700 charging stations to be imple-
mented in cities above 4 million inhabitants, as well as fast charging stations along major highways at a max-
imum interval of 25 kilometres each, and ultra-fast charging stations every 100 kilometres.  

Other possible actions:  

There might be a need for harmonisation of the existing national policies, and between the policies existing at 
different levels. Urban and public transport integration also need to be considered, for instance by setting an 
optimum number of vehicles allowed to circulate, by fixing the location of terminals and charging stations and 
by designing dedicated lanes and infrastructure for 2 and 3-wheelers. 

Example 2 - Defining the 
Public Utility Vehicles in 
the Philippines 

• Define the role of paratransit by law with a new name 
• Define the regulation to modernise the fleet and the operations of jeepneys 
• Political will to implement the programme 

Prior to the PUVMP, DOTr had acknowledged paratransit and recognised its role for the public interest by coin-
ing the term Public Utility Vehicle (PUV). This term includes Public Utility Jeepneys, UV Express, Minibuses, 
Public Utility Buses, and all abide to the regulation of private operators providing a public service. 

The Government implemented several measures to contain the development of the paratransit sector since 
2003. The first attempts involved moratorium on the number of franchises issued, however leading to the in-
crease of illegal operations in the sector. One year after the moratorium, in 2004, the Government announced 
plans to phase out aging jeepneys. This was proposed again in 2013, without tangible steps towards imple-
mentation. In 2015, the Government announced a mandatory phase-out of jeepneys which are 15 years old and 
above, taking effect in 2017.  

This announcement led to fierce opposition and transport strikes paralysing mobility nationwide. Transport 
groups such Stop and Go Coalition, Pagkakaisa ng mga Samahan ng Tsuper at Operators Nationwide (Piston) 
and Alliance of Concerned Transport Organisations (ACTO), protested the mandatory phase-out as it would 
lead to a loss of livelihood for many drivers and operators. Consequently, the mandatory phase-out never took 
off. 

Following the 2016 presidential elections, strong supporters of the PUVMP came into power and had the polit-
ical will to implement the programme. It was finally launched in 2017. The ‘Public Utility Vehicle Modernisation 
Programme (PUVMP)’entails 10 components: 

• Route rationalisation 
• Local public transport route planning 
• Regulatory reform 
• Industry consolidation 
• Fleet modernisation 
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• Financing 
• Vehicle useful life programme 
• Stakeholder support mechanism 
• Communication 
• Initial implementation 

The 10 components presented in the PUVMP demonstrate the acknowledgement of the service provided by 
the jeepneys operators by the national authorities and aim as well at defining more precisely its function in 
urban areas (through the route rationalisation process for instance) and improve the service quality (fleet re-
newal and modernisation).  

4.2.3. Define rules 

A balance should be reached in order to define common rules that can be applied at the national level while 
giving enough room to the local level to be able to implement them. Once the general framework is defined, the 
regulatory scope should be limited to areas under the competences of the national level to avoid any interfer-
ence with the transport system managed at the local level. Three areas where the national level is providing 
guidance for implementation at the local level are identified as follow: (i) security, (ii) social protection and (iii) 
environment.  

4.2.3.1. Ensuring security 

This area can be understood mainly through three main topics, which take into consideration either the condi-
tions of access to the profession, i.e. the competences of the drivers, the capacities of the authorities to enforce 
the regulation and make sure only authorised drivers operate, and eventually the conditions of the vehicle, 
especially regarding the emissions. Each of these topics are declined as follows:  

o  Action N2 - Defining and monitoring the minimum conditions for access to the profession 

 
N2: Defining and monitoring the minimum conditions for access to the profes-
sion 

0 Overall objective(s) • Modernise operations 

1 
Which stakeholder 
to involve? 

• Ministry of Transport. 
• Gathering the prior opinion of paratransit stakeholders. 

2 
What is the length 
of the process? 

• Six months to a year until the promulgation of the regulation.  
• Two to five years for gradual implementation. 

3 
What are the major 
steps or phases? 

• i) Prior consultations; 
• ii) Drafting and adoption of regulations; 
• iii) Timeframe for implementation;  
• iv) Assessment. 

4 
What is the overall 
cost? • No specific identifiable costs, unless external experts are used. 
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N2: Defining and monitoring the minimum conditions for access to the profes-
sion 

5 
What are the pre-
requisites for im-
plementation? 

• The existence of a national representation of paratransit professionals 
would be a plus. 

6 
Which expertise to 
associate? 

• A precise diagnosis of access to the profession in various contexts.  
• A prior impact assessment of the envisaged measures. 

The purpose is to ensure that the person in charge to drive public transport vehicles has sufficient qualifica-
tions and/or experience to obtain a licence or authorisation to operate. Those authorisations should also in-
clude disposals about their responsibilities in terms of their customers and other road users’ safety.  

Drivers’ qualifications (or experiences) can be checked in many ways. The minimum requirement is obviously 
a driving licence appropriate to the type of vehicle concerned. However, in many countries, drivers of motorised 
two-three-wheelers are sometimes not required to have one. Additional measures to ensure drivers’ qualifica-
tions can be introduced as for instance:   

• The creation of a special permit for public transport if it does not exist,  
• Criminal record,  
• Short qualifying training courses, 
• Proof of sufficient professional experience (recognition of prior learning),  
• Issuance of provisional permits subject to subsequent evaluation,  
• Etc. 

Lastly, it is recommended that licences or permits to operate are issued at the local level. Verification of these 
requirements will be the responsibility of local authorities. 

Example 3 - Defining 
and monitoring the mini-
mum conditions for ac-
cess to the profession 
in India 

• Define specific criteria to obtain a licence to operate electric vehicles 
• Make sure the offer provided fits with the demand and adjust the number of 

licences emitted accordingly  
• Set standards and regulation regarding the vehicles and the safety require-

ments 

Regarding the operation, the regulation framework is lighter regarding e-rickshaws compared to “traditional’ 
rickshaws. Whereas traditional rickshaw operators have to apply for a stage permit or a carriage permit by the 
local authorities, e-rickshaws owners do not need to obtain specific permit but have to register. However, re-
cently the regulation became stricter, and in some cities local governments established route rationalisation 
also for e-rickshaws operators, to ensure that the service is available according to the demand of passengers. 
The evolution of the regulation is symptomatic of a rapid process of promulgation, and the need to proceed to 
adjustments have several incidents happened. 

Regarding the definition of vehicles, which is central in process of vehicles’ electrification, the difficulties result 
from the complexity of the manufacturing industry and the lack of traceability regarding each part of the vehi-
cle. Manufactured models of e-rickshaws have to comply with the standards established by Automotive Re-
search Association of India (ARAI) and International Center for Automotive Technology (ICAT), the two State 
Agencies specialised in the testing of electric vehicles and undertake various series of test. Once the model is 
approved, it can be registered by the Regional Transport Office. In spite of this procedure, many vehicles do not 
comply with these standards, as they are not registered, or some parts do not fit with the prevailing standards.  
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Other possible actions: 

Setting standards is an absolute necessity to regulate the e-mobility sector.  Standards regard the design of 
the vehicles, which shall be adapted to the local context (problem for instance in India and Asia in general, with 
the design of the vehicles not always adapted to the regular floods), the obtention of permits and licence to 
operate, the necessity to undertake a training to get the right to operate. 

Example 4 - Defining 
and monitoring the con-
ditions for access to the 
profession in the Philip-
pines 

• Defining the access to the industry through route rationalisation 
• Defining the conditions for operation 
• Introduce consolidation within the industry 
• Introduce standards for vehicles through fleet renewal 

In the context of the PUVMP reform, different components introduced a framework to precise the conditions 
of access to the sector, the conditions for operations and standards regarding the vehicles. These components 
represent different steps, and can be presented as follows:  

Route rationalisation: Responsibility for local network planning was devolved to the Local Government Units 
(LGU). LGUs must conduct route rationalisation studies to determine the appropriate modes and levels of ser-
vice that can cater to the actual passenger demand and travel patterns within a given area. Route rationalisa-
tion is understood to be a pre-requisite for franchise consolidation. It is important to note that 2 and 3 wheelers 
are excluded from the PUVMP. They remain under the responsibility of the local governments, who can forbid 
or allow their operations. 

Local public transport route planning: On the basis of the route rationalisation studies, local public transport 
route Plans (LPTRP) have to be drafted by LGUs and submitted to LTFRB. A manual to assist LGUs was pro-
duced by the Government and capacity-building seminars were organised.  

Regulatory reform: Once the number of jeepneys and other PUVs required for a particular corridor is determined 
through route rationalisation studies, LTFRB publishes a call for applications to serve a route and invites appli-
cations to operate the route. The number of vehicles required, and service standards are specified in the call. 
A single franchise for that corridor is then issued, meaning only one entity (a jeepney cooperative or corpora-
tion) operates its services on this corridor. This aims to avoid any on-street competition and ensure better fleet 
management. 

At the beginning of the programme, priority was given to existing operators in the application for franchises. 
However, it is understood that by mid-2020, if existing operators did not comply with the PUVMP requirements, 
their route were opened to all interested applicants. 

Industry consolidation: LTFRB does not issue franchises to unconsolidated operators, meaning it is compul-
sory for operators to “regroup” to operate a route/corridor. Industry consolidation 59 is understood to be pre-
requisite to reform the public transportation system and for the financial mechanisms proposed to be sustain-
able. The “Office of Transportation Cooperatives” is the key agency involved in consolidating individual opera-
tors.  

 
59 Industry consolidation entails individual franchise holders to either join or form legal entities such as cooperatives or corporations. 
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o Action N4 - Defining and enforcing the traffic conditions of the vehicles assigned to the service 

The aim is to define a coherent and consistent assessment framework to ensure a minimum level of safety, 
reliability and control of vehicle emissions. This framework must be adapted to the procedures that already 
exist in each country. It is recommended not to establish overly strict vehicle qualification criteria, which would 
have many counterproductive effects (depriving many operators of access to employment, fraud, etc.). Checks 
should be focused on the components (i) related to safety (e.g. braking system) and (ii) pollutant emission (e.g. 
level of particle pollutants).  

In order to implement such measures, there is a requirement to create control and check centres (in the main 
urban areas) that are entrusted to the private sector, but also controlled by official and public bodies (to ensure 
rule enforcement and avoid fraud and corruption). The control of the approval of vehicles would then be left to 
the local authorities, with a view to issuing operating permits or licences. 

 

 
N4 - Defining and enforcing the traffic conditions of the vehicles assigned to 
the service 

0 Overall objective(s) • Reduce negative externalities 

1 
Which stakeholder 
to involve? 

• Ministry of Transport. 
• Gathering the prior opinion of paratransit professionals 
• Gathering the opinion of professionals in the field of car repair and control 

2 
What is the length 
of the process? 

• Can be coupled with the previous point.  
• Six months to a year until the promulgation of the regulation. 
• Compliance period of two to five years. 

3 
What are the major 
steps or phases? 

• i) Prior consultations;  
• ii) Drafting and adoption of regulations; 
• iii) Timeframe for implementation; 
• iv) Assessment. 

4 
What is the overall 
cost? 

• No identifiable costs to the State.  
• Additional cost for paratransit professionals,  
• Additional activity for the motor vehicle control sector (if it exists, other-

wise to be created). 

5 
What are the pre-
requisites for im-
plementation? 

• The existence of a national representation of paratransit professionals 
would be a plus. 

• The existence of an automotive repair and inspection sector will facilitate 
implementation. 

• This measure will be more effective if it is coupled with support pro-
grammes for vehicle renewal. 

6 
Which expertise to 
associate? 

• A survey is needed to i) verify the coherence of the economic model for the 
control centres, ii) assess the impact of the measure on the economy of 
the operators. 
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4.2.3.2. Ensuring social protection 

o Action N5 – Guarantee and strengthen the social protection of operators 

Most of the countries covered by this report have low levels of public social protection. The possible social 
protection policies that can be advocated here do not pretend to change the existing social protection systems 
of self-employed and employed workers, but simply to assert the same access to existing social laws as all 
other workers, and to provide for specific sanctions in case of abuse or fraud, if necessary.  

The main aspect is to control that illegal work conditions do not exist. National regulations could thus provide 
the temporary or permanent withdrawal of licences or operating authorisations from any vehicle owner who 
employs drivers or assistants outside the legal framework, or who does not pay his social security contribu-
tions.  

Another point of vigilance, which will probably only be applicable in countries which already have a relatively 
advanced form of social law, could be to ensure that drivers working exclusively under the orders of a vehicle 
owner or licence holder have the status of an employee and not a self-employed person.  

It is difficult to be more precise in this respect, as the precise definition of social measures depends on the 
progress of social legislation and on constructive dialogue with the organisations representing operators. How-
ever, this may be an important issue, making it possible to significantly improve drivers' working conditions 
and improve the quality of service provided to customers. 

 
N5 - Guarantee and strengthen the social protection of operators 

0 Overall objective(s) • Secure sustainable livelihoods 

1 
Which stakeholder 
to involve? 

• Ministries in charge of transport and labour 
• Gathering the prior opinion of paratransit stakeholders (employers, self-

employed and employees) 

2 
What is the length 
of the process? 

• Very variable, depending on the starting situation and the objectives cho-
sen 

• A simple reinforcement of the control can be put in place quickly, with a 
compliance period of one to two years 

3 
What are the major 
steps or phases? 

• i) Prior consultations; 
•  ii) Drafting and adoption of regulations;  
• iii) Timeframe for implementation;  
• iv) Assessment 

4 
What is the overall 
cost? 

• Very variable according to the systems in force and the level of social pro-
tection, both for the State and for the operators 

5 
What are the pre-
requisites for im-
plementation? 

• The existence of social protection rules applicable to all workers 

6 
Which expertise to 
associate? 

• Any measure of a social nature must be based on a very precise diagnosis 
and impact study measuring the impact on the living conditions of workers 
and the economy of enterprises 
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4.2.3.3. Ensuring environmental quality 

o Action N6 – Setting and monitoring vehicle emission standards 

This issue is similar to the one already mentioned regarding vehicles’ qualification criteria : environmental cri-
teria can be introduced to eliminate the most polluting vehicles. However, as with safety, it is recommended 
that the level of requirements be limited to the most unacceptable situations, not to condemn an entire fleet of 
vehicles to scrap, with the social consequences that this could entail.  

Maximum emission standards should be ambitious but realistic, and should be phased gradually, giving indus-
try and operators time to adapt. At the same time, the State should put in place the necessary means of control.  

The policy of reducing environmental pollution linked to the paratransit sector should be based primarily on 
positive measures (measures to encourage the renewal of vehicle fleets, programmes to teach economical 
driving, etc.) rather than on overly coercive measures, which would generate social problems and fraud. 

 

 

 

 
N6 - Setting and monitoring vehicle emission standards 

0 Overall objective(s) • Reduce negative externalities 

1 
Which stakeholder 
to involve? 

• Ministries in charge of transport and environment 
• Gathering the prior opinion of paratransit stakeholders. 
• Gathering the opinion of professionals in the field of car repair and con-

trol. 

2 
What is the length 
of the process? 

• The measure should be integrated into vehicle condition monitoring. 
• Six months to a year seems reasonable 
• A compliance period of two to five years. 

3 
What are the major 
steps or phases? 

• i) Drafting and adoption of regulations;  
• ii) Timeframe for implementation;  
• iii) Assessment. 

4 
What is the overall 
cost? • Costs integrated into the cost of periodic vehicle inspection. 

5 
What are the pre-
requisites for im-
plementation? 

• Definition of environmental standards adapted to the paratransit sec-
tor. 

• This measure will be more effective if it is coupled with support pro-
grammes for vehicle renewal. 

6 
Which expertise to 
associate? • Assess the expected environmental impact of the measure. 
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4.2.4. Define priorities 

After recognising the existence of paratransit and editing general rules regarding paratransit operations, the 
state can define its policy for direct intervention in the paratransit economy. 

o Action N7 – Using the fiscal lever to promote paratransit reform 

The main national leverage refers to the fiscal incentives (or constraints). It can grant tax advantages to some 
paratransit stakeholders to encourage their actions, or on the contrary, introduce taxes and fees to release 
resources that can be allocated to other actions or to rebalance the market.  

Each state must define its priorities in terms of intervention beforehand: depending on whether the state gives 
priority to reducing the ecological footprint, the social protection, the harmonious development of transport 
networks or the development of a national industry, the potential tools will not be the same. Moreover, fiscal 
provisions vary significantly from one state to another, and not all solutions are applicable to every State. It 
should be noted that in federal states, fiscal measures can be implemented in by adopting a similar approach 
at the regional level.  

The following is a non-exhaustive list of subjects in which the state can play a role through taxation to achieve 
the objectives listed above.  

 

 

 
N7 - Using the fiscal lever to promote paratransit reform 

0 Overall objective(s) 
• Depending on the orientation of the fiscal lever, the objectives can be mul-

tiple and diverse, and thus deal with each of the component of the para-
transit reform 

1 
Which stakeholder 
to involve? 

• Ministries in charge of finance and transport 
• Gathering the prior opinion of paratransit stakeholders. 

2 
What is the length 
of the process? 

• Very variable, depending on the size and complexity of the measure. 
• Implementation may be through legislation or simple tax rules. 

3 
What are the major 
steps or phases? 

• i) Definition of the draft tax measure and impact assessment  
• ii) Prior consultations 
• iii) Drafting of the measure and implementation  
• iv) Assessment. 

4 
What is the overall 
cost? 

• Very variable depending on the type of measures and the objectives 
sought. 

5 
What are the pre-
requisites for im-
plementation? 

• Depends on the state of tax law and its implementation for the sector con-
cerned.  

• Need for means of control to combat any fraud generated by the measure. 

6 
Which expertise to 
associate? 

• Each measure requires a detailed impact assessment on the state budget 
and the economic balance of the paratransit sector. 
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Table 11 Potential fiscal leverage and expected outcomes, Source: Consultant 

Potential fiscal leverage Expected outcomes 

Tax relief on fuel purchased by public transport 
companies 

Allow the improvement of the operating account of the com-
panies and consider a reduction in tariffs (beware of the risks 
of fraud!) 

Tax relief produced public transport AND/OR 
over-taxation of imported public transport vehi-
cles 

Encourage local production if it exists. Enable negotiation with 
local manufacturers on a path of progress. This measure can 
be applied to all public transport or only to paratransit ser-
vices.  

Tax relief for non-polluting public transport vehi-
cles (e-vehicles) AND/OR over-taxation of pollut-
ing public transport vehicles 

Encourage the renewal of the fleet with non-polluting vehicles 
(transition towards e-vehicles or vehicle adaptation with CNG 
or LPG). 

VAT relief on revenues (if available) 
Allow the improvement of the operating account of the com-
panies and consider a reduction in tariffs (beware of the risks 
of fraud!). 

Adaptation of the tax system for operators  Proper classification of paratransit operators' revenues 

Endowment of intervention funds through specific 
taxes (e.g. on fuel) 

Provide budgetary resources for intervention in the transport 
sector (see next section) 

Differentiation of tax regimes for taxi (on de-
mand) and fixed route services 

Prioritise fixed routes to help massify demand and promote 
linkage with mass transport 

Etc.   

Implementation of such measures require specific studies to verify the impact on state revenues and the elim-
ination (or minimisation) of the risks of fraud, windfall effects and perverse effects. Tax incentives will only 
have their full effect if they are perceived as permanent and not volatile, if their positive and negative effects 
are evaluated, and if their correct application is monitored. 

Example 5 - Using the 
fiscal lever to promote 
the paratransit reform in 
India 

• Rebates on e-vehicles to encourage the purchase and foster the manufactur-
ing industry 

• Tax exemption at the State level 
• Cheaper tariffs on electricity 

To encourage the transition towards e-vehicles, the main actions include consumer subsidies (purchase sup-
port) and support of the manufacturing industry, both at the national and State level. 

At the national level, the FAME scheme represents the main fiscal incentive regarding e-rickshaws and e-mo-
bility in general in India. Among the USD 1,5 billion dedicated to the scheme, In the 1st phase of FAME, the fiscal 
incentive consisted in rebates of INR 7,500 to 22,000 (USD 110 to 320) on the purchase of e-vehicles, within a 
list of 62 eligible models. About 40 % of the models are low-speed (less than 25 km/hour), and within this list, 
8 models of e 3-wheelers appear. The subsidy eligibility depends on the battery size, the models having a larger 
battery being eligible for a higher subsidy. In the 2nd phase of FAME, 2 wheelers have been excluded from the 
list of eligible models to focus the support of the Government on public transportation. 

At the State level, in some cases complementary measures were introduced. In Utter Pradesh for instance, the 
Uttar Pradesh electric vehicle manufacturing policy set in 2018 for a period of 5 years sets different measures 
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Regarding vehicle modernisation, there is a large gap between existing operators and new operators. Existing 
operators bought the jeepneys as an investment, taking out a loan with a high interest rate because they ex-
pected a high return on investment (40% to 50%). Existing jeepney operators are expected to be worse off due 
to the PUVMP. However, a new self-financing jeepney operator could achieve higher financial return than tra-
ditional jeepneys owners by making an investment in an electric jeepney as part of an operator co-operative 
(Interview E). 

The financial sustainability of the PUVMP could prove difficult in the long term. While the quality of service in 
the modernised jeepneys have improved, fares have not increased to finance upgrades. For the programme to 
be sustainable, it is likely that the increase in costs to provide a better service will have to be shared by all 
stakeholders (operators, users and the Government) (Interview E). 

4.2.5. Define actions 

Depending on the availability of funds and the ways in which they intervene in local affairs, states can also 
encourage the emergence of projects or support the development of sectors that contribute to raising the per-
formance level of the paratransit sector. Four main channels of direct intervention are identified, of very differ-
ent natures.  

4.2.5.1. Training, meeting requirements and labelling 

o Action N8 - Defining and implementing specific training courses for the transport professions, 
including the specificities of paratransit 

 
N8 - Implementing specific training courses for the transport professions, in-
cluding the specificities of paratransit 

0 Overall objective(s) • Secure sustainable livelihoods, modernise operations 

1 
Which stakeholder 
to involve? 

• Ministries in charge of transport and education 
• Universities, professional training centres, continuing education centres 

related to the transport and mechanical trades 
• Gathering the prior opinion of paratransit stakeholders.  

2 
What is the length 
of the process? 

• Approximately one year to define the project, 
• one year for its effective implementation by the training organisations,  
• one year for the first promotion 

3 
What are the major 
steps or phases? 

For each programme:  
• i) Definition of the need  
• ii) Definition of the training scheme  
• iii) Definition of the pedagogical content  
• iv) Recruitment of teachers and first students  
• v) Launch of the training  
• vi) Assessment 

4 
What is the overall 
cost? 

Depending on: 
• the type of training, 
• the type of training organisation,  
• the method of financing, 
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The state can intervene directly to support industrial sectors that contribute to raising the level of quality and 
professionalism of paratransit sector. Three sectors in particular have been identified:  

• The vehicle sector: construction or adaptation of specific vehicles (jeepneys, tuk-tuk, etc.), development 
of specific components for better energy or environmental performance (carburettors, exhausts, etc.),  

• The fuel industry: production of biofuels, biogas, etc. 
• The ITC sector: development of digital applications and equipment: light-weight ticketing systems, geo-

location and fleet management, e-hailing, journey booking, route managers including paratransit are the 
main opportunities.  

This support can take many forms, including fiscal measures (mentioned above), capacity building activities, 
inclusion of new criteria in the evaluation for public contracts, the promotion of the companies concerned in 
public communication bodies, and the calls for projects developed below. 

Example 8 - Supporting 
the industrial sector in 
India 

• Create the conditions locally to develop the industrial sector by providing ad-
vantages to companies and industrial actors 

Besides the fiscal rebates already presented (Action N7), incentives are given at the State level in India in order 
to foster the development of the e-vehicle industry in specific territories. This is the case for instance in Utta-
rakhand, where the “Electric vehicle manufacturing, EV usage, promotion and related services, Infrastructure 
policy” from 2018 presents tax exemption and land provision for EV manufacturers, 100 % electricity duty ex-
emption, and favourable conditions for loans obtention. Maharashtra also provides tax exemption and subsi-
dies in favour of buyers and EV manufacturers and gives access to cheaper tariffs than the commercial rates. 
More generally in India, the innovation in the industrial sector also relies on the existence of strong links be-
tween universities, research and technical institutes and manufacturers.   

Other possible actions: 

Incentives can be given to strengthen the R&D departments in manufacturing companies. The organisation of 
awareness campaign is a lever to encourage the purchase of e-vehicles, as well as clear communication on the 
benefit of e-vehicles and the labelling on vehicles to make it easier to identify e-vehicles among other vehicles.  

4.2.5.3. Developing calls for projects  

o Action N11 – Launch calls for projects for experimentation 

 
N11 - Launch calls for projects for experimentation 

0 Overall objective(s) • Modernise operations 

1 
Which stakeholder 
to involve? 

• Ministries in charge of transport, industry, education…  
• The aim of the action is precisely to identify stakeholders. 

2 
What is the length 
of the process? • A three-year programme seems to be a good average. 

3 
What are the major 
steps or phases? 

• i) Identification of the need or priorities 
• ii) Preparation of the call for projects documentation  
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A lot of Asian countries do not allow cities to contract loans directly from International Financial Institutions 
(IFIs). In addition, cities do not always have the critical size to obtain necessary funding from donors to develop 
their projects. The national public authorities can play an intermediary role between the needs of small and 
medium-sized towns, and the requirements of international donors. This role can be exercised through:  

• The development of coherent programmes, through calls for projects as mentioned above, or more 
simply through the definition of action programmes concerning a vast metropolitan area (gathering sev-
eral municipalities); the state (or a large regional entity) can then take the head of the metropolitan area 
and contract the loan directly to redistribute it to the beneficiary body of the metropolitan area;  

• Technical assistance for the definition of action programmes, the realization of loan application files and 
the negotiation with donor agencies;  

• The provision of a state guarantee for loans contracted by entities that cannot provide sufficient finan-
cial guarantees. 

Example 9 - Seek part-
nerships with interna-
tional donors in India 

• Develop calls for projects 
• Create synergies between actions and projects 
• Facilitating access to international donor facilities for small and medium-

sized towns 

As a way to develop further the e-mobility sector and the transition towards clean energies, programmes have 
been set at the local level, with the support of International Donor Agencies. This is the case for instance of the 
CITIIS programme funded by AFD in India. The CITIIS (City Investments to Innovate, Integrate and Sustain) 
programme, co-developed by AFD, the National Institute of Urban Affairs (NIUA) and the Ministry of Housing 
and Urban Affairs (MoHUA), will provide technical and financial support to some fifteen Smart Cities projects. 
Selected following a national call for projects, these projects will focus on sustainable mobility, public spaces, 
digitalisation of urban services, and social innovation in precarious neighbourhoods. 

• The financial support is made possible by a sovereign loan from AFD to the Government of India signed in 
March 2018 in the presence of Indian Prime Minister Narendra Modi and French President Emmanuel 
Macron. The accompanying expertise is mobilised through a EUR 6 million grant from the European Union 
and a EUR 1 million grant from the French Government. 

• Once selected, the winning projects will receive additional grant funding as well as specific technical as-
sistance tailored to the needs of the project. 

Outside of the CITIIS project, Jabalpur has also been identified as one of the “smart city” by the Government of 
India, and local officials committed to the transition 5 000 fossil-fuelled rickshaws towards zero emissions e-
rickshaws, and solar-powered stations. As a pilot project, the authorities set up nine solar-powered charging 
stations with the objective to be used by 400 e-rickshaw operators in the city. These stations have been de-
signed to enable four vehicles to be charged simultaneously. It can serve up to 7 or 8 hours to fully recharge a 

 
N12 - Seek partnerships with international donors 

5 
What are the pre-
requisites for im-
plementation? 

• Selected projects must contribute to the achievement of previously de-
fined policy objectives, for example through the framework law 

6 
Which expertise to 
associate? • Project management and assessment. 
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battery, e-rickshaws reaching then an autonomy of 100 to 150 kilometres. the solar panels in the station are 
also connected to the state grid, so they can also feed in additional power through net metering.  

Other possible actions: 

Incentives can be given to strengthen the R&D departments in manufacturing companies. The organisation of 
awareness campaign is a lever to encourage the purchase of e-vehicles, as well as clear communication on the 
benefit of e-vehicles and the labelling on vehicles to make it easier to identify e-vehicles among other vehicles.   
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4.3. At the local level: towards the integration of paratransit 
within urban mobility systems 

4.3.1. Overview of the types of actions to be implemented at the local level 

If the main orientation of the regulation shall be set at the national level, the implementation of a consistent 
regulatory framework at the local level is essential to tailor a bespoken action to reform of the paratransit 
industry and design appropriate and integrated services.  

This framework shall include the specificities of the paratransit services depending on each city, may it be on-
demand, fixed routes, or feeder services. Different levels of policy are first identified to present the main groups 
of actions local authorities can undertake.  

Table 12 Summary of Actions to be taken at the Local Level. Source: Consultant 

Pro-
gress Context Component Main actions 

- IN THE FRAME-
WORK OF A SUMP - 

USING MOBILISEYOURCITY PARATRANSIT TOOLKIT SET OF ACTIONS

AT EACH STEP OF THE SUMP 

OUTSIDE THE 
FRAMEWORK OF A 

SUMP 

Reduce 
Negative 

Externality 

• Action L1: Defining / Strengthening the Public Transport
Authority (PTA)

• Action L2: Establishing / Strengthening Consultation
Structures with the Paratransit Sector

• Action L3: Setting up the Local Regulatory Framework
• Action L4: Setting up Control Agencies/Entities
• Action L5: Labelling

Towards a  
Public Service 

Concession 

• Action L6: Design of a service scheme to regulate competi-
tion

• Action L7: Defining pricing rules
• Action L8: Grouping of operators in cooperative structures
• Action L9: Negotiation of agreements or contracts with op-

erators

Integration into 
the Multimodal 

Public 
Transport Ser-

vice 

• Action L10: Fares harmonised with formal transport
• Action L11: Improving passenger information
• Action L12: Subcontracting to paratransit operators

A Modern and 
Non-Polluting 

Mode of 
Transport 

PROJECT LEVEL ACTIONS  
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4.3.1.1. Four policy levels to ensure integration of paratransit in the transport 
system 

Depending on its level of development, on the actions already carried out and the amount of resources available 
for investment, operation and control, each local authority must be able to position its objectives and define 
the path to achieve them.  

The diagram below summarises four levels of development of policies for the integration of paratransit in the 
transport system, which are developed below:  

 
Figure 33 Four levels of development of policies for the integration of transport, Source: Consultant 

o Level 1: reduce negative externalities 

In other contexts, such as in Africa, it is not uncommon for paratransit services to be provided without any 
public authorisation or control, and to be driven by the need for immediate income. This situation is not as 
common in Asian large cities but may exist in small and medium size cities.  

In this context, the objectives of a public policy will initially be limited to reduce negative externalities by setting 
operating rules and conditions to access the sector. Eventually, a labelling procedure may be used to encourage 
operators who best comply with these objectives. 

o Level 2: towards a public service concession 

Once the first level has been completed, it is then possible to transform a private service into a public service, 
at least for fixed-route services, by encouraging operators to form Economic Interest Groups, or any other type 
of associations allowing them to acquire ‘legal personality’.  



 

        Page | 130 

This would allow local authorities to sign agreements or even contracts with operators. These agreements 
would set out the conditions of operation (routes to be used, frequencies, range, fares, safety and quality of 
services, parking areas, etc.) in exchange for regulation of competition, access to certain facilities (bus stations, 
for example) and other advantages such as access to training, financial aid and joint services.  

Level 2 requires that the Public Transport Authority (PTA) already has (i) gained an in-depth knowledge of the 
paratransit offerings and (ii) drawn up a service plan defining the routes to be served, the number of vehicles 
allowed on each line, and the fares,61 so as to ensure good coverage and fair competition. If a bus network 
exists, this plan will also set out the rules for complementarity between the two modes of transport.  

o Level 3: integration into the multimodal public transport service 

Once the second level has been reached, it is possible to aim for the integration of paratransit (more particularly 
fixed-route paratransit) into a coherent set of mobility services, including formal transport (bus, mass transit) 
and even other products such as self-service bicycles or taxi-type paratransit. This integration will be based 
firstly on pricing: it should ideally allow complex journeys (fixed line paratransit + bus or mass transport) to be 
made without a fare penalty, which requires the implementation of compensation procedures (which can be 
complex). It can also be based on a subcontracting approach (by mass transport operators) of paratransit 
operated lines. In this way, the densification of the public service network would be feasible. It also presents 
the advantage of providing adapted means of transport to foreseeable demand.  

This integration must also involve passenger information, thanks to the marking of stops, the fitting out of bus 
stations and assembly points with passenger information aids, and the provision of information media com-
mon to paratransit and mass transport. In the long term, there should no longer be an opposition for the 
transport user between formal transport and paratransit, but a range of public transport products adapted to 
each type of demand. 

o Level 4: a modern and non-polluting mode of transport 

The fourth level of intervention seeks to enable paratransit to reach the efficiency standards of formal transport, 
through the introduction and development of digital tools, and/or to aim at a better energy and environmental 
performance through the introduction of vehicles running on decarbonised energy. 

This fourth level implies, in almost all cases (at least for fixed-route services), a direct involvement of the PTA 
in the financing and management of these projects. The innovative nature of these projects and their leverage 
effect on travel patterns and air quality improvements will often facilitate the involvement of international do-
nors in their financing. 

The recommendations refer to actions that a metropolitan area or a city can take to reform paratransit, either 
as part of a SUMP, or simply as part of a specific paratransit action plan, for example to occur with a structural 
transport project. 

 
61 The PTA would need to strike a good balance between fare affordability and the financial sustainability of the operators.  
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4.3.1.2. Reforming paratransit at the local level with the existing MobiliseYourCity’s 
paratransit toolkit 

In this sub-section, recommendations are based on the existing MobiliseYourCity Paratransit Toolkit and pro-
vide guidelines to develop Terms of References (prior to a SUMP) which include instructions for paratransit 
inclusion (especially in the survey to be conducted as part of a SUMP elaboration process). 

o Setting up objectives and identifying relevant actions 

In recent years, substantial work has been published on paratransit. Some publications provide comprehensive 
analyses based on case studies and propose general recommendations to modernise paratransit with a set of 
adaptable options. 62 Under the MobiliseYourCity direction, an operational document was released in 2021 
(Baffi & Lannes, 2021a, 2021b) and includes two distinctive parts namely “Understanding Paratransit” and “Re-
forming Paratransit.” This document is paving the way to promote operational recommendations to integrate 
paratransit into sustainable mobility planning and the development of Sustainable Urban Mobility Plans 
(SUMPs). 

Promoted by MobiliseYourCity Partnership and AFD, this document is described and disseminated as a ‘Toolkit’ 
for practitioners. Available online, 63 the ‘Toolkit’ comprises a total of 48 action sheets. These action sheets can 
be used by public authorities and/or consultants engaged in a SUMP. By adopting a step-by-step reform ap-
proach (see Table 13), these actions aim to integrate paratransit into the multimodal mobility policy and to 
reduce the paratransit’s negative externalities at a city scale. As with any Toolkit, not all action sheets are 
suitable and useful in all contexts. It is up to each local authority to define its own path depending on its own 
challenges, circumstances, capacities, and resources. The Toolkit comprises “core” policies to improve and 
reform paratransit. Each step of the reform includes 3 to 5 action sheets. 

 
62 Among them see Kumar et al. (2021) [Myths and realities of “informal” public transport in developing countries: Approaches for improving 
the sector], Tun et al. (2021) [Informal and Semiformal Services in Latin America: An Overview of Public Transportation Reforms] or Cassius 
et al. (2021) [Future of Paratransit and Shared Mobility: Mapping Report]. 
63 The MobiliseYourCity Paratransit toolkit is available here. 

https://www.mobiliseyourcity.net/mobiliseyourcity-paratransit-toolkit
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Approach Objective Action  

1 
Preparing for reform 

Identify To know the state of the offer of artisanal transport  

Concerts Establish forums for dialogue and better understanding between 
the parties 

Plan Define the type of service and function of artisanal transport 
within an intermodal public transport system 

2 
Reforming the  

paratransit sector 

Structure Promote the creation of representative structures within the 
craft sector  

Regulate Develop the body of law and regulations defining legal and ille-
gal services 

Labelling Define quality indicators and give preference to operators who 
meet these indicators 

Authorise To control the exercise of the profession of transport operator 
and make it subject to compliance with certain conditions 

Contracting 
Integrate legal paratransit into the mobility offer through agree-
ments with the organising authority and/or the institutional car-
rier 

Pricing Establish a coherent, even multimodal pricing system 

3 
Accompanying the 

reforms 

Professionalise Implementing activities to promote the development of opera-
tors' skills 

Inform Develop information on small-scale transport services within a 
multimodal information system 

Materialise 
Develop the places of concentration of the artisanal transport to 
improve its visibility and its quality of service, develop the bus 
stations... 

Support To provide the necessary resources to help craftsmen renew or 
repair their equipment, to train themselves... 

4 
Ensuring the imple-

mentation of reforms 

Check Implementing the means of control and sanctions against the il-
legal practice of transport 

Financing Ensure the functioning of the authorities in charge of regulating 
the sector 

Table 13 Structure of the “Toolkit” of the MobiliseYourCity / AFD document " Reforming Paratransit”, Source: adapted from 
Baffi & Lannes (2021b) 

o Using a SUMP project to initiate local paratransit reform 

For a city, the development of a SUMP is as a unique moment to draw up an inventory of the inhabitants’ mo-
bility practices but also to make an inventory of the available mobility services (private and public) at the scale 
of the urban area. Paratransit services are known to inhabitants, and therefore to the city technical depart-
ments. However, paratransit services are often not acknowledged and not well documented and remain “infor-
mal.” 

The SUMP’s methodology offers an opportunity to (i) highlight and document paratransit services and (ii) un-
derstand the relationship between its operators (i.e. drivers, entrepreneurs, companies, etc.) and public au-
thorities. In short, by introducing the need to study paratransit in the SUMP’s Terms of Reference and consid-
ering it as a mobility offering to be coordinated with the conventional public transport, a SUMP can pave the 
way to reform and integrate the paratransit.  
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In the SUMP cycle, made of four identified stages (i.e. diagnosis, vision and goals, measure and scenario se-
lection and implementation), paratransit can receive significant attention to prepare the reform of the sector 
and to gradually integrate this offering into the conventional public transport services. Based on the example 
of the SUMP in Medan (Indonesia), Figure 34 provides a practical example of how paratransit is surveyed and 
integrated in this mobility planning approach. 

 
Figure 34 SUMP theoretical cycle with practical situation of Paratransit treatment, Source: Consultant (adapted from Rup-

precht Consult (2019) and from Egis (2020)) 

Focusing on the Asian context, the present document does not intend to replicate the MobiliseYourCity Para-
transit Toolkit described above. However, as indicated, some of these actions can be used and adapted to the 
regional context. The present paper intends to develop operational recommendations referring but using the 
Toolkit as necessary. 
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4.3.2. Level 1: reduce negative externalities 

At the local level (i.e. municipal / metropolitan level), the following set of measures constitutes the minimum 
basis for organising, implementing and monitoring any policy for the integration of paratransit into a multi-
modal mobility system.  

o Action L1: Defining / strengthening the Public Transport Authority (PTA) 

The first step in the construction of a mobility policy at a metropolitan scale is to clarify the responsibilities of 
each administrative and political entity, and as far as possible to group these responsibilities within the same 
entity.  

The diversity of local situations and modes of governance makes it difficult to formulate detailed recommen-
dations. In some cases, the municipal level will be suitable to take on the role of Public Transport Authority 
(PTA), as its territory of action will be sufficiently large. In other cases, supra-municipal structures (inter-mu-
nicipal cooperation organisations, districts, regions, provinces, etc.) may constitute a suitable territorial level. 
Finally, in other cases, it will be deemed preferable to set up a specific entity, whose governance arrangements 
can take many forms.  

 
L1 - Defining/ strengthening the Public Transport Authority 

0 Overall objective(s) • Ensure coordination of local mobility policies and stakeholders (private / 
public) 

1 
Which stakeholder 
to involve? 

• The different local authorities with a role in mobility 
• The Ministries in charge of Transport and Local Governments 

2 
What is the length 
of the process? 

• Highly variable, depending on the complexity of the local governance sys-
tem and the partners' willingness to cooperate.  

• From almost nothing if a structure is already operational to ensure this 
competence, to years. 

3 
What are the major 
steps or phases? 

• i) Legal and financial study of the mobility competence  
• ii) Comparative study of different scenarios  
• iii) Negotiations and choice of the selected scenario  
• iv) Operationalisation study: statutes, governance, financing, refined defini-

tion of competences  
• v) Consultation with the different operators  
• vi) Recruitment of personnel and installation 

4 
What is the overall 
cost? 

• Depends on the existence of pre-existing means or not, and of course, on 
the size of the agglomeration.  

• The assistance of external consultants may be recommended to opera-
tionalise the structure.  

5 
What are the pre-
requisites for im-
plementation? 

• National legislation defining the distribution of competences in the field of 
mobility 

• A willingness of the various local partners to cooperate 

6 
Which expertise to 
associate? 

• Advice and expertise in the legal, financial, and organisational fields ap-
plied to transport 
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A Public Transport Authority must have the necessary staff and adequate capacities to carry out four main 
functions:  

• Planning and studies,  
• Project management,  
• Contractual monitoring with operators  
• Quality control.  

In addition, a PTA also has to manage internal administrative and financial functions and the secretariat of the 
assemblies. 

In all cases, it is necessary that: 

• The status of the PTA and the framework of its functions, governance and resources must be based on 
clear legislative and regulatory texts, both at national and local levels;  

• The PTA has the technical, human and financial means necessary for its missions, and in particular the 
means to control the activity on the ground;  

• The PTA has the legal personality to conclude contracts or agreements with operators, to examine ap-
plications for authorisation or licences, and to sanction illegal transport or non-compliance with rules 
and agreements;  

• The PTA has effective supervision mandate on both formal and informal transport;  
• The PTA competence and legitimacy be recognised by the other territorial levels and by the State.  

Many Asian cities have already reached or exceeded this stage. However, these principles are still applicable 
to many cities, especially medium-sized ones.  

The definition of the missions and governance pattern of a PTA can be one of the major actions of a SUMP.  

Example 10 - Defining 
the role and capacities 
of the local authority 

• Identifying the data collected and used by the RHAs 
• Building capacity within the PTA to analyse the data and prioritise its use ac-

cording to the PTA’s responsibilities 
• Monitoring the activity of RHAs and elaborating regulatory framework for 

their activity 

Depending on the context, the status and form of the Public Transport Authority might differ according to the 
local governance, the process of devolution, the means available, the transport projects existing etc. Across 
the world, the nature of these Authorities and their structure vary greatly, and Asian cities are representative of 
this diversity of configurations.  

In some countries, there is a limited devolution of capacities and power from the national government to the 
local authorities, thus bounding the competence of the local authorities. In the Philippines, the transfer of skills 
and competence on urban transport regulation from the national government towards the Local Government 
Units is increasing, especially since the implementation of the PUVMP reform in 2017. 

Other configurations exist, whereby cities show a broad range of competence and means to regulate and coor-
dinate urban transport services. This is the case in India for instance, where the creation of Unified Metropolitan 
Transport Authority enables the main agglomerations to set their own public transport policy and regulation, 
and contract with transport operators.  
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In the case of Singapore, the Public Transport Authority gathers prerogatives regarding both public transport 
services and urban roads, as well as road safety, regulation, and legal framework. 

Instead of a metropolitan agency, inter-municipal structures are built in mega-cities such as Johannesburg, 
which belongs to the Gauteng region and gathers several metropolitan areas. In order to implement the BRT 
and the reform of the paratransit in 2010, the decision was made to create an inter-municipal transport com-
mittee rather than a regional transport authority. This is the example of a rather original governance structure 
in African cities, whereby no specific institution is built to implement a mass-rapid transit project and efforts 
are concentrated towards improving the coordination of the already existing institutions at the regional level 
(Klopp et al., 2017).  

o Action L2: Establishing / strengthening consultation structures with the paratransit sector 

Given the diversity of the challenges posed by paratransit (transport, economy, social, environment), it is es-
sential that the PTAs seek to establish a dialogue with the operators or their representative organisations. This 
dialogue should be oriented towards co-construction rather than confrontation and power struggles.  

Any organisational measures aiming to improve the efficiency of paratransit and its complementarity with for-
mal transport will have an impact (positive or negative) on operators' income. Taking this economic and social 
dimension into account is therefore an essential condition for the success of the actions that will be under-
taken, and this can only be done through dialogue with the primary stakeholders.  

 
L2 - Establishing / strengthening consultation structures with the paratransit 
sector 

0 Overall objective(s) • Integrate paratransit into the mobility ecosystem, Secure sustainable liveli-
hoods 

1 
Which stakeholder 
to involve? 

• Public Transport Authority 
• Local governments in charge of public security 
• Organisations representing operators (owners, drivers, and helpers), ensur-

ing that they are representative 
• Representatives of operators who are not members of trade unions or as-

sociations 

2 
What is the length 
of the process? 

• Implementation can be more or less rapid depending on the willingness of 
operators to cooperate 

• The consultation structure is intended to be permanent 

3 
What are the major 
steps or phases? 

• i) Prior consultations to set up the structure  
• ii) Setting up a secretariat  
• iii) Getting the structure up and running regular meetings (i.e. bi-annual) 

plus exceptional meetings when necessary 

4 
What is the overall 
cost? 

• No specific costs, except for the working of the secretariat 
• Optional costs of consultancy 

5 
What are the pre-
requisites for im-
plementation? 

• An operational Public Transport Authority. 

6 
Which expertise to 
associate? • Expertise in facilitating consultation can be useful. 
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It is recommended that this consultation structure be conceived from the outset as a permanent body, intended 
to help build the right solutions to improve the functioning of the sector, but also to evaluate the success of 
these solutions and to identify new issues that may emerge.  

The development of a SUMP is an excellent opportunity to set up this type of consultation structure.  

Example 11 - Establish-
ing/strengthening pub-
lic consultation with op-
erators 

• Identification of stakeholders willing to develop a strong relationship with lo-
cal authorities 

• Consultation to establish the structure and functioning of the organisation 
• Identification of assets or advantages to be provided to the operators taking 

part to the consultation 

The recognition of the services provided by the paratransit sector enables to engage further dialogue with the 
stakeholders and representative organisations when they exist. The acknowledgement of these professional 
organisations and the creation of a neutral platform for discussion is a first step to initiate a consultation pro-
cess. The creation of this platform can result in the constitution of committees representing the transport op-
erators. On this basis, levers for reform can also be introduced, as it has been the case in India or in the Philip-
pines.  

In Kochi for instance, in the context of the metropolitan transport reform, a district level coordination committee 
including several auto rickshaw drivers' unions has been constituted and registrations to the committee 
opened in June 2018. The consultation led to the creation of a cooperative society registered with a district 
level coordination committee supervised by Kochi UMTA (Unified Metropolitan Transport Authority). The reg-
istration gave access to specific equipment for the operators, such as GPS and card-reading facilities compat-
ible with the technologies used in the overall transport reform implemented under the name “Kochi One”, and 
through the cooperative drivers gained better work conditions with benefits such as trainings, allotment of 
vehicles, 8-hour working day, paid leaves, discount on fuel, medical insurance, loans (Singh, 2020). 

Engaging with the paratransit sector prior to any reform is one of the main lessons learnt from several projects 
aiming to introduce BRT services, such as the BRT projects implemented in Ghana or in Tanzania in its first 
attempt, leading otherwise to major hindrances or even failures of the projects.  

o Action L3 – Setting up the local regulatory framework 

 
L3 – Setting up the local regulatory framework 

0 Overall objective(s) • Reduce negative externalities, secure sustainable livelihoods 

1 
Which stakeholder 
to involve? 

• Public Transport Authority 
• Local governments in charge of public security 
• Organisations representing operators (owners, drivers and helpers), ensur-

ing that they are representative 
• Representatives of operators who are not members of trade unions or as-

sociations 
• OR consultation structure with paratransit operators (see above) 
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The national level recommendations stress the need to leave a large part of initiative and adaptation to local 
authorities. Therefore, it is necessary for the PTA to formalise and clarify the conditions for exercising the 
activity, in line with the national framework:  

• Conditions of access to the profession (training, age of the vehicle, inclusion of routes in a transport plan, 
reporting obligations, etc.) 

• Road operating measures (authorised or prohibited lanes, hours and days when paratransit vehicles are 
prohibited or restricted, tonnage and speed limits, parking rules, etc.)  

• Minimum standards of service quality and safety: identification of vehicles, drivers and routes, maximum 
number of passengers, rules for setting fares, maximum age of vehicles, pollution standards and tech-
nical inspection obligations, compulsory equipment of vehicles, etc. 

• Social standards: maximum working hours for drivers, etc. 
• Operating and access rules for assembly points (bus stations, taxi ranks, etc.) located on the public do-

main.  

This regulatory framework may take the form of decrees with legal effect and defining the penalties for 
breaches, but some of these rules may, if the local authorities consider it preferable, be expressed in an extra-
regulatory framework, in the form of conventions, agreements with representative organisations, or booklets 
of recommendations.  

The definition of this local regulatory framework can be one of the major actions defined by a SUMP. 

Example 12 - Setting up 
a local regulatory frame-
work 

• Acknowledging the existence and the function of the paratransit sector in the 
mobility ecosystem, even through the creation of a new term 

• Understanding the main features of the services provided 
• Understanding the main characteristics of the demand 

 
L3 – Setting up the local regulatory framework 

2 
What is the length 
of the process? • Very variable, but a time frame of one to two years may seem appropriate 

3 
What are the major 
steps or phases? 

• i) In-depth diagnosis of the current situation  
• ii) Identification of key issues  
• iii) Identification of objectives  
• iv) Consultations with operators  
• v) Drafting of local regulations and enforcement  
• vi) Ongoing assessment 

4 
What is the overall 
cost? • Possible costs of external expertise 

5 
What are the pre-
requisites for im-
plementation? 

• An operational Public Transport Authority 
• A clarified national framework 

6 
Which expertise to 
associate? • Technical expertise on paratransit and legal expertise may be required. 
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The acknowledgement of the sector and its definition is an essential preliminary action to set any regulatory 
framework. The definition of these services, their function and basic conditions for operation need to be elab-
orated at the national level, according to the use and functions observed at the local level.  

There are few examples of States and cities who undertook this process, and sometimes this process is par-
tially achieved. In India for instance, as mentioned above, the State officially introduced the term of Intermedi-
ate Public Transport, but its recognition locally varies according to the cities, so as the regulation to integrate 
these services.  

In the Philippines, the reform of the paratransit sector initiated in 2017 by the Philippine Department of Trans-
portation (DOTr) started by coining the term Public Utility Vehicle (PUV), and by then acknowledging the role 
for the public interest of the paratransit sector. Several transport modes are included in this term, i.e. jeepneys, 
UV Express, minibuses, Public Utility Buses, according to the transport modes used locally, and since all abide 
to the regulation of private operators providing a public service. Through the reform a regulatory framework 
has been established to specify conditions to access the sector (licence, trainings, etc.), route restrictions 
through the route rationalisation component of the reform, to indicate clear standards of quality, safety and 
service with the introduction of schedules, fares, fleet renewal, and improvement of the working conditions with 
fixed salaries and fixed working hours. However, one of the limits of the reform result from the difficulties in 
integrating all the operators present on the field. Also, the reform was not beneficial to the most precarious 
operators. 

In Medan (Indonesia), where a Sustainable Urban Mobility Plan (SUMP) was developed at the scale of the met-
ropolitan area, recommendations have been formulated to engage a reform of the institutional arrangements 
between angkot operators and the local authorities. By developing the SUMP, the Consultants identify the fol-
lowing actions as steps to regulate the paratransit industry: 

• Consult operators (interviews, focus groups, workshops) 
• Survey routes (GTFS, onboard survey) 
• Analyse contractual structures (relationships between stakeholders, contractual and financial flows) 
• Prepare the regulatory framework (contracts, criteria to evaluate the quality of services, long term monitor-

ing system). 

Regarding the regulatory framework, it is assessed that a minimum of 8 months should be required. However, 
the plan also points out the complexity of establishing institutional arrangements, and the possible hostility 
from operators. 

o Action L4 - Setting up control agencies/entities 

No regulations on paratransit should be issued if the PTA is not sure that it can put in place the necessary 
means of control to enforce them.  

 
L4 - Setting up control agencies / entities 

0 Overall objective(s) • Integrate paratransit into the mobility system, reduce negative externali-
ties, modernise operations, secure sustainable livelihoods 
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The PTA and its own agents can implement these control and knowledge tools. In this case, a swearing-in 
procedure is needed so that the PTA can, if necessary, sanction fraudsters or offenders.  

These tools can also be based on cooperation agreements with the police, while ensuring that they exercise a 
proportionate and balanced level of surveillance and repression.  

Finally, they can be based on agreements with staff of other entities, such as municipal officials, for example 
regarding the occupation of roads and assembly areas.  

In all cases, the prevention of corrupt practices should be a point of attention. Similarly, the level and frequency 
of sanctions should be sufficiently attractive to encourage the operator to comply but should not compromise 
the survival of the enterprise or the individual operator's business.  

Field inspections should not be seen solely as a repressive tool, but also as a means of furthering the PTA's 
knowledge of the field, and of exchanging and consulting with operators.  

The implementation and results of these field inspections should be evaluated in consultation with the opera-
tors. 

Example 13 - Setting up 
control agencies/enti-
ties 

• Precise the competencies of the local authorities to enforce the regulation 
framework 

• Make sure the enforcement is done appropriately 
• Create relevant organs when controlling specific components (for instance, 

technical standards for electric vehicles) 

 
L4 - Setting up control agencies / entities 

1 
Which stakeholder 
to involve? 

• Public Transport Authority 
• Local governments in charge of public security 
• Police forces 

2 
What is the length 
of the process? 

• Ongoing process. The necessary resources must be in place as soon as 
the Public Transport Authority is set up. 

3 
What are the major 
steps or phases? 

• i) Recruitment of field control staff  
• ii) Definition of procedures  
• iii) Contacts with partner authorities  
• iv) Implementation  
• v) Assessment 

4 
What is the overall 
cost? 

• Wage bill for control staff. Very variable depending on the size of the ag-
glomeration and the number of paratransit operators. 

• Material means of control (tablets, means of communication, possibly 
video surveillance of large concentration sites) 

5 
What are the pre-
requisites for im-
plementation? 

• An operational Public Mobility Authority. 
• A clarified national framework. 
• Established and shared local regulation (see above) 

6 
Which expertise to 
associate? • Technical expertise on paratransit and legal expertise may be required. 
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Despite the efforts made to promote paratransit’s electrification in India, one of the main barriers identified by 
researchers (interview G and L) to ensure the reforms’ success remain the lack of enforcement and control by 
the local authorities. Dedicated agencies do exist, such as ARAI and ICAT, both specialised in setting up stand-
ards and controlling e-vehicles. However, enforcement in the field is still lacking, also due to a lack of clarity in 
the policy landscapes (Shandilya et al., 2019). Indeed, there is a lack of policies at the local level, meaning that, 
instead, national schemes are implemented at the local level, such as FAME for instance.  

Most initiatives regarding the deployment of e-rickshaws at the local level are project-focused and lack the ‘big 
picture’ approach. Consequently, they do not often include consistent actions set within policies. One of the 
main outcomes of this lack of policy and the absence of monitoring is the development of e-rickshaws in an 
unplanned manner beyond the limits of the projects in some cities. Additionally, a lack of enforcement has 
been observed at the local level. The creation of a dedicated national agency to monitor the manufacturing and 
the operations of e-vehicles can be considered as a possible way forward. This agency would also be respon-
sible for the upgrading of vehicles labelling, setting safety standards and regulation related to technical issues.  

o Action L5 – Labelling at the local level 

The principle of labelling has already been outlined at national policy level, but it can also be implemented at 
local level (see MobiliseYourCity's Paratransit Toolkit).  

The principle is the same: a number of minimum service quality criteria and targets are defined, and a quality 
label is awarded to operators who meet them. In exchange, the operator can at least display this label for com-
mercial purposes, and even gain access to a number of benefits to be defined.  

 
L5 – Labelling at the Local Level 

0 Overall objective(s) • Integrating paratransit into the mobility ecosystem, modernise operations  

1 
Which stakeholder 
to involve? 

• Public Transport Authority 
• Consultation structure with paratransit operators 

2 
What is the length 
of the process? • Continuous process. Implementation can take from six months to a year. 

3 
What are the major 
steps or phases? 

• i) Definition of criteria and objectives according to the priority objectives of 
the Public Transport Authority  

• ii) Definition of the benefits associated with the label (if any)  
• iii) Consultation with operators  
• iv) Implementation and monitoring  
• v) Assessment 

4 
What is the overall 
cost? 

• No major costs are involved except for a communication campaign on the 
label.  

• Salary costs of the staff in charge of the instruction and control (included 
in the costs of the control staff mentioned above) 

5 
What are the pre-
requisites for im-
plementation? 

• An operational Public Mobility Authority. 

6 
Which expertise to 
associate? • Technical expertise on paratransit may be required. 
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This is a non-binding quality incentive scheme, which paves the way for more advanced processes. 

4.3.3. Level 2: towards a public service concession 

The transition from "level 1" to "level 2" implies that paratransit, until now considered as a self-regulated private 
service for which public action was limited to containing the impact on public order, becomes a real public 
service for the inhabitants, without questioning the private nature of the operation.  

o Action L6 - Design of a service scheme / regulate competition 

With the definition of a service scheme, the PTA is then legitimate in defining more precisely the place of para-
transit in the mobility system, and in regulating situations of excessive competition or, on the contrary, under-
supply. Similarly, when a formal transport network exists, the respective roles of paratransit and formal 
transport must be clarified.  

The service scheme can be a key input to the SUMP, but it can also be developed outside this process.  

 
L6 - Designing a service scheme / regulate competition 

0 Overall objective(s) • Integrate paratransit into the mobility ecosystem, secure sustainable liveli-
hoods 

1 
Which stakeholder 
to involve? 

• Public Transport Authority 
• Gathering the opinion of local governments 
• Consultation structure with paratransit operators 

2 
What is the length 
of the process? 

• The normal duration of a SUMP is 18 months.  
• Outside of the SUMP procedure, the period should not be significantly re-

duced. 

3 
What are the major 
steps or phases? 

• i) In-depth diagnosis of the transport offer, the economic models and the 
social organisation of the operators, including surveys (records, interviews 
with operators and passengers, focus groups, etc.) ii) Consultation of oper-
ators (throughout the process) iii) Development and evaluation of organi-
sational scenarios iv) Negotiations with operators v) Definition of the se-
lected scenario vi) Implementation of the selected scenario vii) Ongoing 
evaluation 

4 
What is the overall 
cost? 

• The standard cost of a SUMP is EUR 300,000.  
• Outside the SUMP, a budget of EUR 150-200,000 is required. 

5 
What are the pre-
requisites for im-
plementation? 

• An operational Public Transport Authority. 
• A willingness to cooperate on the part of operators. 

6 
Which expertise to 
associate? 

• Recruitment of consultants with specific experience in the technical, finan-
cial and legal fields of paratransit + expert in environmental and social as-
sessment, sociologist 
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The development of the Service Scheme should be based on a thorough diagnosis of the starting situation. 
This diagnosis should cover the transport offer to the inhabitants, but also the economic (standard business 
plan of the operators) and social aspects (working conditions of the drivers and assistants). 64  

The aim of the Service Scheme is to define the rules of competition and the distribution of operators in order 
to reconcile the needs of the population, the economic equilibrium of operators, the improvement of the quality 
of service and the reduction of negative externalities. It is therefore necessary to move beyond a purely 
transport-oriented approach and to propose a global reorganisation of the sector.  

The search for better geographical coverage of the service will inevitably lead to operators being required to 
serve less profitable routes than those operated up to now, which will involve a complex reflection on forms of 
compensation, equalisation, or limitation of competition.  

It is therefore essential that such a plan be the result of a combination of a technical study and a participatory 
approach with the operators, but also with the customers. No regulation will be effective without the consent 
of the operators themselves. 

Example 14 - Designing 
a service scheme • Identifying the role of paratransit in the urban mobility system 

When considering examples of service scheme design, two main approaches are identified. On the one hand, 
the existing offer might be improved and considered as a “service” by introducing route rationalisation. This 
option has been implemented in the Philippines, where LTFRB publishes a call for applications to serve a route; 
the number of vehicles required, and service standards are specified in the call. A single franchise for that 
corridor is then issued, meaning only one entity (a jeepney cooperative or corporation) operates its services on 
this corridor. LTFRB does not issue franchises to unconsolidated operators, meaning it is compulsory for op-
erators to “regroup” to operate a route/corridor, unconsolidated operators being unable to apply. At the begin-
ning of the programme, priority was given to existing operators in the application for franchises. However, it is 
understood that by mid-2020, if existing operators did not comply with the PUVMP requirements, their route 
were opened to all interested applicants.  

Another similar scheme has been elaborated in Kochi, where more than 300 rickshaws are expected to provide 
first and last mile connectivity around 16 Metro stations, and their operations are strictly regulated by the local 
authority.  

However, Singh (2020) and other academics and observers emphasise the remaining need, when city govern-
ment/municipal authority takes the approach of route rationalisation, of a model to ensure that mobility ser-
vices are provided to areas according to the demand of passengers. 

On the other hand, designing a service scheme might be undertaken in the context of a mass-transit project, as 
these projects represent opportunities to define the function of the paratransit services within the urban 
transport system and plan infrastructures and services accordingly. In Jakarta, R. Desmoulière (2019) listed 
the different forms of integration possible between mass-transit and paratransit:  

1. Parallel services running on the same road,  

 
64 See detailed paratransit diagnosis methodology with the part 1 of the MobiliseYourCity Paratransit Toolkit, “Understanding Para-
transit” (Baffi & Lannes, 2021a).  
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2. Connection points linking a mass transit line with paratransit services,  
3. Dedicated lanes shared by both types of services,  
4. Opening of mass transit corridors to paratransit during peak hours only (peak-lopping model), and  
5. A trunk and feeder model. 

[This dual model distinguishes at the city-wide level between main lines/trunk roads, preferentially allocated to 
mass transit or other centralised services, and feeder lines distributed to paratransit and small-scale operators. 
Prior to 2015, some initiatives to implement a trunk and feeder model without integrating paratransit services 
led to tensed conflicts in the DKI Jakarta, with paratransit drivers damaging Transjakarta buses (Interview B)]. 

6. A sixth and “extreme” form of integration is the “absorption” of paratransit actors, inviting them to 
become mass transit operators themselves by creating consortium or other business entities. 

Eventually, designing service scheme also lies on the provision of dedicated infrastructures. Indeed, invest-
ments in infrastructure is a typical action to be implemented at the local level. It regards different aspects, as 
recalled by Ghosh & Kalkra (2016). A first type of infrastructures to be developed are halt and go facilities, to 
avoid the problem of paratransit vehicles queuing along the roads. These infrastructures shall be deployed at 
strategic points, such as along roadside, at interchange, bus stands and metro stations. Such infrastructures 
have been created in Delhi near bus stations and metro stations, as well as in Kochi near metro stations. An-
other kind of key infrastructures are parking areas, as they enable to avoid illegal parking and congestion, and 
if possible secured parking lot. Thirdly, providing amenities for the operators and the users is also essential, by 
providing sheltered stops with access to drinking water, toilet facilities and even services for the transport 
operators (mechanic, fuel, vehicle cleaning services). The maintenance of the infrastructure can be devolved 
to a private company, or to the professional organisations making use of it. The use of the infrastructures can 
generate income by the payment of a fee by the operators on a monthly basis, or the deployment of advertise-
ment supports.  

o Action L7 - Defining pricing rules 

 
L7 – Defining pricing rules 

0 Overall objective(s) • Modernise operations, integrate paratransit into the mobility ecosystem 

1 
Which stakeholder 
to involve? 

• Public Transport Authority  
• Consultation structure with paratransit operators 

2 
What is the length 
of the process? 

• Can be conducted as part of a SUMP (18 months) 
• Outside SUMP, long and complex process based on negotiation: 6 months 

to 2 years 

3 
What are the major 
steps or phases? 

• i) Reconstitution of the operating accounts of the different types of opera-
tors ii) Identification of tariff inequalities and inequities iii) Development of 
proposals and modelling of the impact on operators' revenues iv) Negotia-
tions with operators v) Development of the chosen solution vi) Implemen-
tation and monitoring vii) Evaluation 

4 
What is the overall 
cost? • Outside the SUMP, a budget of EUR 50,000-100,000 is required. 



 

        Page | 145 

The definition of coherent tariffs rules for all operators is necessary in order to achieve a certain territorial 
equity. This is also a complex issue, as it directly affects the economy of each operator.  

The tariff issue should be addressed in the framework of the service plan, as it is a possible tool for reconciling 
the imperatives of service provision and the economy of the operators. It is therefore essential to carry out this 
reflection in a participatory framework.   

The question of fares includes not only the level of passenger fares, but also the monitoring of the proper 
implementation of these fares and the possibility of sanctioning abuses. 

o Action L8 - Grouping of operators in cooperative structures 

Further integration of paratransit into the overall mobility system will probably require a reduction in the num-
ber of interlocutors and the creation of partners and structures capable of speaking for, and even contracting 
on behalf of, all operators.  

 
L7 – Defining pricing rules 

5 
What are the pre-
requisites for im-
plementation? 

• An operational Public Mobility Authority. 
• A willingness to cooperate on the part of operators 
• A service scheme adopted or under development 

6 
Which expertise to 
associate? 

• Recruitment of consultants with specific experience in the technical, finan-
cial (pricing) and legal fields of paratransit + expert in environmental and 
social assessment, sociologist 

                         
L8 - Grouping of operators in cooperative structures 

0 Overall objective(s) • Secure sustainable livelihoods, integrate paratransit into the mobility eco-
system 

1 
Which stakeholder 
to involve? 

• Public Transport Authority  
• Consultation structure with paratransit operators 

2 
What is the length 
of the process? 

• Very variable according to local contexts. The process can take two years 
or more. 

3 
What are the major 
steps or phases? 

• i) Project definition: why encourage operators to group together? What will 
be their advantages?  

• ii) Consultation with operators and negotiations  
• iii) Assistance in setting up structures 

4 
What is the overall 
cost? 

• No specific costs apart from the involvement of the Public Transport Au-
thority’s staff.  

• If necessary, support for the process by a project management assistant. 

5 
What are the pre-
requisites for im-
plementation? 

• An operational Public Transport Authority. 
• A willingness to cooperate on the part of operators. 
• A service scheme adopted or under development 
• A contracting project 

6 
Which expertise to 
associate? 

• It may be useful to be accompanied by a project management assistant to 
help define the project and conduct negotiations. 
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These structures can be cooperatives, economic interest groupings, or any other formula enabling these groups 
pf operators to have a legal personality. The feasibility of this action depends on the level of structuring of 
operators and their propensity to organise themselves collectively.  

This action can only succeed if the operators are interested. To be successful, the PTA must be able to offer, 
either significant advantages (e.g. aid for the renewal of vehicles, as in the Philippines), or, on the contrary, 
penalties going as far as a ban on individual operators. 

The PTA will have to be very present with the operators to help them structure themselves, but also to ensure 
that these groupings are not carried out to the detriment of some of the existing operators. 

Example 15 - Grouping 
of operators in coopera-
tive structures 

• Identifying the relevant stakeholders both from the side of the government 
and the side of the paratransit sector 

• Encouraging the constitution of groups of operators, possibly according to 
operations 

• Providing trainings and capacity building both to the members of the cooper-
atives and the local authorities. 

In the Philippines, the consolidation of the paratransit sector has been organised depending on the route ra-
tionalisation process undertaken by the Local Government Unit. Operators have been then expected to gather 
and constitute cooperatives or corporations according to these routes, and the consolidation has been estab-
lished as a pre-condition to achieve the overall reform objectives and for the operators to get financial support.  

Important to notice, is that Local Government Unit were provided with capacity building during this process of 
route rationalisation, thus emphasising the need to empower stakeholders both on the side of the operators 
and the local authorities to ensure a sustainable dialogue (See project level for more information on training 
programmes). 

This example from the Philippines also recalls that part of the consultation undertaken in Level 1 is the need 
to identify dedicated stakeholders from the side of the local government. In many cities, Public Transport Au-
thorities provide this role and have the resources to engage with the paratransit stakeholders. However, in 
some cases such Authorities do not exist, or do not have the means to implement a consultation process. Other 
configurations might be elaborated depending on the local framework, such as in Jakarta, where the local pub-
lic bus operator, PT Transportasi Jakarta took over the role of Technical Implementation Unit Transjakarta, 
which is part of the Jakarta Transportation Agency.  

o Action L9 – Negotiation of agreements or contracts with operators 

  
L9 – Formalising agreements or contracts with the operators 

0 Overall objective(s) • Modernise operation, integrate paratransit into the mobility ecosystem 

1 
Which stakeholder 
to involve? 

• Public Transport Authority  
• Consultation structure with paratransit operators 
• Operator grouping structures (see above) 

2 
What is the length 
of the process? 

• For agreements without financial flows, the process can be completed 
in 6 months to 1 year. 
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L9 – Formalising agreements or contracts with the operators 

3 
What are the major 
steps or phases? 

• i) Definition of contracting objectives  
• ii) Drafting of agreements  
• iii) Negotiations with operators and signature  
• iv) Implementation  
• v) Assessment 

4 
What is the overall 
cost? 

• No specific costs apart from the involvement of the PTA’s staff.  
• If necessary, support for the process by a project management assis-

tant. 

5 
What are the pre-
requisites for im-
plementation? 

• An operational Public Transport Authority. 
• A willingness to cooperate on the part of operators. 
• A service scheme adopted or under development 
• Preferably, the grouping of operators in cooperatives or EIGs 

6 
Which expertise to 
associate? 

• It may be useful to be accompanied by a project management assis-
tant to help define the project and conduct negotiations. 

The last stage of Level 2 consists in formalising agreements or contracts with operators, if possible, grouped 
in cooperatives / associations, giving legal consistency to the rights and obligations of each party.  

These contracts must remain simple, as they should not generate financial flows between the parties. Their 
main function is to recall the commitments of the operators, the penalties incurred in the event of failure to 
comply (which may go as far as a licence withdrawal), but also the commitments of the PTA in terms of the 
creation of exchange points or complementarity with formal transport for example.  

They should be concluded for relatively long periods to give the operator security but also to avoid generating 
too much administrative follow-up. 

Example 16 - Formalis-
ing agreements or con-
tracts with the opera-
tors 

• Once the paratransit sector is structured, definition of the type of agreement 
to be established 

• Precision of the duties of each party in the agreement  
• Evolutionary process: different kind of agreements might be possible to es-

tablish once the first towards formalisation has been undertaken 

The level and nature of the relationship between local authorities and paratransit operators is defined by the 
type of agreement implemented, may it be labelling, accreditation or contracting. Each agreement lies on the 
identification of the parties involved, and thus necessitates the structuration of the paratransit sector before-
hand, and possibly the creation of professional organisations such as associations or cooperatives. Once the 
parties are set up, specifications are introduced, as well as the modalities to obtain the agreement and renew 
it.  

Introducing an agreement between local authorities and operators represent one of the main steps to formalise 
the sector. In Medan (Indonesia), the process of licensing and routes rationalisation led to major change in the 
local governance of the paratransit sector. The creation of a single entity (at the municipality level) helped to 
reduce competition by consolidating lines, shifting the statutory ownership of vehicles to route owners, and 
encouraging to merge route operations under a sole operator, with the internalisation of drivers and other staff. 
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Beyond the type of agreement introduced, it can be necessary to encourage operators to register, consolidate 
and structure in order to answer call for tenders. In Delhi, a specific scheme has been implemented to support 
e-rickshaw operators in the licensing process and provide them with subsidies to help them economically.  

This last example recalls that the introduction of labelling, accreditation and contracting is often a lengthy 
process, with requires support from the local authorities and is as well an on-going process, as operators are 
expected to renew their agreement. 

4.3.4. Level 3: integration into the multimodal public transport service 

o Action L10 – Harmonising fares with the formal transport 

The integration of paratransit as an integral part of the overall transport system implies the harmonisation of 
its fares and ticketing with formal transport if it exists.  

Harmonisation does not mean alignment; respecting the economic balance of operators may mean that it is 
impossible to obtain the same fare levels as formal transport. Moreover, in some urban areas there will be 
several formal transport operators, which do not necessarily charge the same fares as each other.  

But harmonisation implies that the fares charged by each of them are coherent and understandable to the user, 
and that each fare corresponds to an identified type of service.  

Harmonisation fare for a connected journey is quite challenging. Logically, if a journey involves the successive 
use of two modes of transport, the cost of the journey should not be higher than for the cost of a single mode 

 
L10 - Harmonising fares with the formal transport 

0 Overall objective(s) • Integrate paratransit into the mobility ecosystem, modernise operations 

1 
Which stakeholder 
to involve? 

• Public Transport Authority  
• Consultation structure with paratransit operators 
• Operator grouping structures (see above) 
• Formal transport operator(s) 

2 
What is the length 
of the process? 

• Very variable depending on the ambitions of the action. One year seems to 
be a minimum. 

3 
What are the major 
steps or phases? 

• i) Diagnosis and definition of the issues  
• ii) Setting up of a working group  
• iii) Intermodal tariff study and development of scenarios 
•  iv) Negotiations  
• v) Implementation  
• vi) Assessment 

4 
What is the overall 
cost? 

• Intermodal fare study: between EUR 50,000 and 100,000 (in addition of 
paratransit fare study, see above) 

5 
What are the pre-
requisites for im-
plementation? 

• An operational Public Mobility Authority. 
• A willingness to cooperate on the part of operators. 
• A service scheme adopted or under development 
• Preferably, the grouping of operators in cooperatives or EIGs 

6 
Which expertise to 
associate? 

• Recruitment of consultants with specific experience in the technical and 
financial (pricing) fields of paratransit and formal transport 
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journey. In reality, this is rarely possible, as operators (formal and informal) often charge a single price, in large 
increments, or by route. Achieving true multimodal pricing requires overcoming an important number of diffi-
culties: collection of revenues by a third party before redistribution, perfect traceability and control of opera-
tions, compensation for the shortfall in relation to single-mode pricing, etc.  

In concrete terms, each local authority wishing to make progress in this field must find the best compromise 
between what is desirable and what is possible. As with most other actions, a participatory process must be 
put in place to have a chance of success. The implementation of digital tools to manage and trace the financial 
flows of paratransit operators will then appear highly desirable.  

It is more a question of initiating a continuous process than of seeking to achieve a predefined objective. At 
the end of this process, paratransit operators will be fully integrated into the global mobility system, and their 
remuneration will no longer be directly proportional to their direct turnover. But many cities will probably never 
reach this stage of integration. 

Example 17 - Harmonis-
ing fares with formal 
transport 

• Introducing ticketing (even through a paper format) as a basic level of formal-
isation 

• Implementing modal integration with shared infrastructures 
• Implementing fare integration with a compensation for users in order to pro-

mote multimodality  

In the perspective of promoting modal integration and intermodality, actions on pricing and ticketing must be 
implemented. These actions require a high level of dialogue with the transport operators and can rely on differ-
ent types of support, may they be quite simple (paper tickets) or rather sophisticated (dematerialised payment 
methods). Indeed, the most difficult point regards the possibility to introduce a compensation for users to pe-
nalise passengers using different transport modes. Also, fare integration and pricing are difficult actions to 
undertake, which need to be adapted to the local configuration of actors and service providers and needs of 
users. 

In Jakarta, an attempt at fare integration was made in 2015, when the cooperative Kopaja 65 was authorised to 
use the busway lanes where routes overlap. Passengers could use the same ticket, for the same price. The aim 
of this integration was to enable feeder services, with 300 Kopaja vehicles benefitting from the BRT infrastruc-
ture while being able to serve areas in the peripheries as well. Moving away from a target system was one of 
the pre-requisites to this integration. Municipally owned company PT Transportasi Jakarta – operating 
TransJakarta – paid the vehicle owners per kilometre and drivers were salaried. The integration programme 
shifted the purpose and role of Kopaja as a cooperative: 

• Before the integration: Kopaja controlled the creation and operation of routes and negotiated with other 
stakeholders such as transport authorities or banks. 

• After the integration: Kopaja was in charge of recruiting drivers and served as intermediary to pay compen-
sations and salaries. 

 
65 Kopaja is the first bus cooperative founded by vehicle owners in 1971 in DKI Jakarta. Kopaja vehicles are intermediate buses/ midibus 
with 24 seats and can carry at least as many standing passengers at peak times. These buses are typically operated by a two-person 
crew: the driver is assisted by a kernet who collects payment from passengers. 
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The impact of this collaboration between Kopaja and PT Transportasi Jakarta was understood to be positive 
thanks to two success factors, namely the integration of drivers and the integration of passengers’ fees. How-
ever, this integration model is reserved to an elite of operators as one of the conditions for them to join the 
programme was to purchase modern vehicles adapted to Transjakarta corridors. This meant that only opera-
tors with sufficient financial and social capital were able to join the scheme. 

Based on the success of the Kopaja’s experience, in 2017, the programme was extended to Metromini 66 and 7 
other cooperatives. In October 2018, the programme was officially implemented under the name JakLingko, an 
intermodal integration programme following the trunk and feeder model. As of March 2019, JakLingko had 29 
routes in five areas of DKI Jakarta and 700 vehicles were part of the programme. Fleets under 5 years old and 
with licence were prioritised. With JaKLingko, passengers can use a combination of minibus and TransJakarta 
trips, with an integrated fare IDR 5,000 for every 3-hour period using non-cash payment. Drivers can only stop 
at dedicated stops. Between January 2018 and February 2019, around 185,000 electronic cards had been sold. 
In the coming years, JakLingko aims to involve all rail-based transportation owned by the DKI Jakarta Provincial 
Government such as Mass Rapid Transit (MRT), Light Rail Transit (LRT) and Electric Train (KRL Commuter 
Line). It is expected that distance-based integrated tariffs will be implemented by March 2022. The aim is for 
the integration of tariffs to apply to both rail-based transportation as well as online-based transportation in-
cluding online ojek and taxi. 

It is reported that some issues still hinder the deployment of JakLingko: 
• Negotiations around the price per km. leads to conflicts between PT Transportasi and paratransit stake-

holders. Currently, JaKLingko aims to include direct and indirect costs as well as a 10% profit margin, and 
• The availability of electronic cards is still limited as not every Transjakarta bus stop sells cards. 

o Action L11 - Improving passenger information 

 
66 PT Metromini is a bus company that was formed in 1976 by the Government. 

    
L11 - Improving passenger information 

0 Overall objective(s) • Modernise operations, integrate paratransit into the mobility ecosystem 

1 
Which stakeholder 
to involve? 

• Public Transport Authority  
• Consultation structure with paratransit operators 
• Operator grouping structures (see above) 
• Formal transport operator(s) 

2 
What is the length 
of the process? 

• Continuous process based on an action plan that can be achieved in 3 to 6 
months 

3 
What are the major 
steps or phases? 

• i) Diagnosis and definition of the issues  
• ii) Development of an intermodal action plan for passenger information 
•  iii) Negotiations  
• iv) Implementation  
• v) Assessment 

4 
What is the overall 
cost? 

• Diagnosis and development of an intermodal action plan for passenger in-
formation: EUR 50,000-150,000 



 

        Page | 151 

Passenger information is the other major issue in the integration of paratransit and formal transport. Fixed 
route paratransit is generally characterised by a lack of formalised information on schedules, routes and des-
tinations.  The issue is much less relevant for taxi mode. The level of passenger information in formal transport 
varies greatly in Asia, with some cities (particularly those with exclusive right-of-way networks) offering a high 
level of passenger information, notably with effective digital tools, while others still rely on word-of-mouth com-
munication.  

Asserting the complementarity of paratransit with formal transport implies that the same level of information 
is provided, and that the possibilities of complementarity and connections are indicated.  

Passenger information is based on three main elements:  

• On-site information: bus stop equipment, static and dynamic information on poles and bus shelters, di-
rection indicators on vehicles, real-time information inside vehicles. Some topics, such as dynamic infor-
mation, seem to be beyond the scope of the paratransit system. However, the formalisation of bus stops, 
the provision of street furniture, and the implementation of appropriate static information, can constitute 
progress opportunities, as long as the means of maintaining this equipment are provided.  

• Remote information: websites, apps and digital tools, and paper-based information (maps and timeta-
bles) are the main means of access to static and real-time information when it exists. The authorities in 
charge of organising and managing the transportation can undertake actions to integrate, on existing or 
future media concerning formal transport, adapted information on the services offered by fixed-route 
paratransit.  

• Information in degraded mode: this brings together the means of communication provided by the oper-
ator to inform passengers in the event of an incident (traffic interruptions, delays, deviations, etc.). Still 
not very developed on formal networks other than exclusive right-of-way transport, it does not exist in 
paratransit.  

In any case, it is difficult to imagine that the responsibility to provide and control the information be under the 
paratransit operators. Improving passenger information therefore requires that formal transport operators be 
explicitly charged with the additional task of collecting and providing information, while paratransit operators 
are limited to a duty to transmit information and warnings. 

Example 18 - Improving 
passenger information 

• Passenger information is strategic 
• Providing users with information to encourage modal shift 

Promoting passenger information is a strategic action to be implemented as it enables both to formalise the 
services provided and to facilitate intermodality when an alternative transport offer exists, and to encourage 

    
L11 - Improving passenger information 

5 
What are the pre-
requisites for im-
plementation? 

• An operational Public Mobility Authority 
• A willingness to cooperate on the part of operators 
• A service scheme adopted or under development 
• Preferably, the grouping of operators in cooperatives or EIGs 

6 
Which expertise to 
associate? 

• Recruitment of consultants with specific experience in the technical (infor-
mation systems) field of paratransit and formal transport 
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with quality-of-service obligations. Revenues are collected on behalf of the formal transport operator. This is 
of course a radical change in the way operators work, which may guarantee them a high degree of income 
security but it also means they lose some of their independence. This type of arrangement, which is very com-
mon in Europe, could be the subject of targeted experiments in certain cities and then extended if the feedback 
is positive. 

Example 19 - Subcon-
tracting to paratransit 
operators 

• Only introduced when fare integration, modal integration and consolidation 
of the paratransit sector 

• More appropriate in the context of mass-transit projects 

The examples of fare integration mentioned above also partly show cases of paratransit operators who are 
becoming subcontractors to the main public transport operators and who are providing feeder services.  

Most of the initiatives undertaken to formalise paratransit operations as feeder services require both modal 
and fare integration. R. Desmoulière (2019) pointed out another type of configuration to introduce a special 
subcontracting form, as it is the case since 2017 for the services provided by the cooperative Koperasi Wahana 
Kalpika (KWK) for ten of its routes. KWK has been required to stop operating on portions of routes competing 
with Transjakarta, and Transjakarta passengers were given unlimited access to KWK angkots if they alighted 
at a peripheral terminal during peak hours and purchased a “friend of KWK” card each month from Transjakarta 
counters. Revenues generated by the cards’ sales were paid back to KWK members (i.e. vehicle owners). This 
specific case is representative of the evolution of paratransit services as feeders for mass-transit services. 
However, this integration model was limited as it excluded drivers from the programme. Vehicle owners re-
mained in charge of fixing salaries offered to drivers. As a result, this experience of integration led to a decrease 
in earnings for drivers. 

4.3.5. Level 4: a modern and non-polluting mode of transport 

Level 4 covers the proactive actions that could be implemented by the PTA, after having settled issues of gov-
ernance, regulation of competition and contracting, in order to boost the quality and performance of paratransit 
towards quality standards compatible with those of formal transport.  

Three examples of projects can be considered in this context:  

• A programme to support the renewal of vehicle fleets with more modern and less polluting vehicles 

• A programme to support the development of digital tools, and 

• A capacity building and training programme dedicated to the paratransit operators.  

These projects can be implemented in the context of a mass transport project but also as standalone projects. 
They are developed in Section 4.4 Project level. 
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Example 20 - Integrating 
paratransit into a mass-
transit system in Pesha-
war68 

• Objective: avoid competition between paratransit and the new BRT service 
• Implementation of a compensation programme for paratransit operators dif-

ferentiating overlapping and non-overlapping operations, legal and illegal op-
erators 

When investing in the first Bus Rapid Transit (BRT) line in Peshawar in 2018, the Asian Development Bank 
(ADB), i.e. the main donor, included in the project a component entitled “Bud Industry Restructuring Pro-
gramme.” The ADB proposed that, in parallel to the development of the BRT corridor, the city of Peshawar 
engages a programme to reorganise the paratransit fixed route along the corridor. The purpose was to avoid 
any disturbance of the BRT operation and to avoid competition between transport services.  

This programme included buses (the iconic “rocket” buses, the mini-buses (Mazda), the Ford Wagon) and some 
lighter vehicles (Susuki, Datsun and Qingqi) which were operating on fixed routes. On-demand services (mainly 
provided by auto-rickshaws) were excluded. After a large consultation survey, a total of 517 vehicles were con-
sidered for the restructuring programme and a total of nearly 400 vehicle owners, 126 owners-drivers, 517 driv-
ers and 510 conductors. These vehicles were operating on the BRT corridor totally or partially. During the con-
sultation phase, solutions for compensations and vehicles scrapping as well as re-employment training 
programmes for the operators, owners, drivers and conductors who may lose their livelihoods were proposed. 

The authorities defined specific rules in order to access the compensation programmes. A distinction was 
made between “conflict” and “non conflict” route (i.e. overlapping or not with the BRT corridor). Legal criteria 
were taken into consideration i.e. a distinction was also made between legal and illegal paratransit operation 
(for instance nonregistered bus services). A complex system was set up (see figure below), aiming to be as 
inclusive as possible. 

Figure 36 Synthesis of the Peshawar Authorities’ Compensation Proposal to the Paratransit stakeholders, Source: Consult-
ant (adapted from ADB, 2018) 

 

 
68 Example adapted from the report produced by ADB (2018).  
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Therefore, it would be inappropriate to consider a system of aid for fleet renewal only based on 'one-shot' sub-
sidy mechanisms. This would generate windfall effects or even fraud without ensuring the sustainability of the 
approach.  

On the contrary, the provision of funding to help operators renew their vehicles should be seen as an oppor-
tunity to introduce major changes in the way the system works, by imposing a number of conditions for obtain-
ing this funding.  

These conditions may, for example, relate to: 

• The ownership of the goods: the vehicles can be made available without transfer of ownership in ex-
change for a deposit, or leased or offered for hire purchase;  

• An obligation for operators to group in professional structures that would sign a provision or rental agree-
ment with the PTA;  

• The conclusion of an agreement or contract defining the operator's obligations in terms of quality of 
service, itineraries, vehicle maintenance and reporting 

• Training obligations, professional qualifications, etc. 

The intervention of the PTA can then take various forms, from the lightest to the most important:  

• Negotiation of a loan framework with one or more banks, allowing a reduced rate or a reduction of the 
guarantee requirements;  

• Guarantee (total or partial) of loans granted to operators for the renewal of their vehicles;  
• Granting of a total or partial equipment subsidy, possibly supplemented by a loan guarantee on the part 

still to be financed;  
• Direct acquisition by the PTA (or an agency mandated by it) of a fleet of vehicles, and provision to oper-

ators through a hire-purchase system allowing them to acquire the asset for a small sum at the end of 
the lease.  

• Direct acquisition by the PTA (or an agency commissioned by it) of a fleet of vehicles, as above, and then 
making it available to operators in return for a fee and a security deposit. 

 

Example 21 - Fleet re-
newal programmes 

• Access to modern vehicles with improved travel conditions and safety stand-
ards, reduced impact on the environment 

• Consolidation of the sector to get access to financial facilities 
• Scrapping allowance 
• Implementation of a financial scheme to facilitate the access to loans and 

financing mechanisms for operators 

In the frame of the PUVMP programme already presented above, a fleet renewal programme has been imple-
mented. This fleet renewal programme relied on several mechanisms involving: improved regulation, vehicle 
modernisation, access to financing and maintenance.  

Regarding the regulation component, it has been established that franchises can only be granted to operators 
whose fleet are compliant with a number of environmental, safety and user comfort standards (Omnibus Fran-
chising Guidelines, OFG). The vehicles are expected to be (at a minimum) Euro 4-compliant and should include 
a number of features such as seatbelts, CCTVs, ramps, Wi-Fi, GPS, and AFCS. Three classes of PUVs were given 
as options by DOTr: 
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Example 22 - Partnering 
between RHAs and mo-
bility stakeholders 

• Identifying the data collected and used by the RHAs 
• Building capacity within the PTA to analyse the data and prioritise its use ac-

cording to the PTA’s responsibilities 
• Monitoring the activity of RHAs and elaborating regulatory framework for 

their activity 

Due to its vast popularity in Southeast Asia and its millions of users, Grab has the ability to collect a massive 
amount of valuable data which can prove useful to mobility stakeholders and practitioners. 

In early 2015, Grab announced a data sharing partnership with The World Bank’s Open Traffic Project to provide 
real-time data streaming that reported service volume, location tracking and historical journey times. This part-
nership was promising and had the potential to help governments improve mobility systems (at both the local 
and national levels). Practitioners can plug into the platform in order to better model traffic, examine historical 
data, understand congestion patterns and plan infrastructure, as well as improve emergency response and 
disaster preparedness. 

Later on, in 2019, Grab launched a new project, “Grab Posisi”, that has the ambition to be Southeast Asia’s first 
comprehensive Global Positioning System (GPS) trajectory dataset. This project started with data collection 
from Grab drivers’ phones in Singapore and Jakarta (at the metropolitan scale). The data recorded included 
time and location, as well as speed, headed direction, area and distance covered. To date, the dataset contains 
in total 84,000 trajectories that consist of more than 80 million GPS pings and cover over 1 million kilometres. 
Trajectory patterns from users’ GPS data are a source of information for urban applications (e.g. solving trans-
portation problems, traffic prediction, transportation planning). Grab is offering to use the datasets for research 
purposes (Huang et al., 2019) and will extend its data collection to other cities. 

 
Figure 38 Grab motorbike driver Source: Consultant 

While building partnerships with RHAs such as Grab can have great potential to improve mobility systems, it 
can also put mobility stakeholders/practitioners, including city governments, at risk. Governments of emerging 
cities sometimes lack financial and/or human resources, making them vulnerable when entering partnerships 
with wealthy tech giants such as Grab. Additionally, Grab has become the region’s sole dominant ride-hailing 
player and this quasi-monopoly means that governments can become overly reliant on private stakeholders 
pushing their own agendas.  

The necessity for local and national authorities to engage with the digitalisation of mobility is also stressed in 
the context of the SUMP implemented in Medan, Indonesia. Consultants mention the unequal appropriation of 
digital tools among the ecosystem of urban mobility, with paratransit and MaaS growing substantially, whereas 
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Appropriate training programmes hardly exist, and when they do, operators rarely have the resources to follow 
them. The possibility for states to promote the introduction of appropriate training programmes has already 
been mentioned at national level. However, the PTA will have an essential role to play in this area:  

• By encouraging the deployment of national programmes (if they exist) among local training bodies  
• By encouraging local training centres to propose such programmes and by helping to define their con-

tent, or even by intervening financially in the set-up;  
• By proposing to cover part of the operators' training costs in exchange for obligations to be defined 

(contracting, renewal of vehicles, quality of service obligations) 
• By organising targeted training sessions for specific needs, or by producing adapted teaching material, 

with the help of external speakers. 

Example 23 - Profes-
sionalisation and capac-
ity building programmes 

• professionalisation relies on pooling resources between operators and im-
proving working conditions (fixed salaries, fixed working-hours, etc.) 

• capacity building programmes shall be set up to benefit both paratransit op-
erators and the local authorities in charge of the regulation 

Long-lasting reforms of the paratransit sector call for actions regarding the professionalisation of stakehold-
ers. Professionalisation initiatives are often bound to the creation or structuring of professional organisations. 
Indeed, professionalisation aims at improving skills and capacities of operators, which can be encouraged by 
pooling resources and improving working conditions. To do so, the first action often consists in reforming the 
target-system and introduce a minimum wage for the drivers and associated jobs, as it has been introduced 
within the PUVMP in the Philippines for instance. Improving working conditions also relies on fixed working-
hours for operators (as it has been the case for e-rickshaws operators in Kochi), getting social protection such 
as social welfare and easier access to loans. In Dakar, since the implementation of the reform of the paratransit 
sector (named Cars Rapides), leading to the creation of the “Association Faitière des Transports Urbains,” op-
erators and owners benefit from the services of a fleet manager hired by the Association, drivers and helpers 
have access to social protection and the loans of the vehicle owners are guaranteed by the Association.69 

In many cities, training programmes are being provided to paratransit operators in order to optimise their busi-
ness model, the fleet management or the customer relationships for instance. Pioneer programmes have been 
developed in South Africa for instance (Schalekamp, 2017), and are being developed in many cities. In South-
East Asia and in India, several initiatives can be mentioned. 

In Kochi for instance, the urban transport reform, which include the integration of e-rickshaws to provide first 
and last mile connectivity, offered trainings to paratransit operators. In the Philippines, training and social pro-
grammes have been implemented to provide stakeholders with skills and capacity to meet the needs of the 
transport system: 

• Capacity training for vehicle owners includes finance training. Vehicle owners need to build their 
knowledge on the operation and maintenance of the modern vehicles to feel comfortable taking financial 
and technical risks.  

 
69 For more information, see Baffi & Lannes (2021b) section “Promote and support the creation of paratransit organisations” (Action 
4.2).  

















 

        Page | 177 

Modal share & Integration with Other Transport Modes 
 

BANDUNG (INDONESIA) 

 
Number of daily trips 

Source: Global Future Cities Programme 

• Modal Share: In Bandung, private vehicles comprise the 
lion’s share of daily trips (62% by motorcycles and 15% by 
cars), while only one in five trips are taken by public 
transport (19% by angkot and 3% by bus). The active 
transport modes (walking, cycling) are not taken into ac-
count in this modal split. 
• Integration: It is understood that there is no formal inte-
gration between transport modes in Bandung. The lack of 
public transport is a major issue leading to congestion. 
However, plans are currently being drafted to propose 
new angkot routes that would contribute to improved and 
integrated public transport services in the city. 
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